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Over 900 miles of railway has been equipped with automatic 
block signals during the past 12 months, in spite of the hard 
times, and probably 2,000 miles will be equipped during 1909; 
so that the setback due to the falling off in business will be 
disguised (in the mileage records) more effectually, perhaps, 
than in any other department of railway improvement. This 
is largely due, of course, to the fact that signal material has 
to be ordered a good length of time in advance. The 1908 con- 
struction was the finishing up of jobs which were begun in 
1907. It is proper also to observe that much more. than half 
of the new work was done by the Union and the Southern 
Pacific, whose records in this field have been phenomenal for 
several years. For this reason we speak of the setback as 
“disguised.” As regards the railroads generally it is a real 
setback, whatever the totals for the country may show. Other 
interesting details of block signal progress are shown in the 
table printed on another page. Not the least of these is the 
addition of over 1,000 miles of the “telegraph block system” 
by two companies, the Chicago, Milwaukee & St. Paul and the 
Northern Pacific. This new mileage consists of lines which 
have only a moderate traffic, and 716 miles of it what may 
for the present be called very thin traffic; a fact which testi- 
fies to an appreciation, by the officers of these roads, of the 
space interval principle as a measure of safety, as distin- 
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guished from mere expediency, influenced, as expediency often 
is, by various unscientific notions and bolstered up by half- 
way measures. When 700 miles of new road in a thin country 
is worked by the space interval from the outset; and when 
the absolute block system is adopted, on single track, in such 
thoroughgoing fashion that the time-table is entirely done 
away with, as is the case on the western part of the Northern 
Pacific, there is ground for hope that the safety of travel on 
American railways generally will soon show actual and 
marked improvement. 





The aggregate of the increases in our table, not counting 
items representing automatic signals substituted for manual, 
is 2,197 miles of road (by 20 companies); decreases on nine 
other roads* diminish this to 2,080.5 miles as shown in the 
table (60,709.2 miles now; 58,678.7 a year ago). The prin- 


cipal increases in the table are as follows: 
—Miles of road—, 
Automatic. Manual. 
tk, 2 a re anes 29 
Chesapeake & Ohio ..........ee ee ees 11 80 
Chicago, Milwaukee & St. Paul ........ aa $22 
Chicago, Milwaukee & St. P. (new road) ae 716 
Chicago, Rock Island & Pacific 112* 
1 EROS errr rere Tr rrr eT er 44 18 
RRNA OC ONNERGE S55 ori e wae Ce wes eyainiese 16* 
NAT OC OVUNINE 5 oie 06 0 ue civiere eiecc.ersias 100 
GCG Ge RIAD oc ccc sen eenensoes 2% 
Northern Pacific ....- ....6.sscsecees a 1 
Philadelphia & Reading ............. 
Southern Pacific, in Texas ............ §2 


- Gla. - 


Southern Pacific—Pacific system ...... 193 
Wi EOIN foi ck 6 w.esja siete weecceencxe 43 
Oregon Short Eine ....cicccccuvesscs 164 
Oregon R. R. & Navigation Co......... 122 


*In place of manual. 

On a few roads, as noted above, the aggregate length of line 
block signaled is less than one year ago. Some of these 
changes have not been explained; but in other cases the 
absence of a decrease raises a question; for it has been re- 
ported that the use of the telegraph block system had been 
abandoned on some sections because of slack business. We 
assume that in these cases business has revived and that the 
space interval rules have been re-established. 





The highly important series of tests at the Watertown 
Arsenal of railway and structural material is in danger of in- 
terruption because of a lack of full knowledge by Congress 
of the work which is nearing completion, and whose results 
are of vital importance in securing better rails, joints and 
structural material. The annual appropriation of $85,000 for 
this scientific work has already passed the House of Repre- 
sentatives and is to come before the Senate, with a proviso 
that the testing machine at Watertown Arsenal be moved 
immediately to Washington. It is the present delay in the 
work now being done which makes this clause objectionable. 
Time is the element of economy in finishing and reporting 
as soon as possible the elaborate tests of the strength of 
rail joints of the patterns now in service. This subject alone, 
important both for safety and saving money, should halt 
sudden and unnecessary removal of the plant from Water- 
town until the report of tests is available for railway officers. 
The immediate completion of the tests of riveted steel col- 
umns are of like importance. The microscopical and physical 
tests of steel ingots and blooms promises to give us precise 
knowledge of a subject in which there has been much mis- 
information and ignorance. These things the railways and 
the rail makers need to know from a source of unquestioned 
honesty of purpose and scientific ability, as an acceptable basis 
for agreement in the undertaking to secure safer and better 
railway material. The several committees of the American 
Railway Association, of the Society for Testing Materials, the’ 
Engineers of Maintenance of Way, and the Society of Civil 
Engineers need the results of the Watertown tests without 
unnecessary delay. Furthermore, the present law is sufficient. 
The Civil Service Act of May 27, 1908, gave full authority 





*Rock Island, Cumberland Valley; Iowa Central; Hocking Valley ; 
Mobile & Ohio; Lake Shore & M. S.; Norfolk & Western ; Pere Mar- 
quette; Wabash. 
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to centralize the government experiment stations in these 
words: 

The National “Academy of Science is required, at their next meet- 
ing, to take into consideration the methods and expenses of conducting 
all surveys of a scientific character, and all chemical, testing and experi- 
mental laboratories, and to report to Congress as soon thereafter as 
may be practicable a plan for consolidating such surveys, chemical, test- 
ing and experimental laboratories so as to effectually prevent duplica- 
tion of work and reduce expenditures without detriment to the public 
service. 

This orderly transfer covers the ground. The present bill 
before the Senate is an interference with that orderly pro- 


ceeding calculated to do harm. 





RAILWAY BUILT IN 1908. 





To those who have been at all in touch with the railway situa- 
tion, it is not surprising that the record of new main track laid 
during the year just closing should show a substantial de- 
crease; the surprising thing is the amount of mileage which 
was built. 

In 1907, according to the best obtainable statistics gathered 
from all the railway companies in the Unites States, approx- 
imately 5,212 miles of new main track were laid, while a sim- 
ilar record for 1908 shows 3,214 miles, a decrease of 1,998 
miles, or 38.3 per cent. The 1908 record is the smallest since 
1904, when 3,832 miles were laid. The mileage built in 1904 
showed a falling off of 1,820 miles, or 32.2 per cent., from 1903. 
It is rather interesting to note that for each fifth year since 
1893 the mileage record has been a little over 3,000 miles. In 1894 
there were 1,760 miles of new main track laid, a decrease of 
1,264 miles, or 41.7 per cent. from the mileage built in 1898. 
This parallels closely the percentage of decrease this year. 
Not until 1898, when 3,265 miles were laid, did the record 
again reach that of 1893, showing a drag of five years follow- 
ing that panic. 

As indicating sectional development, it is to be noted that 
only 761 miles were laid east of the Mississippi river in 1908, 
as compared with 1,884 miles in 1907, a decrease of about 
59.6 per cent. West of the Missisippi, the decrease was only 
about 28.2 per cent., the 1908 record showing 2,455 miles and 
the 1907 record 3,420 miles. Montana, which was tenth in the 
list in 1907, with 191 miles, is first in 1908, with 537 miles. 
This total was built by three railways, the Great Northern 
building 161 miles, the Chicago, Milwaukee & St. Paul, on 
its Pacific Coast Extension, 354 miles, and the Northern 
Pacific, 21 miles. Our report of last year showed 143 
miles on this same extension. Louisiana, which was first 
in 1907 with 384 miles, is in the ninth place this 
year with but 110 miles reported. The five leading states in 
1908: Montana 537, Washington 369, California 314, Virginia 
168 and Arkansas 176, are all in the western section with the 
exception of Virginia. The five leading states in 1907; 
Louisiana 384, Texas 339, South Dakota 337, Washington 324 
and Florida 251 are similarly in the western section of the 
country with one exception, that of Florida. This indicates 
a continued prevailing increase in mileage for the western 
half of the country. Texas, which was second in 1907 with 
339 miles, ranks fifth in 1908 with 165 miles, a decrease of 
51.3 per cent. 

The Pacific Coast Extension of the Chicago, Milwaukee & 
St. Paul, reaching west through Montana, Idaho and Washing- 
ton, is listed in 1908 as having added 790 miles of new track; 
much the longest stretch built by any one company. The 
Southern Pacific added 448 miles, divided among the states of 
‘California, Oregon and Mexico. Of this, 364 miles were laid 
on the Mexican Pacific Coast and the Cananea, Yaqui River & 
Pacific. The Great Northern ranks third of the railway com- 
panies in number of miles laid, having 274 miles divided 
among the states of Minnesota, Montana and Canada. These 
three leading companies alone added 1,088 miles of the 2,455 
miles placed west of the Mississippi river, or 55.6 per cent. 
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East of the Mississippi river, the Virginian Railway reported 
the largest new mileage, there being 131 miles in Virginia and 
West Virginia. The next greatest was the Carolina, Clinch- 
field & Ohio, with nearly 85 miles, divided among North Caro- 
lina, Tennessee and Virginia. 

In Canada there was rather a substantial increase of 21.7 
per cent., there being 1,248 miles in 1908 as against 976 miles 
in 1907. This mileage is divided among ten railway companies, 
the largest amount, 621 miles, being laid by the Grand Trunk 
Pacific and the second largest, 289 miles, by the Canadian 
Pacific. In Mexico there was an increase of 23.4 per cent., 
there being 435 miles in 1908 and 333 miles in 1907. Of the 
five companies building, the Southern Pacific, on its Mexican 
Pacific Coast, placed 238 miles in the states of Sinaloa and 
Jalisco and 102 miles in the state of Sonora. 

This record covers 39 states and territories of the United 
States which reported mileage, and 11 which did not. Alaska, 
Arizona, Connecticut, Delaware, District of Columbia, Kansas, 
Maine, Maryland, Massachusetts, New Hampshire and Ver- 
mont did not report any new mileage in 1908, and of 
this number, Connecticut, Delaware, Massachusetts, New Hamp- 
shire and Vermont were similarly reported last year, as were 
Iowa and Rhode Island. There is included also 7 miles of new 
track built by the Panama Railroad on the Isthmus of Panama. 
No recognition has been taken of second, third or fourth tracks, 
sidings or electric lines. 

The following table shows our figures for mileage built in 
the United States during the last sixteen years: 


1893... .3,024 1898... .3,265 1903... .5,652 
1894... .1,760 1899... .4,569 1904....3,832 
1895... .1,428 1900... .4,894 1905... .4,388 
1896... .1,692 1901... .5,368 1906... .5,623 
1897... .2,109 1902... .6,026 1907... .5,212 

1908... .3,214 





CARS AND LOCOMOTIVES BUILTIN 1908. 


To understand the condition of the car and locomotive build- 
ing business fully during the past year, it is necessary to study 
both the number of orders placed for equipment during this 
period and also the number built. The orders placed, which 
are fully reported in another column of this issue, reflect both 
business conditions throughout the year 1908 and expectations 
of better conditions during 1909. The amount of equipment 
actually built during the year, on the other hand, shows only 
actual conditions unlightened by hope of the future, since 
actual recovery of business started too late in the year to show 
in the form of completed cars and locomotives. The following 
figures are also interesting in that they are compiled from 
returns from equipment building companies only, and do not 
include the output of railway companies’ shops, the operation 
of which through the year has helped in giving somewhat 
of a market for labor and makers of railway supplies. 

In 1907, car and locomotive builders worked at full capacity 
throughout the year on orders placed in the early part of that 
year. By the end of the year, however, the fuil effects of the 
depression were being felt, and comparatively few orders were 
carried over into 1908. Last December, officials of represen- 
tative companies estimated that their orders on hand would 
keep them busy at full capacity for from two to four months 
only. Where possible, working time and forces were cut down 
so as to keep plants running on part time for as long a period 
as possible on completing such orders as could be delayed. 

During the past year 35 car building companies in the 
United States and Canada built 78,271 cars, which is only 27 
per cent. of the number built in 1907. These figures include 
subway and elevated cars, but not street railway and inter- 
urban cars. Of the cars built in the United States, 66,751 were 
freight cars for domestic service, 1,206 freight for export, 1,- 
566 passenger cars for domestic service and 71 passenger for 
export. Canada built 8,593 freight cars for domestic service, 
5 freight for export, and 79 passenger cars for domestic ser- 
vice. In 1907, Canada built 9,159 freight cars and 106 passen- 


ger cars. 
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The following table shows the cars built during the last 10 


years: 
Year. Freight. Passenger. Total. 
CC eee 119,886 1,305 121,191 
gO ere 115,631 1,636 117,267 
001 ene 136,950 2,055 139,005 
BOG i. aoc eo were. 162,599 1,948 164,547 
FORE else's sce « 153,195 2,007 155,202 
1211 ree 60,806 2,144 62,950 
bb ore eae 165,455 2,551 *168,006 
a 2 eee area 240,503 3,167 *2 13,670 
BONE Giese) ois set aters 284,188 5,457 *289,645 
DOUG). ccisic cares 76,555 1,716 *78,271 


~*Includes Canadian output. 

Returns from 11 locomotive builders in the United States 
and Canada show a total of 2,342 engines, about the same 
relative falling off as in the cars built. Of the 2,124 built in 
the United States, 1,668 were for domestic use and 456 for 
export. These figures include 245 electric and 79 compound 
locomotives. The Canadian engines, 218, were all for domestic 
service. Of these 20 were compound. 

Comparisons for the last 16 years are given in the following 


table: No. No. No. No. 
Year. built, Year. built. Year. built. Year. built. 
1893....2,011 1897....1,251 1901. ...3,384 1905....*5,491 
1894.... 695 1898....1,875 1902... .4,070 1906... .*6,952 
1895....1,101 1899....2,475 1908... .5,152 1907... .*7,362 
1896....1,175 1900... .3,15: 1904... .3,441 1908... .*2,342 


~~ *Includes Canadian output. 





MOTIVE POWER AND ROLLING STOCK ORDERED IN 1908. 





We began in 1901 to compile statistics of motive power and 
rolling stock ordered by steam railways during the year. The 
statistics gathered this year and presented elsewhere in this 
issue show that the orders placed during 1908 were smaller 
than in any year since our record has been kept. The smallest 
previous year was 1903; yet the aggregate orders placed in 
1908 were only about 50 per cent. of those placed in 1903. 
The total orders for locomotives in 1908 were 1,182; for pas- 
senger cars, 1,319; and for freight cars, 62,669. 

Although railways were sharply curtailing expenses through- 
out 1907, the orders for locomotives in that year were three 
and a half times as large as in 1908; for passenger cars 60 
per cent. larger, and for freight cars almost three times as 
large. Going back as far as 1905, the number of locomotives 
ordered was six times as large as in 1908; the number of 
passenger cars, three times as large; and the number of 
freight cars, six times as large. 

These figures show with painful clearness the injury 
the panic and the subsequent business depression have 
done both to the railways and to manufacturers of rail- 
way supplies. Greatly impairing the purchasing power 
of railways, they have gone far toward destroying tem- 
porarily the business of those from whom they buy. If the 
effects of this curtailment of railway purchasing power and 
reduction in orders for railway supplies could be traced out 
in their remotest ramifications, it would be found that they 
have hurt more or less every line of industry in the country. 

There is no doubt, however, that “the corner has been 
turned.” The railways, after being almost out of the market 
for over a year, are once more shopping. One of the largest 
railway equipment manufacturing concerns in the United 
States tells us that it has received more inquiries during the 
past few weeks than in any equal time for many months. 
How good a year 1909 will be for either railways or makers 
ef equipment it would be futile to predict; but that it will be 
a good deal better year for them than 1908 cannot be doubted. 

Despite the relatively small orders placed in 1908, they illus- 
trate some tendencies that merit noting. 

All steel cars for passenger equipment have passed the stage 
of experiment and they are now being confidently ordered in 
large numbers. The order of the Harriman lines for 200 
steel passenger cars will furnish initial equipment of this 
kind for the Union Pacific and the Central Pacific as well as 
the Illinois Central. The Pennsylvania has had on many 
of its trains in regula: main line service during the year the 
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steel coaches built last year, and it has placed orders for large 
additions to this class of equipment. It has also arranged to 
provide for solid steel trains, including Pullman sleepers, to 
be used in connection with its new passenger terminal in New 
York City. The Union Pacific experience with steel cars hav- 
ing semi-elliptical roofs has been so satisfactory that all the 
new steel equipment recently ordered will be built in that way. 
This road has become prominent as the builder of steel gaso- 
line motor cars on a large scale, and two of the large shop 
buildings at Omaha are now busily employed in turning out 
McKeen motor cars, not only for the Harriman Lines but 
foreign roads. 

While steel coaches are being ordered by only a few roads, 
the use of steel underframes for baggage and mail cars has 
become more general. A notable example of this construction 
is found in the cars for the Frisco, built by the Pullman Com- 
pany. 

While a few large capacity steel freight cars have been built 
for special uses in and around steel works, the maximum 
capacity remains 50 tons, and this is not likely to be exceeded 
for some time to come. The 50-ton steel cars built for western 
lines are usually of the gondola type with drop bottom doors, 
as this form is available for lumber and other kinds of freight 
in addition to the usual lading of coal or ore. 

The entrance of the Bettendorf Axle Company into the steel 
car building field was signalized by two novel designs ex- 
hibited at Atlantic City in June, one a gondola with single 
I-beam center sill and drop bottom doors, the other a steel box 
car containing a number of ingenious methods of construction. 
The solid rolled steel wheel for freight cars has become well 
established in the best practice and they are now used in such 
large numbers that three important works are making them. 
The United States Steel Corporation has taken over the prop- 
erty of the Schoen Steel Wheel Company and intends to en- 
large it to meet increasing demands. The Standard Steel Com. 
pany at Burnham has a large plant for this purpose and the 
Standard Steel Car Company at Butler, Pa., has recently com- 
menced the manufacture of steel wheels in large numbers. 

Roller side bearings and center plates have at last demon- 
strated their advantages for large capacity cars, and they are 
now used in increasing numbers. The development of these 
details is one of the most important matters connected with 
the satisfactory operation of this class of cars. The drop 
tests of friction draft gear have cleared the air to some extent 
on that vexed question, as they have demonstrated that an 
efficient buffer should absorb energy through its whole travel 
when delivered in the form of a blow as well as when ap- 
plied by steady pressure. This difference in the action of 
friction draft gears of various types when tested under the 
drop has been a revelation to manufacturers and to railway 
officers alike. It must result in a prompt segregation into 
classes, representing those which are designed on correct prin- 
ciples and should survive and be further developed and those 
which, while they show a good diagram under pressure, be- 
come blocked and rigid under a blow and therefore cannot be 
of much use in absorbing buffing stresses in service. 

While dull periods similar to the past year should allow 
more time for improvements in original design of locomotives, 
so few orders have been placed that little of such work has 
been revealed in actual construction. The Pacific type has 
become the established standard for heavy passenger service 
and most of the larger orders have been for this kind. These 
engines, as built for the trunk lines, have cylinders 23 x 28 
inches with heating surface 4,000 sq. ft. and tractive effort 
of 35,000 pounds. While the average weight per driving axle 
has been as high as 57,800 pounds, there is little tendency 
to exceed 55,000 pounds in general practice. Probably the 
best solution of difficulties due to excessive wheel weights in 
the growth of the American locomotive to enormous propor- 
tions is the division into two units, as in the Mallet type, and 
the experience with these engines during the past year has 
been particularly instructive and satisfactory. 
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The “articulated compound locomotive” is the term which 
Cc. J. Mellin prefers to use in describing that type which has 
commonly become known in this country as the “Mallet com- 
pound.” In his paper on this subject (Railroad Age Gazette, Dec. 
11 and 18) Mr. Mellin explains in detail the methods of arriving 
at the proper points for the supports of the boiler and the effect of 
these supports on the distribution of the weight on the wheels. 
He arrives at the conclusion that on account of the location 
and mechanical construction of these supports the front engine 
becomes a very efficient leading truck for the rear engine, and 
that small truck wheels are unnecessary for slow speed freight 
locomotives. The two iarge locomotive builders, the American 
Locomotive Company and the Baldwin Locomotive Works, 
have shown in their practice thus far a difference of opinion 
in this respect. The Baltimore & Ohio articulated locomotives 
and those for the Central Railway of Brazil have for each 
engine six drivers and no truck. The Erie engines, the 
heaviest of this type built thus far, have for each engine four 
pairs of drivers and no trucks. These represent the practice 
of the American Locomotive Company. The Baldwin designs 
are represented by the articulated engines for the Great North. 
ern and the Northern Pacific, where each unit has six drivers 
and a pony truck; also by the new engines for the Santa Fe, 
which are to have four pairs of drivers and a pony truck for 
each half of the locomotive. Referring to the truck in con- 
nection with articulated locomotives, Mr. Mellin hays, ‘Nothing 
is to be gained by the use of this objectionable feature”; 
and he gives substantial reasons for the omission of trucks in 
all his designs for articulated freight engines. 

The articulated principle is to be used for passenger locomo- 
tives, and two designs for this purpose have been worked out. 
One by the Baldwin Works, for the Santa Fe, has for each 
unit four drivers and a pony truck. This engine is to have 
an intermediate superheater taking exhaust steam from the 
high pressure eylinder. The American Locomotive Company’s 
study of an articulated passenger locomotive shows the leading 
engine with a four-wheel truck and four drivers, and the rear 
engine with four drivers and a single pair of trailing wheels. 

The advent of the articulated locomotive into general rail- 
way practice in this country opens up an interesting field for 
development, and the remarkable success attending the first 
ones that were constructed for special mountain service gives 
assurance that the type can easily be adapted to main line 
service, either passenger or freight, and that it will be pre- 
ferred to the very large locomotives of ordinary types which 
have been constructed to meet the demand for engines of great 
power. Locomotives of the Mallet type have already been 
ordered for eight different railways in the United States. 

The two large locomotive builders in this country are also 
divided in their ideas about the construction of superheaters. 
The Baldwin Works have apparently adopted the settled 
policy of using smoke box superheaters and low superheat. 
The American Locomotive Company prefers to use in its prac- 
tice field tubes and a high degree of superheat. While the 
former practice effects some improvement, it does not ex- 
haust the possibilities, and it is fortunate that the latter com- 
pany is willing to exploit the high temperature superheater so 
that its advantages may be demonstrated. While the efforts 
in this direction have been discouraging to some extent, it 
has been largely due to carelessness and ignorance, and a 
principle wnich is correct must fina::y triumph over such de- 
fects. The Schmidt Superheater Company is establishing an 
agency in this country and it evidently sees some signs of 
promise for the introduction of its devices. 

Some interesting developments are being made in improved 
valve gear for locomotives. The Young rotary valve and gear 
has been modified so as to use the Walschaerts form, and it is 
thought some improvement has been made in the link con- 
struction. This form of valve and gear is to be applied to 


new passenger locomotives for the Chicago & North Western 
and it is in use on the Lackawanna. The Pilliod valve gear, 
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which is being applied to new Alton passenger engines, re- 
sembles the Walschaerts in being an outside gear and in dis- 
pensing with eccentrics, but it also dispenses with the link and 
has no sliding motion; it is all pin connected. The peculiarity 
of this motion as distinguished from the Walschaerts is that it 
uses a small crank of only 614 inches diameter, on the main 
pin, instead of the 14 or 15 inches with the Walschaerts, and 
more of the motion for the valve stem is obtained from the 
crosshead. 

In boiler construction the combustion chamber is growing 
in favor. In addition to those on the Northern Pacific, it has 
been introduced in boilers for the Lake Shore and for the 
decapods on the Buffalo, Rochester & Pittsburgh. It is also 
to be used in new engines for the St. Paul. There is some 
hesitation about the further use of fireboxes as wide as 65 to 
75 inches for bituminous coal and there is a tendency to use 
more moderate widths, 50 to 56 inches. The short life of side 
sheets in wide fireboxes as compared with the longer life of 
those in the narrow O. G. shape has suggested the 
importance of the general principle that firebox sheets should 
incline out toward the top instead of in, as they do on many 
wide boxes. This reform will probably lead to a narrower 
grate and decided changes in the prevailing shape of large 
fireboxes. 

The electrification of the St. Clair tunnel on the Grand 
Trunk has demonstrated the success of the single phase elec- 
tric locomotive in the heaviest freight service thus far operated 
by electricity, and its adaptability to high speed passenger ser- 
vice is shown by its performance on the New Haven. The 
three phase system for electric locomotives is soon to be used 
by the Great Northern in its Cascade tunnel. The decision of 
the Pennsylvania to use direct current for the locomotives 
operating in its terminal lines connected with the New York 
station is an important event in the history of the application 
of electricity to steam lines in the United States. 





RECEIVERSHIPS AND FORECLOSURE SALES IN 1908. 





The mileage and capitalization of railways that went into 
the hands of receivers in 1908 were greater than in any 
year since the panic year of 1893. The total mileage of roads 
going into receiverships in 1908 was 8,009; their stock, $325,- 
350,000; their funded debt, $271,009,000, and their total out- 
standing capitalization, $596,359,000. In 1898 the mileage of 
roads going into receiverships was 29,340 and the capitalization 
$1,781,046,000. That was the most disastrous year in the 
history of American railways. The next most disastrous year 
since 1876, when we began to keep this record, was 1884. In 
that year roads with an aggregate mileage of 11,038 miles, and 
an aggregate capitalization of $714,755,000, became insolvent. 
The number of roads becoming insolvent in 1908, 24, is the 
largest since 1896; but, as the accompanying table of receiver- 
ships shows, this number has been exceeded in 12 years out 
of the past 33. 

The foregoing figures do not include electric railways. If 
data regarding these lines were included the showing would 
be quite different. The inclusion only of the Interborough 
Metropolitan Company (New York) and the Chicagéd & Mil- 


* waukee Electric would increase the capitalization of failed 


lines by over $225,000,000. In view of the rapid development 
of interurban electric railways it is probably that, in order 
to make a fair comparison with former years, failed lines of 
this kind should be included in our annual list of railway 
receiverships. 

The heavy increase in the number and capitalization of 
failed roads in 1908 over 1907 is due to a combination of 
causes. During the period of general prosperity it was neces- 
sary for the railways of the United States largely to increase 
their investment and operating expenses to handle a fast grow- 
ing traffic; the burden was made especially heavy by the high 
prices of material and high wages of labor. The wave of anti- 
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railway legislation in 1906 and 1907, a “tight”? money market 
that made it hard to get capital on good terms for even the 
most legitimate enterprises, the panic in October, 1907, and 
the business depression that followed, greatly reduced the 
traffic and earnings of most roads without making possible 
corresponding curtailments of fixed charges and operating 
expenses. In view of these conditions, it is remarkable, not 
that the list of receiverships is long but that it is not longer. 
It is common knowledge among the well-informed that there 
was serious danger for quite a while that the list would be 
much longer. Every one knows the dramatic story of how 
E. H. Harriman intervened at the crucial moment and saved 
the Erie from going to the wall, while J. P. Morgan & Co. 
have been buying the company’s coupons since last summer. 
The Erie is not the only large road whose fate at one time 
hung in the balance. There has be.n a good deal of loose 
denunciation of “community of interest” arrangements; but if 
the strong factors in the railway field, owing to arrangements 
such as these, had not had a common interest in standing 
together and holding up weak roads, the record of receiver- 
ships in 1908 would have been worse. 

The following is the list of steam roads for which receivers 
were appointed in 1908: 


Receiverships Established in 1908. 





Funded 
Railway. Mileage. debt. Stock. 

Seaboard Air Line ............. 2,611 $64,185,000 $62,516,000 
Atlanta & Birmingham Air Line.. 216 7,760,000 1,525,000 
Chicago Great Western......... Sie © waveweas 107,033,000 
Detroit, Toledo & Ironton....... 4388 18,920,000 25,000,000 
Macon & Birmingham .......... 105 500,000 500,000 
Taliuial) Palle. 6. occ cccesccwe 58 874,000 00,0 
Chicago, Cincinnati & Louisville.. 284 6,660,000 4,206,000 
International & Great Northern... 1,106 25,253,000 9,755,000 
Western Maryland ............. 543 58,719,000 15,685,000 
Cincinnati, Bluffton & Chicago .. 52 825,000 1,125,000 
Bainbridge Northeastern ........ SOS? = Lanwawnes 00,000 
Raleigh & Western ............. 8 108,000 128,000 
Alaska Central ..cccccscccsccses 54 3,500,000 4,750,000 
Oklahoma Central .............. 132 1,800,000 10,000,000 
Missouri River & Northwestern... 35 1,000,000 1,000,000 
Wabash-Pittsburgh Terminal .... 63 30,236,000 10,000,000 
Centyal Railway of Oregon ...... 83 250,000 ,000,000 
Wheeling & Lake Erie ........... 442 15,000,000 36,980,000 
West Side (Pittsburgh) Belt .... 22 383,0 1,080,000 
Southern Indiana .............. 237 10,537,000 11,000,000 
Chicago Southern .............. Sect 4,000,000 1,500,000 
Newport & Wickford ........... 4 72,000 100,000 
Norfolk & Southern ............ 580 17,267,000 17,267,000 
Newton & Northwestern ........ 102 2,460,000 2,500,000 

ROUSUY, {Sisk weceroiereic ealanacareca aiscs 8,009 $271,009,000 $325,350,000 





*Not in operation. 
;Mileage included in that of Southern Indiana. 


The foregoing list includes five of what are known as the 
“Gould lines’—the Western Maryland, the International & 
Great Northern, the Wabash-Pittsburgh Terminal, the West 
Side (Pittsburgh) Belt and the Wheeling & Lake Erie—having 
an aggregate mileage of 2,176 miles. That the Gould system of 
roads suffered worse than any other large system was largely 
due to the fact that the controlling interests used their avail- 
able resources during prosperous times in building such new 
properties as the Western Pacific and the terminal lines at 
Pittsburgh, and the panic caught some of their old lines in 
weak physical and financial condition and some of the new 
properties without a self-supporting traffic. 

T. J. Freeman was made receiver of the International & 
Great Northern on February 26. The failure of the road was 
attributed by the management to a heavy decline in earnings 
due to the business depression and to the policy of the Rail- 
road Commission of Texas. The road had for four months 
suffered a decrease in gross earnings at the rate of $3,000,000 
a year when the Texas Commission ordered it to make addi- 
tions and improvements that would involve the expenditure of 
many millions of dollars. The company defaulted in interest 
to the amount of $494,620, and consented to the receivership 
that was then applied for by its creditors. If the company 
had not gone into insolvency when it did it would soon have 
been bankrupt if it had begun to try to carry out the orders 
of the Texas Commission. A receiver having been appointed 
by a federal court, the Commission was rendered impotent to 
enforce its orders. 
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The receivership of the Western Maryland was attributed 
by the company to the “commodities” section of the Hepburn 
act. B. F. Bush, president of the road, was made receiver on 
March 5. The company had outstanding $3,776,750 notes due 
on April 1, secured by $5,037,000 first mortgage bonds, and 
owed over $300,000 for materials aud supplies. During the six 
months ended December 31, 1907, both its gross and net 
revenues largely increased. It was not confronted with any 
failure of its revenues to cover fixed charges. But it had 
maturing obligations growing out of its temporary provisions 
for capital expenditures and it had at an early date to en- 
counter the commodity clause of the Hepburn act. To obey 
this law would involve the sale of its iarge coal properties at 
heavy loss. Not to obey it might bring down on it enormous 
penalties. On the whole, it was thought best to put the road 
under the protecting care of a federal court and that could 
authoritatively tell its management what course it safely 
could take. 

Francis H. Skelding and Henry W. McMaster were appointed 
receivers of the Wabash-Pittsburgh Terminal on May 29. The 
Wabash-Pittsburgh Terminal was built under well known cir- 
cumstances that made it costly to construct and hard to get 
ample traffic for. The panic and business depression following 
reduced the freight traffic in and out of Pittsburgh more than 
anywhere else. The Wabash-Pittsburgh Terminal, being en- 
tirely dependent on this traffic and being also a new property, 
was peculiarly hard hit. The Wabash owned all the Terminal’s 
$10,000,000 stock and had also advanced it large sums. It did 
not feel justified, under the financial and industrial conditions 
existing, in making more advances. The receivers were ap- 
pointed on the petition of the Wabash, which stated that the 
Terminal was insolvent, had defaulted in the payment of prin- 
cipal and interest of a $300,000, 7 per cent. note to the Wabash 
and could not meet the interest due June 1, 1908, on $30,000,000 
first mortgage 4s. 

The appointment of a receiver for the Wheeling & Lake 
Erie followed and was due to the receivership of the Wabash- 
Pittsburgh Terminal, which held a large majority of the stock 
of the Wheeling & Lake Erie. In 1905 the latter road author- 
ized an issue of $35,000,000 4 per cent. gold bonds to refund 
the existing bonded debt ($15,000,000) and finance require- 
ments for improvements and additions. The management 
could not float these bonds, but pledged $12,000,000 of them 
to secure an issue of $8,000,000 notes guaranteed by the Wa- 
bash and maturing in August, 1908. Business in the fiscal 
year ended June 30, 1907, was the best in the road’s history, 
and in the first months of the next fiscal year earnings were 
$18,500 a month and promised to provide a surplus of $750,000 
for the year. The panic, however, suddenly reduced the road’s 
business 50 per cent., and it became evident that it could not 
meet its engagements without further aid from the Wabash, 
which might in turn have embarrassed that road to which it 
was already a large debtor. Therefore an overdue claim of 
$87,910 by the National Car Wheel Company was not paid 
and on the application of this concern, B. A. Worthington, 
vice-president and general manager of both the Pittsburgh 
Terminal and the Wheeling & Lake Erie, was made receiver. 

This was soon followed by the appointment of the receivers 
of the Wabash-Pittsburgh Terminal as receivers of the West 
Side (Pittsburgh) Belt. The Terminal company owned almost 
all of the stock of the belt line and its insolvency was due to 
the same causes that pulled down the parent company. 

Since the receiverships of the Gould properties in and about 
Pittsburgh were created important improvements have been 
begun. The court authorized the issue of receiver’s certifi- 
cates, amounting to $947,000 to buy equipment, reline tunnels, 
etc., for the Wabash-Pittsburgh Terminal and over $700,000 
was authorized to be raised in the same way for similar im- 
provements in the Belt Line, it being believed these expendi- 
tures were necessary to subserve the interests of both the credi- 
tors and owners of the properties. 
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The receivers of the Seaboard Air Line, the largest property 
to go into receivership during the year, were appointed on 
January 2 on the application of the company itself. The com- 
pany had outstanding about $1,000,000 in past due vouchers 
and a floating debt of about $3,000,000. It was being pressed 
by its creditors and the condition of the money market, 
together with the reduction of earnings due to the panic, 
made necessary a readjustment of its securities that would 
give them the stability and value to which the earnings and 
outlook of the property entitled them. Two factions had been 
struggling for control. R. Lancaster Williams, brother of 
John Skelton Williams, former president and leader of the 
minority faction, was appointed one receiver, and S. Davies 
Warfield, representing the Ryan-Blair, or majority faction, 
was appointed the other receiver. Later a third receiver, 
Edward Carlton Duncan, was named especially to represent 
the court. John Skelton Williams estimated that under favor- 
able conditions annual net earnings should be $5,700,000, or 
$2,000,000 over fixed charges; and there is no reason to doubt 
that the road will come through the receivership in good 
shape. The Atlanta & Birmingham Air Line was affiliated with 
the Seaboard Air Line and went into insolvency with it. 

The receivership of the Chicago Great Western, which was 
created on January 8, was caused by a combination of un- 
toward circumstances. It used to be said that A. B. Stickney 
had so financed the property that it was insolvency-proof. He 
managed to keep it free from bonded indebtedness. Short time 
notes were its undoing. On June 30, 1907, $8,491,848 in short 
time notes were outstanding, of which $3,342,545 came due in 
1908 and $4,069,061 in 1909. The total amount of short 
time notes at the time of the receivership was about $10,000,- 
000. A strike of boilermakers in the road’s shops, that seri- 
ously interfered with operation, and, in addition, the panic of 
1907, severely reduced its earnings; and the financial 
stringency prevented it from getting extensions of its notes. 
Before the receivers were named a judgment of $70,000 had 
been secured against the company and $545,000 in notes had 
gone to protest. A. B. Stickney, president of the road, and 
Charles H. F. Smith were appointed receivers. The Great 
Western’s controlled companies, the Wisconsin, Minnesota & 
Pacific and the Mason City & Fort Dodge, were not involved. 

The business depression was the main and direct cause of 
the receivership of the Chicago, Cincinnati & Louisville. It 
has mortgage liens aggregating $7,000,000 and a floating debt 
of $1,750,000. Following the panic its business fell so badly 
that it could not settle with connecting lines for interchange 
of cars. Its connections then refused to give it business, which 
so aggravated conditions that its gross earnings fell from 
$116,000 in October, 1907, to $64,000 in January, 1908. It be- 
came unable to pay its floating debt or interest on its bonds 
and a receivership was asked for by both the management and 
creditors upon the ground that the road was in danger of hav- 
ing judgments and executions against it that would deprive it 
of power to perform its functions as a common carrier. James 
P. Goodrich was appointed receiver on February 13. 

George K. Lowell, vice-president of the Detroit, Toledo & 
Ironton, and B. S. Warren, general counsel, were appointed 
receivers of this property on February 1 on application of the 
Knickerbocker Trust Company, as trustee. The road defaulted 
on that date on the interest on the consolidated mortgage 414 
per cent. bonds, dated 1905 and due August 1, 1980. The di- 
rectors stated that the failure of the company “could be di- 
rectly attributed to adverse railway legislation, particularly 
to such as in effect prohibits any railway from having any in- 
terest in any coal property in excess of a production equal to 
its own requirements.” The legislation referred to prevented 


the company from benefiting by important coal lands it had 
acquired in Northern Kentucky, and business depression cut 
down its revenues from other sources below what was neces- 
sary to meet fixed charges. 

The failure of the Southern Indiana and its subsidiary, the 
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Chicago Southern, was connected as much with the insolvency 
of the Chicago banks of their controlling factor, John R. 
Walsh, as with general business conditions. 

The number, mileage and capitalization of the railways that 
have failed since we began to keep this record, 33 years ago, 
are as follows: 


Summary of Receiverships for 33 Years. 


Number. yee 
Year. of roads. Miles. and stocks. 
DSA. o 5-0-6: ies eens 42 6,662 $467,000,000 
LILLY ees 38 3,637 220,294,000 
NG eons vo a 2 27 2,320 92,385,000 
Ch, eae 12 1,102 39,367,000 
OO whe sohe ava wlete'e 18 885 140,265,000 
Bees Bice tena veveiere-ss 5 110 3,742,000 
ee Mien x cus) aidiece: <i 12 912 39,074,000 
Dee ois. orels > Sais 11 1,990 108,470,000 
SOE ehsic she wisieeis or 11,038 714,755,000 
RSS ee. c abe sree 4s 44 8,836 385,460,000 
RSTO 6 6 (o,s6: 0 ca waa 13 1,799 70,346,000 
cit a ae ener 9 1,046 90,318,000 
TE irs ca) 0s50) bona 0 0 22 3,270 186,814,000 
BASED ooo ey cous ecko > 22 3,803 99,664,000 
DIO So od -kcoveneonsee 26 2,96: 105,007,000 
MRI ad) aatae ese 26 2,159 84,479,000 
AE anes 'oellerin cece 56 10,508 357,692,000 
UREA oor avésesecerste-6 74 29,340 1,781,046,000 
ch) LE Ea eae 38 7,025 395,791,000 
MO 6 s:580's 3 06s 8 31 4,089 369,075,000 
ar 34 5,441 275,597,000 
RS oars orev: eam 18 1,537 92,909,000 
TBO eras eee 6 18 2,069 138,701,000 
UD ce. Siececa ete i0 10 1,019 52,285,000 
| ana 16 1.165 78,234,000 
C1) SPR ear 4 73 1,627,000 
DB oii: bse caieiene 5 278 5,835,000 
PO Sims cane aes nies 9 229 18,823,000 
LO ere 8 744 36,069,000 
MERGED con cananeionvial sxe 10 3,593 176,321,000 
FOO 6 6 S040 850504 6 204 55,042,000 
PAI ch avclecsce:* ais § 317 13,585,000 
Co eee 24 8,009 596,359,000 
Total in 33 yrs 706 127,639 $7,292,431,000 


Only three steam roads seem to have gone through fore- 
closure sales during the year. These were the following: 





Roads. Mileage. Funded Debt. Stock. 
Texas Southern..... 7d $807,000 $80,000 
Ione & JEastern.... 13 360,000 1,000,000 
Phillips & Rangeley. 50 200,000 190,000 

1388 $1,367,000 $1,180,000 


The Southern Texas was ordered sold on May 5 at fore- 
closure sale for an upset price of $375,000. The sale was 
postponed to July 7, and then to August 4, the upset price 
being reduced to $225,000. On the latter date it was bought 
by the Union Trust Company of St. Louis for $286,000. Its 
name has been changed to the “Marshall & East Texas.” The 
Ione & Eastern was sold for $225,000 to F. J. Solinsky, who, it 
is said, represented Peterson & Erickson, the contractors who 
built the line . The Phillips & Rangeley is a narrow gage line 
from Phillips, Me., to Rangeley. 

The number of foreclosure sales probably would have been 
larger but for depressed business conditions that made it 
unusually hard to find buyers for bankrupt properties. The 
Missouri River & Northwestern (mileage 34 miles; bonds, 
$1,000,000; stock, $1,000,000; receivership indebtedness, about 
$275,000), was advertised to be sold last June, but no sale 
took place. The Rapid City & Wyoming Railway Com- 
pany was organized under the laws of South Dakota to take 
over the property, but this plan has fallen through, and the 
road is now advertised to be sold on January 12, 1909, at an 
upset price of $75,000. It is expected the bondholders will bid 
it in. The Pontiac, Oxford & Northern (mileage, 100 miles; 
bonded debt, $400,000; stock, $1,000,000) was advertised to be 
sold three times during the vear at an upset price of $700,000, 
and later at $400,000, the buyer to assume responsibility for 
the bonds. Suit was begun for the foreclosure of the San 
Diego, Cuyamaca & Eastern (mileage, 25 miles; funded debt, 
$550,000; capital stock, $769,000). 

The following is the record of foreclosure sales for 33 years: 


Summary of Foreclosure Sales in 33 Years. 


Number Bonds 

Year. of roads. Miles. and stocks 

BAI oe s536.6. isreave 30 3,840 $217,848,000 
RN ai ove leise. sca seo 54 8,875 198,984,000 
Ly Ta RE 48 3,906 311,631,000 
LC Ct re irae 65 4,909 243,288,000 
eee eae 31 3,775 263,882,000 
DBD ove sas eyenste,csrs 29 2,617 137,923,000 
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Number Bonds 

Year, of roads. Miles. and stocks. 

bh A 16 867 65,426,000 
BBS o ssc ce5 eas 18 1,354 47,100,000 
Lo a ee 15 710 23,504,000 
BOCES 5c, 6 Sreiv.s e's 22 3,156 278,394,000 
TBs Sears ereis 45 7,687 374,109,000 
ER oaks. bree ore ai 3 5,478 328,181,000 
ROMER 64: a:ebavee acs 19 1,596 64,555,000 
NS ga > os 'ereaye 25 2,930 137,815,000 
MOE: «oc siascees 29 3,825 182,495,000 
ff era 21 3,223 169,069,000 
pee 28 1,922 95,898,000 
Wher 8. & sich oisie 25 1,613 79,924,000 
1! er 42 5,648 318,999,000 
‘0 52 12,83 761,791,000 
pO ee Cerrone 58 13,730 1,150,377,000 
I aera 42 6,675 517,680,000 
NRO soe aes oer 47 6,054 252,910,000 
yA eee 32 4,294 267,534,000 
Soares 24 3,477 190,374,000 
BO seins 6 acisis 17 1,139 85,808,000 
1) a Pa 20 693 39,788,000 
2. Serre 13 555 15,885,000 
so. v0: see cecters 3 524 28,266,000 
POs 6-006: 5 16. 6 679 20,307,000 
1 rare 8 262 10,400,000 
DOE ss 6 ti0 0-08 6:5 6 114 13,777,000 
ps) 2 or ee 3 138 1,547,000 
Totals in 33 ys. 934 114,091 $6,895,469,000 





REVIEW OF 1908. 





With the exception of the news pages, substantially the 
whole of this week’s issue is given up to careful reviews of 
the fiscal year 1908 from a railway standpoint. These re- 
views include classified lists of new construction, equipment 
orders, corporate changes, receiverships and foreclosure sales 
and many other detailed statements, with the intention of 
giving a full and accurate picture of the year 1908 from a 
railway standpoint, as compared with other years. Each of 
these special studies brings out with considerable exactness 
its own branch of the subject. The intention in this survey 
is rather to draw from this collection of statistics some of 
the conclusions and inferences which the statistics suggest. 
It must be observed at the outset that these statistics cover 
two different periods. The general statistics, including the 
statement of new mileage, of equipment orders, of receiver- 
ships and foreclosures, etc., cover the calendar year 1908. On 
the other hand, the analysis of annual report returns by 
graphic diagrams is based on the June 30 year, and is statis- 
tically defective because it is a composite of some five months 
of very dense traffic with the seven lean months which suc- 
ceeded them, so that the results are partly obliterated. 

The year 1908 is distinguished by three conspicuous fea- 
tures. It was an after-panic year; it was the first year in 
which the mass of experimental and hostile legislation, both 
state and national, passed prior to the panic, really had a 
chance to work; and it was a year marked by the extraor- 
dinary spectacle of a new race to the Pacific coast, partici- 
pated in by the Chicago, Milwaukee & St. Paul, the Gould 
lines, the Grand Trunk Pacific, the Canadian Northern and 
the Kansas City, Mexico & Orient, with a sixth company—the 
Denver, North-Western & Pacific—carrying on an independent 
project with the avowed intention of going on to the coast as 


soon as possible. 


This eagerness to establish new connections with the great 
Pacific territory—-connections reaching the coast at intervals 
all the way from the Canadian Northwest to the mouth of 
the Gulf of California in Mexico—really constitutes a further 
characteristic and successive epoch in American railway de- 
velopment. In the years immediately prior to 1893 this de- 
velopment was marked by the general aggressiveness in build- 
ing into new territory in many different sections of the coun- 
try. Much of this new construction was far ahead of actual 
necessities at that time, and proved a heavy drain on the 
parent companies in 1903 in the lean years which followed. 
Then came an era of consolidation and readjustment, and 
this naturally developed the next period, which was con- 
cerned primarily in making good railways out of bad ones, 
by means of extensive betterment work, which took out grades 
and curves, relaid light rail with heavy, built additional 
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second track and sidings, provided new equipment, and in- 
stalled sighals and other safety appliances. Before this bet- 
terment period had worked out the immediate aims which 
the larger companies had in view, but while the work was 
well in hand, the importance and profitableness of extending 
to the Pacific coast occurred to a number of strong companies 
at about the same time, and the present western development 
followed. 

For the strongly financed projects, the hard times helped 
rather than hindered this work. In 1906 and the first part 
of 1907 labor was scarce, costiy and very inefficient, and 
materials of all sorts commanded high prices. It has been 
estimated that the actual economy of the hard-times year 
has amounted to upwards of 25 per cent. on new construction 
work for which cash was already at hand, and some com- 
panies, notably the Chicago, Milwaukee & St. Paul, profited 
greatly by this circumstance, and pushed their work with the 
greatest possible expedition. The St. Paul coast extension 
is now nearly completed; the Western Pacific is not far be- 
hind it, and the Grand Trunk Pacific has made rapid progress, 
although its task is very much the greatest of all the roads 
now engaged in Pacific extension work and it has several 
years of work ahead of it. The Kansas City, Mexico & Orient 
and the Denver, Nortliwestern & Pacific have been less for- 
tunate in their command of resources but have nevertheless 
made fairly good progress during the year. 

As a result of this activity, Montana leads all the states 
in new construction work for 1908, with Washington second 
and California third. Louisiana and Texas, which built 724 
miles in the aggregate in 1907, built only 260 miles in 1908; 
a fact which is causing reflection in their legislative halls! 

No better off-hand measure could be given of the compara- 
tive stability of the American railway system in the panic 
of 1907 as compared with the panic of 18938, than the relative 
immunity from receiverships in the latter period. The drop 
in gross earnings from 1893 to 1894 on all the railways of 
the United States was a little over 11 per cent., and 24,340 
miles went into receivers’ hands on account of it—almost 17 
per cent. of the mileage of the country. It is too early yet 
to estimate the total drop in gross earnings from 1907 to 1908, 
but preliminary returns indicate that it will not be different 
from the drop in 1893-4, while for several months last spring 
it went far beyond it. Yet, thus far, only 8,000 miles of 
road, or about 314 per cent. of the entire mileage of the 
country has gone into receivers’ hands, and there are strong 
indications that the worst is over, and that most of the com- 
panies that have survived thus far are safe for the present. 
It is true that the Erie has been taken care of by its friends 
for a number of months, and has been kept from receiver- 
ship only in this way. But it is showing rapid improvement 
in its earnings, both gross and net, and is probably almost 
able to take care of itself again. One or two other large 
properties which were supposed to be on the verge of serious 
difficulties a year ago have shown such conspicuous success 
in reducing operating costs that they have given a very good 
account of themselves in a trying year. 

The great reductions in operating costs have been the 
peculiarly interesting feature of the operations of the roads 
in the after-panic year. It may frankly be assumed that the 
greater part of this reduction was caused by discontinuing 
nearly all betterment work except strict necessities, and by 
cutting down the service to the lowest possible degree. A 
careful study of the year’s annual reports, however, makes 
it apparent that the railway system of the country as a whole 
has been well maintained, and the general discontinuance of 
extraordinary improvement work has had no particular effect 
in the competitive situation, because it was shared by all 
alike. 

The replies to our inquiry about the work of the state com- 
missions, published in another column, are of great interest. 
A surprisingly large majority of the railway officers who an- 
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swered the query believe that the commissions are trying 
to be fair and are going to have a wholesome effect in their 
function of a safety valve to prevent explosions. Several 
officers feel bitter about the politics which constantly crop 
up in commission workings, and the inexperience of the ap- 
pointees, as shown in their extraordinary requirements. We 
are inclined to think that most of the readers of these re- 
plies will sympathize with the vice-president who says he 
could write a book about the Texas commission! Yet we 
have always maintained that the commissioners would grow 
conservative with service, and that they would be less dis- 
posed to exact harsh and unreasonable things from railway 
officers after they had been given a chance to observe how 
hard these officers were working to give good and efficient 
service. As we predicted a year ago, much of the direct 
hostile legislation of the last two or three years has already 
been found unconstitutional, notably that preventing inter- 
state railways from carrying appeals beyond the state courts 
in certain cases. The indications are strong that the pendu- 
lum is beginning to swing back again from the high point of 
hostility towards corporations, and we believe, on the whole, 
that the presence of strong state commissions is going to do 
good rather than harm. 

The activity of the Interstate Commission which has per- 
haps occasioned the greatest expense and dissatisfaction this 
year, has been the application of Professor Adams’ account- 
ing requirements, with particular reference to the deprecia- 
tion charge. Several important companies, conspicuous 
among them being the Hariman lines, have refused flatly 
to apply depreciation according to the commission’s theory, 
on the ground that it is bad accounting, bad operating prac- 
tice and means nothing; and the results from the companies 
which have applied the charge strongly bear out this conten- 
tion. The greatest confusion exists in the manner of making 
the charge, some companies having offset it with a revalua- 
tion of their equipment, and others having made an arbitrary 
charge not at all comparable to the amount of their equip- 
ment, aS measured by that of other companies. The new 
forms prescribed in making annual reports have also occa- 
sioned great trouble and expense. So far as these tend to 
uniformity they have some merit, but the conclusion cannot 
be avoided that the railway system of the country, as a 
whole, was keeping as good and as honest account before the 
commission interfered as it is now, and the good results from 
the enormous amount of trouble and cost arising out of the 
interference are not particularly prominent. The work of the 
commission as a whole, however, has been marked by a con- 
spicuous effort at fairness and conservatism. 

Space forbids anything except the merest mention of the 
earnest efforts which have been made this year to obtain 
better rails and better car wheels. The contest for supremacy 
between traffic on the one hand and equipment and roadbed 
on the other, suggests the contest between projectile and 
armor plate, in naval warfare. The freight trains of the 
last three or four years have been a little too heavy for the 
rails and the car wheels, but this difficulty now seems in a 
fair way of solution. The respite period of a dull year has 
given opportunity to look into these things, and to make 
critical test of operating theories and devices that had com- 
paratively little chance to demonstrate their economies during 
the traffic rush of 1905, 1906 and 1907, and it seems clear 
that railway science as a whole is going to profit by the 
breathing spell. 








The railway ticket tax in the German Empire, which was 
expected to yield very much more, returned about 19,000,000 
marks in the fiscal year 1907, and about at the same rate 
so far this year and has dislocated traffic by diverting travel 
from the higher to the lower classes. Acknowledging its in- 
effectiveness the government now proposes to abolish it after 
March, 1910. 
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BRITISH RAILROADS IN 1907, 

The railroads of Great Britain and Ireland show for the calen- 
dar year 1907 as compared with 1906, an increase of something 
more than $21,130,000* in gross receipts, but nearly 90 per cent. 
of this increase went to meet increased operating expenses, the 
increase in net receipts being less than $2,500,000. The total 
amount of paid-up capital (including $979,390,000 of nominal 
additions) increased by $38,730,000 (including $2,960,000 of 
nominal additions) t~ $6,470,330,000, and the percentage of net 
earnings to tota: paid-up capital rose slightly from 3.45 in 
1906 to 3.47 in 1907. Authorized capital increased by about. 
$48,750,000, which is larger than the corresponding increases. 
in 1905 and 1906, though very much smaller than those which 
took place in other recent years. is 

Both passenger and freight receipts were greater in 1907 
than in 1906, passenger by over $5,000,000 (2.2 per cent.) and 
freight $14,000,000, or 4.8 per cent., neither greatly different. 
from the preceding year. The average receipt per passenger in 
the first class advanced from 46.2 cts. to 48.4 cts. Second-class: 
ordinary receipts show declines; but whereas the decrease in 
receipts was 3.9 per cent., that in passengers was 13.8 per cent. 
Just as in 1906 compared with 1905, the receipts from third- 
class ordinary passengers advanced by nearly a million pounds, 
but while in the previous year the increase in numbers reached 
over 52 millions, for 1907 the numbers were only 27 millions. 
greater. The average fare per third-class passenger was 12.8 
cents as against 12.6 cents. Some companies carried a greater 
and others a smaller number of third-class ordinary passen- 
gers in 1907 than in 1906, and the increase in the total number 
of third-class ordinary passengers appears to be mainly at- 
tributable to the passengers carried by two underground lines. 
in London, one of which was opened in 1907, and the other near 
the close of 1906. The average fare per passenger for all 
classes was 14.4 cents, which is practically the same as the 
average in 1906. 

The freight statistics, as usual, omit the most interesting 
figures. The returns give 407.6 million tons of minerals car- 
ried in 1907, an increase of 24.6 million tons, or 6.4 per cent.,. 
and the amount of general merchandise conveyed as 108.3: 
million tons, an increase of 2.5 million tons, or 2.4 per cent. 
These increases in tonnage are approximately the same as 
those shown for 1906. But there is nothing to show how many 
different times a given ton is reported (by different companies 
engaged in through traffic). Receipts from minerals were 
$147,075,000, an improvement of $9,090,000, or 6.6 per cent. 
General merchandise receipts were $4,480,000, or 3 per cent. 
higher at $151,435,000, and live-stock receipts were $475,000 
(or 6.8 per cent.) better than the previous year, the receipts 
in 1907 being $7,505,000. 

Operating expenses increased by $19,135,000—the larzest in- 
crease since that of 1900, which amounted to $23,265,000, and 
the proportion of operating expenses to gross receipts rose, 
accordingly, from 62 per cent. in 1906 to 63 per cent. in 1907. 
The proportion had been 62 per cent. for the four years preced- 
ing 1906, and in 1900, having in the latter year advanced from 
59 to 62 per cent. Expenditure on maintenance of way in- 
creased by $1,400,000, as against $2,000,000 in 1906. That on 
locomotive power increased by $10,950,000, as compared with 
an increase of $4,400,000 in 1906; the large increase under this. 
head being chiefly due to the high price of coal. Repairs and 
renewals of carriages and wagons and expenses for conducting 
transportation increased by $850,000 and $3,850,000 respec- 
tively. In taxes, however, the increases, which had been 
diminishing since 1908, gave place in 1907 to a satisfactory 
decrease of $510,000. 





* Five dollars for one pound sterling. 
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CHANGES OF RAILWAY, OWNERSHIP OR CONTROL 
IN 1908, 





The following list summarizes the principal changes in own- 
ership or control of steam railways during 1908. There were 
a good many rumored changes that are not mentioned here. 
It was reported, for example, after E. H. Harriman came for- 
ward and saved the Erie from impending insolvency that he 
had got control of that road. There have been various re- 
ports about changes of control of some of the Gould properties, 
including the Wabash-Pittsburgh Terminal and the Western 
Maryland. Another report was that James J. Hill had got 
the Missouri, Kansas & Texas for the Chicago, Burlington & 
Quiney. Still another was that the Frisco had passed from the 
hands of the Rock Island interests to those of the Union 
Pacific. What foundation there is for these and various simi- 
lar rumors cannot now be stated. 


New Orleans, Mobile & Chicago.—Organized under the laws 
of Mississippi in June, 1908, to take over, in accordance 
with the plan for reorganization without foreclosure, the 
Mobile, Jackson & Kansas City, 199 miles, and the Gulf & 
Chicago, 203 miles, and to build an extension to New 
Orleans. Stockholders of the various companies voted in 
the late summer to authorize the consolidation and it was 
effected, with the consent of the Mississippi Railroad Com- 
mission. 

Toledo Terminal R. R.—Organized under the laws of Ohio, 
with $6,000,000 capital stock and an equal amount of bonds, 
to take over the Toledo Railway & Terminal Co., 57 miles. 
Of the bonds, $4,000,000 were to be issued at once and 
$2,000,000 to be held for future improvements. Twenty 
per cent. of the bonds were guaranteed by the Pere Mar- 
quette, 20 per cent. by the Cincinnati, Hamilton & Dayton, 
and 12 per cent. each by the Lake Shore & Michigan South- 
ern, the Michigan Central, the Grand Trunk Western, the 
Fennsylvania Company and the Toledo, St. Louis & West- 
ern, the stock being issued to these roads in proportion to 
the amount of their liability under the agreement. 

Houston Belt & Terminal.—This company, of which the Santa 
Fe, the St. Louis & San Francisco, the Trinity & Brazos 
Valley and the St. Louis, Brownsville & Mexico are owners, 
took over the Houston terminal property of the Gulf, Colo. 
rado & Santa Fe, 12 miles, as the nucleus of important 
terminals on which it was intended to spend several mil- 
lion dollars. 

Baltimore & Ohio.—Since 1901 had owned about 75 per cent. 
of the $13,000,000 stock of the Cleveland, Lorain & Wheel- 
ing, with 192 miles of line; bought the minority stock. 

It was announced in April that the Little Kanawha Rai:- 
road, 35 miles, one of the small roads comprising the Little 
Kanawha syndicate properties owned jointly by the B. & O., 
the Pittsburgh & Lake Erie and the Pennsylvania, and 
operated under its own management, would thereafter be 
operated by the Baltimore & Ohio. It was stated that this 
did not mean that the property passed absolutely to the 
Baltimore & Ohio, but that the change was made to reduce 
the cost of operation. 

Chicago, Milwaukee «& Gary.—Incorporated in Illinois in 
March with $10,000,000 authorized capital stock, and merged 
the Illinois, Iowa & Minnesota, 125 miles, the Milwaukee, 
Rockford & Eastern and the Illinois, Indiana & Gary. 

National Railways of Mexico.—The merger plan under which 
this company, which is controlled by the Mexican govern- 
ment, took over control of and consolidated the Mexican 
Central, the National Railroad of Mexico, the Mexican In- 
ternational, the Interoceanic of Mexico and the Hidalgo & 
Northeastern, was ratified on February 28 at the City of 
Mexico. 

Illinois Central—The Georgia Railroad Commission an- 
nounced in March that control of the Central of Georgia 
had been bought by E. H. Hariman for the Illinois Cen- 
tral. In June, 1907, $5,000,000 stock of the Central of 
Georgia was bought by Oakleigh Thorne and Marsden J. 
Perry from the Richmond Terminal reorganization com- 
mittee for $3,000,000. It turned out that they were acting 
as agents for Mr. Harriman, who did not wish his con- 
trol of the property to be known until the contest for con- 
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trol of the Illinois Central, in whose interest he acted, was 
settled. 

See Tennessee Central. 

Sandy River & Rangeley Lakes.—Organized in Maine in Jan- 
uary to consolidate the Sandy River Railroad, 18 miles; 
the Franklin & Megantic Railway, 15 miles, and the King- 
field & Deare River, 16 miles, all narrow gage. It was 
understood the Fhillips & Rangeley also would be acquired. 
Stock, $241,000. A mortgage was put on the property to 
retire $292,000 bonds of the constituent companies. 

Birmingham & Gulf Railway & Navigation Co.—Bought the 
12 miles of belt railway formerly owned by the Tuscaloosa 
Belt Railway at Tuscaloosa, Ala. 

Union Pacific.—Took over the property of the Leavenworth, 
Kansas & Western between Leavenworth, Kan., and Milton- 
ville, 166 miles, and the Topeka & Northwestern, a cut-off 
from Menaken, Kan., to Onaga, with an extension to Marys- 
ville, 69 miles. 

Chesapeake Western.—All the stock and bonds of this com- 
pany, 41 miles, were sold in April to W. E. D. Stokes, 
New York City. 

Southern Railway.—Bought the Virginia & Southwestern, 
which took over the Virginia & Southeastern, a projected 
line; the Houston River and the Black Mountain. The two 
latter roads, 40 and 30 miles long, and the Virginia South- 
western, make a line 210 miles long. 

See Tennessee Central. 

Tonopah & Tidewater Railway.—Organized as a holding com- 
pany under the laws of Delaware with $5,280,000 author- 
ized capital stock, to take over the Tonopah & Tidewater 
Railroad, 180 miles, and the Bullfrog-Goldfield Railroad, 
S1 miles. The interests that controlied the Tonopah & Tide- 
water dominate the holding company. The “A” stock, of 
which there is $3,640,000, was exchanged for the $1,500,000 
capital stock of the Tonopah & Tidewater Railroad, and 
the ‘“B” stock, of which there was $1,640,000, was exchanged 
for the $2,000,000 outstanding stock of the Bullfrog-Goldfield. 

Southern Pacific-—Bought all the rights and franchises of 
the Santa Clara & Interurban, organized to build a _ net- 
work of electric lines in the suburban district of San 
Francisco. 

It was reported that EK. H. Harriman had got control of 
the Ocean Shore Railroad, a concession which includes a 
right-of-way through San Francisco. 

Tennessee Central.—The Illinois Central and the Southern 
Railway issued circulars saying they had decided not to 
exercise their option to buy the control of the Tennessee 
Central, 29 miles. The option expired at midnight June 
30, and the Southern and the Illinois Central at that time 
ceased jointly to operate the property, which they had oper- 
ated since 1905, and returned it to the stockholders. 

St. Paul & Des Moines.—Bought the property of the Des 
Moines, Iowa Falls & Northern, 75 miles, and is building an 
extension of the road from Iowa Falls, Iowa, to Mason 
City. Contracted to pay $902,500 for the property of the 
selling company, and to assume its indebtedness. Capital 
stock, $2,500,000. 

Denver & Rio Grande.—This road, the Rio Grande Western 
and all subsidiaries in Colorado and Utah, except the Rio 
Grande Southern, were merged. A bond issue of $150,000,- 
000 was authorized, of which about $90,000,000 was to be 
used for refunding. 

Great Northern.—The Vancouver, Victoria & Eastern, a sub- 
sidiary of this road, took over the property of the Van- 
couver, Westminster & Yukon. Paid up capital stock, 
$102,200. 

Wheeling & Lake Erie—rThe receivers in November returned 
the Lorain & West Virginia, 30 miles, to its original owners. 
The Wheeling & Lake Erie ait the same time was released 
from its guarantee of the L. & W. Va.’s $2,000,000 50-year, 
4 per cent. bonds of 1906-1956. 

Pennsylvania Railroad.—Acquired on April 1 Bald Eagle Val- 
ley, 94 miles, which had before been operated under lease. 

Pere Marquette—Bought the property of the Barry Trans- 
portation Company for $80,100. 

Kansas City Terminal.—Bought the stock of the Kansas City 
Belt Railway, 60 miles. The Kansas City Terminal Rail- 
road Company was organized in 1906 by ten roads, each 
owning one-tenth of its stock, to build a new passenger 
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station and terminals at Kansas City, Mo. 
paid in, $550,000; funded debt, $2,500,000. 
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Capital stock 


Norfolk & Western.—Stockholders approved purchase of prop- 
erty and franchises of the Lynchburg Belt Line & Connect- 
ing, the Pecahontas & Western, the Caretta, the West Vir- 


ginia Southwestern, and the Big Stony; also, 


it is stated, 


the purchase of the right-of-way and railway of the Big 


Sandy, East Linn & Glasgow. 


Chicago, Burlington & Quincy 


.—Late in December, the direc- 


tors of. the Chicago, Burlington & Quincy voted to ratify 
the purchase of a controlling interest in the common stock 


of the Colorado & Southern, 


and as we are going to press, 


negotiations are said to be nearly completed for the trans- 
fer of the controlling interest from Edwin Hawley and asso- 
ciates, who have previously controlled the Colorado & South- 


ern, to the Burlington. 
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UNITED STATES 
ALABAMA. 

Atlanta, Birmingham & Atlantic—Talladega to Pelham...... 
Memphis & Chattanooga (Southern) —Between Stevenson and 

RMI MORIN SUNOS MINES os ns ino soso 90 os Sn to 9.s0 1504/5 lo Doyorce 9 Lalo ei Rls 

ARKANSAS. 

Gould Southwestern—Champion to Star City............-- 
Missouri & North Arkansas—Near Arlberg to Helena...... 


& P. aaa er 


Rock Island, Arkansas & Louisiana (C. R. I. 
to end of track 


CALIFORNIA. 


Bakersfield & Ventura—Nauman to Round Mountain, 


miles; St. Franchise to Oxnard, 2.00 miles; total...... 
California Northeastern (So, Pac.)—Erickson to Calif.-Ore. 
COUT NE ees OA ier ms ee mene eee 


Central California (So. Pac.)—-Newark to Redwood City.. 
Nevada & California (So, Pac.)—-Mojave to Siding No. 13.. 
Nevada-California-Oregon—Likely to Alturas.............. 
Ocean Shore—Pedro Valley to Tunitas, 20.30 miles; Folger 

to Swanton, 1.60; total 
Peninsular (So. Pac.)—Monte Vista to Vasona............ 
Sacramento Southern (So. Ps Sacramento to Del Rio... 





Southern Pacific—Colorado to Potholes, 12.84 miles; San 
Ramon to Pleasanton, 9.58 miles; total.............. 
Sunset Western (So. Pac.)—From Pentland north........ 


Western Pacific—Near Beckwith to Willow Creek, 4.70 miles 
between Oakland and Berry Creek, 125.30 miles; total. 


Classified ry States. 


177.82 
324.54 
145.97 
116.87 

66.71 





"5,212.46 


976.70 
333.03 








21.92 


12.73 
130.00 





314.08 


VOL. 


COLORADO. 
Colorado Railroad (C, & 8S.) Near Ht. Colling............. 
Denver, Northwestern & Pacific—Yarmony to Steamboat 
Springs 
Union Pacific—Carr to Colo.-Wyo, 


ee 


FLORIDA, - 


Atlanta & St. Andrews Bay—Youngstown to Panama City.. 
Birmingham, Columbus & St. Andrews—Warsau to Morrison. 


GEORGIA. 


Georgia & Florida—Nashville to Valdosta, 27.40 miles; on 
Willacooche Cut-off, 5.40 miles; Douglas to Garnet, 9.60 


miles; Hazelhurst north to the Altamaha river, 7.60 
MAI GG: UOEAN 5 6.6 -0'crs.cia eve, 6p om biguain ie oe rate rae naw eis Sete 
Lawrenceville Branch Railroad—Lawrenceville to Suwanee.. 
St. Mary’s & Kingsland—St. Mary’s to Kingsland.......... 
Savannah, Augusta & Northern—Statesboro to Garfield..... 
IDAHO. 
Chicago, Milwaukee & St. Paul—On Pacific Coast Extension. . 
Idaho Northern—Enaville to Monarch.................... 
Spokane & Inland Empire—Moscow to Idaho-Wash. state-line 


Northern -Pacific—On the extension from Cul de. Sac to 
GEBDOOVIMC. 6 .0:5.0.0 051051665010 6 0:8 aig sererare wceleieovere aration 


ILLINOIS. 
Illinois Central—Kensington to IIl.-Ind. state line........ 
St. —— a Belt—Connection with Vandalia to end 
of track 
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INDIANA. 


Chicago, Lake Shore & Eastern—Pine to Cavanaugh, 2.61 
miles; Dixie to Gibson, 11.40 miles; total............ 
Illinois Central— Hammond to Ind.-IIl. state WING 56! 6 sees. 6 oseie7e 


IOWA. 


Chicago & North Western—Extension of coal roads from Shaft 
No. 11 to Shaft haste 2D, TOGE BUSEOR 66 6s 66.0 06.0 ose n a's 


KENTUCKY. 


Chesapeake & Ohio—Hellier to Beddow.................. 
Paducah Northern—Paducah to a point on the Ohio river 
opposite ee. MU stata: siol oiairatalersiavcueoacseneneiele er eeueieve 
Pine Mountain (L. & } N.)—Savoy to — * 60 miles; 
Nevisdale to Packard, 2.49 miles; total. 


eee ee ee ewe 


LOUISIANA, 


Kentwood & Eastern—Wilmer to mile post No, 22 
New Orleans Great Northern—Shore Line Junction ‘to Abita 
Springs; Franklinton to La.-Miss. state line.......... 
Rock Island, Arkansas & Louisiana (C. R. I. & P.)—Packton 
WO AVUAREEE PEPTIC UIC 5 aoa ie: esses 5 soe 07 4c en's 6: 606/04 BLS G, eae ¥ise 
Tremont & Gulf—Pyburn to Rochelle.................... 
Yazoo & Mississippi Valley (I. C.)—Baton Rouge toward 
Covington 


Cd 


MICHIGAN, 


Au Sable & Northern—Comins to Herrick’s Camp.......... 
Detroit & Mackinac—Extension of Hillman branch........ 
Keweenah Central—Mohawk to Calumet, mae miles ; Phoenix 

to Phoenix Mill, 3.00 miles; total. 
Manistique—Grand Marais Poe gai lan ella goa 


MINNESOTA, 


Duluth & Iron Range—Spurs to mines................208. 
Duluth, Missabe & Northern—Taconita Junction to Canisteo 
concentrating plant, 1.70 miles; Taconita Junction to 


Canisteo mine, 0.75 miles; total..........cccccccccces 
Great Northern—Greenbush to Warroad.................4. 
Minneapolis & Rainy River—-On Little Falls extension, 1.50 

miles; Bass Lake to Stanley, 2.00 miles; total........ 
Minneapolis, St. Paul & Sault Ste. Marie—Mississippi River 

KOMMOOSE AHA GE. fcc Coke oon ome ees 

MISSISSIPPI. 
New Orleans Great Northern—Miss.-La. state line to Tyler- 

TINE oi c--0 wisisi 4.4/4) 5 lersve)eisieis pele sities) ere Pinion tate iel Wala aie ster eisl< 

MISSOURI. 
Missouri & North Arkansas—Near Chester to Neosho........ 
Missouri Southern—Ohlman to Bunker.................00% 
Springfield Southwestern (Mo. Pac.)—End of track near mile 
post No. SF into Springueld. .... ec siccccenecvineceesie 

e 

MONTANA. 
Biiags . Northern (Gt. Nor.)—-Between Armington and 
BUINON ccc craieieetoncae Sopa 6s eis aisere acaratataimeete che ain 
Chicago, Milwaukee & St. Paul—On Pacific Coast Extension. 
Northern Pacific—St. Regis to Paradise .......... SORA SARE 

NEBRASKA. 
South Omaha & Western (So. Pac.) —From 4.07 miles east of 

RTI GO) GAUGE 6 i 5 4 0 6. 6 10o 0109 0 0's aro 0 occa emi arabet erty e ete 
Union Pacific—Lutherville to Kelly eee Biake otere letter aeatareCes teks 
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NEVADA. 


Bullfrog Goldfield (Tonopah & Tidewater)—Milltown to Gold- 
fiel 


er ey 


NEW JERSEY. 

Newark & Hudson (Erie)—From point on the New York & 
Greenwood Lake to connection with the Newark branch 
MOGU PRRTIRGI i als crits cn tweet cq adelae A aceere a ewd ae kinins ® 

New York & Greenwood Lake (Erie)—On Hackensack 
Meadows, connecting with Penhorn Creek Railroad.... 

Penhorn Creek (Erie)—On Hackensack Meadows.......... 


NEW MEXICO. 


Santa Fe, Raton & Des Moines—Carrisbrook to Cunningham, 
9.50 miles; Des Moines to Capulin, 15.00 miles; total.. 


NEW YORK. * 
Erie—Penn.-New Yark state line to Nioba Junction......... 
Erie & Jersey (Erie)—Otisville to Highland Mills.......... 


New York, Auburn & Lansing—South Lansing to Ithaca.... 


NORTH CAROLINA. 
Carolina, Clinchfield & Ohio—Between Altapass and Bostic. 
Durham & Charlotte—Near Little River to Troy........... 
East®° Carolina—Between Farmersville and Hookerton........ 
Washington & Vandemere—Washington to Vandemere...... 


NORTH DAKOTA. 


Northern Dakota—Edinburg to Concrete................. 
OHIO. 
Sugar Creek & Northern (W. & L. E.)—Bolivar to Orroville. 
OKLAHOMA. 
Wichita Falls Route—Between Red River Junction and Law- 
NNER 6 ch a -cisviec e's wha icc alatar svaroh aia a ce alee ROME cheial alg avatar ad: estes wea ake 
OREGON. 
California Northeastern (So. Pac.)—From Ore.-Cal. state 
BENTGy GGie GRO. occ oo: goes ar ahcvacd aver omiareiec acer e wie earetaersd-emreiare 
Northwestern (Ore. Short Line)—-Blakes to Robinet....... 
Oregen Railroad & Navigation Co.—On Elgin Extension, from 
east of Palmer Junction toward Joseph.............. 
Rogue River Valley—Jacksonville to Rock Crusher........ 
PENNSYLVANIA. 
Cambria & Clearfield. (Pennsylvania)—-On Hillman Branch, 
from Hillman to Clover river ........0.-eeeeeeeeeees 
Columbus & Erie (Erie)—From three miles east of Columbus 
to one mile west of Lottsville..............2e.0000- 
Pensylvania, Monongahela & Southern, (Pennsylvania) —NMills- 
WONG 60 TRICee Bis oo orca ds esti ec cuesesendee eens 


Pennsylvania—On Yukon Branch, from Hunker to Yukon, 4.42 
miles; on Newberry Dyke line, from Newberry to Will- 
iamsport, 0.90 miles; on Wimber Branch, from mine 
No. 41 to mine No. 42, 2.18 miles, total.............. 


RHODE ISLAND. 


New York, New Haven & Hartford—Providence to East 
VO CIGONOGS cc coiele ces crenatine Ma Rae oe.e 6 stNsid ele wola'e ew sere 


SOUTH CAROLINA. 
Greenville & Knoxville—Marietta to Cleveland............ 


SOUTH DAKOTA. 
South Dakota Central—Hayti to Watertown,............. 


TENNBESSER. 


Carolina, Clinchfield & Ohio—Between Tenn.-Va. state line 
SEED ROIMMONE © LE ihic6 creriore Sala ee Ode OU G w Cems ERS ow KS 
Illinois Central—Aulon toward Nonconnah..............+. 
Little River—Forks to Elkmount...........00000eeeeeeeee 
Nashville, Chattanooga & St. Louis—Reid Hill to Prior Ridge 
Swan Creek (L. & N.)—Mt. Pleasant to Faucett.......... 
Tennessee & Carolina Southern (Southern)—On Bushnell ex- 
tension, from Maryville to Abram’s Creek............ 
Tennessee Railway—Smoky Junction to Nick’s Creek, 3.00 
miles; Straight Fork to Baker Coal & Coke Co. mines, 
3.00 miles; main line extended from Straight Fork, 0.50 
miles; total 


Coo rcrerere scene cereoesereseoesnereereeoees 


TEXAS. 


Beaumont-Saratoga Transportation Company—End of track 
to Brazier station of the St. Louis & San Francisco.... 
Burr’s Ferry, Browndel & Chester—Aldridge to Turpentine. . 
Chicago, Rock Island & Gulf—Amarillo to Wildorado, 20.60 
miles; between Carrollton and Irving, 7.60 miles; total 


Groveton, Lufkin & Northern—Veitch to Vair.............. 
Kansas City, Mexico & Orient—Benjamin north to Tex.-Okla. 
MUANG. BIO). 6 ons we sie dole aldeeis ce saree acenein pe Pecceeseeee 
Roscoe, Snyder & Pacific—From a point 14 miles northwest 
Of TOSCO 60 SHGGGE oi6.56:5 since ciciere cote ewage cease eens 
St. Louis, Brownsville & Mexico—Spur from Buckeye...... 
Wichita Falls Route—Olney to Newcastle.................. 
UTAH. 
Salt Lake & Ogden—-Fnd of track near city limits into Ogden 
VIRGINIA. 
Carolina, Clinchfield & Ohio—From Clinch river to Va.-Tenn. 
MERON COUN waar a aac oc ag tala, aE Banal oie Oa ein Sal 6a eae 
Chesapeake & Ohio—On Potts Creek Branch from Jordan 
REODEOMMN TO MEOINEN 3 oo sre cs 57 la el ea allele rer esl epa aciawan b's 
Interstate—Appalachio toward Kent, 2.00 miles; Blackwood 
to Norton, 3.40 miles; total..... Dada ducal Cacti e bala w Ra ae 
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Virginia Air Line—Palmyra to Strathmore .............. 
Virginian—Nutbush to Phenix, 29.50 miles; Mansion to 
Clayton, 23.30 miles; Monefa to Hardy, 11.60 miles; 
Fagg to Pembroke, 29.50 miles; Big Stony to New River, 
15.20 miles; total 


WASHINGTON. 
Centralia Eastern—-Wabash to Mendota................... 
Chicago, Milwaukee & St. Paul—On Pacific Coast Extension. . 
Ilwaco Railroad (O. R. & N.) east of Ilwaco................ 
Spokane & Inland KEmpire—Palouse to Wash.-Idaho state 
ER are eie oe ene aa eee Wale CR VERE T Ueland eaerie Karke eons 


WEST VIRGINIA. 
Virginian—East River to Kimg@.. .. ccc cscccsccccccscewes 


WISCONSIN. 
Chicago & North Western—Cut-off connecting Madison and 
Wisconsin divisions south of Milwaukee.............. 
Chicago, St. Paul, Mineapolis & Ohama (C. & N. W.)— 
EIRAUGE 1G: CIE OF TEAGUE 6 6.56) 6 a5ecc cei eb 08 Keane’ esac ae 


WYOMING. 
Laramie, Hahn's Peak & Pacific—Laramie to Albany........ 
Saratoga & Encampment—Saratoga to Encampment........ 
Union Pacific—Wyo.-Colo. state line to Borie, 9.48 miles; 
Speer.to Corlett, 3.74 miles: total... 6. cccccwcccwees 





PANAMA. 

Panama Railroad—Mindi to Gatum, 2.50 miles; Ciameto to 
Bas Ohispo, 2.10 miles; Pariaso to Miraflores, 2.40 
WRG at CONN co ccs OF acca cla dewd adel adaalawia waa waders 

MEXICO. 

Cananea, Yaqui River & Pacific (So. Pac.)—Del Rio, Son., 

to Lomas, 75.00 miles ; Tubacas, Son., to Aguas Calientes, 





MG MPR ORE = SOG no ds cece d wade cadadsno nimangeeeame 
Inter-California (So. Paec.)—From a point 24.22 miles south 
of the international boundary to Tecolete.............. 


Mexican Pacific—From kilometer 217.60 in Jalisco to Jalisco- 
Colima state line, 6.00 miles; in Colima from Colima- 
Jalisco state line, south, 45.00 miles; total.......... 

Mexican Pacific Coast (So, Pae.)—Algodon, Sin., to Quila, 
160.00 miles; Rio Piaxtla, Sin., to a point south of 
Mazatlan, 53.00 miles; Orendain, Jal., to Tequilo, 25.00 
WRN NOUN a crc Sco oud whe 46 We Rao neRe ee ees 

*Mexican Southern—Tehuacan to Esperanza.............. 





*This mileage is a conversion from mule to steam traction. 


CANADA. 


Canadian Northern—Rossburn, Man., to Russell, 23.00 miles ; 
Saskatoon, Sask., to Zelandia, 75.00 miles; Dolmeny, 
Sask., to Laird, 28.00 miles; Swan River, Man., to End 
of Track, 21.00 miles; on Pas Mission branch in Kee- 
WEIN -CUrOCrO WING, TOUR ccicciaes es. eaciaw wea eereaaale sie 

Canadian Pacific—From Teulon, Man., north 2.00 miles; on 
Mobray extension, in Manitoba, 4.00 miles; between Wey- 
burn, Sask and Stoughton, 25.00 miles; between Wolseley, 
Sask, and Reston, 24.00 miles; between Sheho, Sask., and 
Lanigan, 46.10 miles; on Pheasant Hills branch, in Sas- 
katoon, 74.60 miles: from Moose Jaw, Sask., northeast 
101.60 miles; between Lethbridge, Alb., and McLeod, 
poe Cees RRC ot CRONE SRN aed ov, cial ac dia. mana a aeie erase aiareiae ce oie aaa aa 


Central Ontario—Between Maynooth, Ont., and Lake St. Peter 


Crow’s Nest Southern (Gt. Nor.) setween Irernie, B. C. 
SRO SURIO NON oa eos 2 ch acer dake Kaee a aaa estas 
Eastern British Columbia—MeGillaray, B. C., to Corbin.... 
Grand Trunk Pacific—-Winnipeg, Man., west toward Portage 
la Prairie, 45.00 miles; west of Hubbard, Sask., to west 
of Watrous, 102.90 miles; Earl, Sask., to Sask-Alb. 
state line, 106.50 miles; Sask.-Alb. state line west, 48.80 
miles: near mile post No. 786 west, 5.00 miles; on Lake 
Superior branch in Ontario, 89.20 miles; from Monc- 
ton, N. B., west, 37.00 miles; at Chipman, N. B., 
3.00 miles; from 7.00 miles east of Belair, Que., to 
11.00 miles west, 18.00 miles; from 17.00 miles 
east of St, Théclé, Que., to 16.00 miles west, 33.00 
miles; from 16.00 miles east of La Tuque, Que., to 15.00 
miles west, 31.00 miles; in province of Manitoba, 48.00 
WRI 6 CORMN Go o.oo c aa ae aid awnd-e cade eig ma ae Khe a eee adios 
Quebec, Montreal & Southern (DL. & H.)—Pierreville, Que., 
CCG CI GMO a a. Sali hata ace dG cod w i natblay Rea utc efahaahatahaha 
Sydney & Louisburg—Grand Lake, B. C., to Victoria Colliery 
Vancouver, Victoria & Eastern (Gt. Nor.)—International 
boundary near Blaine, Wash., to Oliver, 11.30 miles; 
Oliver. B. C., to New Westminster, 8.63 miles; Clover- 
dale, B. C., to Sumas, 29.36 miles; total.............. 
Atlantic, Quebec & Western—Port Daniel to Pabos........ 





109.10 
168.06 





9.00 
339.00 
9.00 
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9.35 
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13.35 


51.00 


238.00 
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179.00 


289.30 
8.50 


20.98 
14.00 


621.00 


48.50 
7.00 


49.29 
20.00 


Breitenbach, the Prussian Railway Minister, in discussing 
before the Prussian House of Delegates the appropriation for 
the pay of railway employees, amounting to more than $11,- 
000,000, said that of this amount 56.5 per cent. went to the 
lower class of employees, 42.6 to the intermediate class (which 
censists largely of discharged non-commissioned officers of 
the army, who have been induced to remain with the army, 
and on whom its efficiency largely depends, by this provision 
for their permanent employment), 42.6 per cent., and to the 


0.9 per cent. 


higher class, whom alone we would call railway “officers,” 
The average pay of this last class is advanced 
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5.6 per cent.; of the intermediate class, 14.3 per cent.; of 
the lowest class, 17.5 per cent. The highest salary paid is 
$2,618, but there are some other allowances, and especially a 
retiring pension which provides for a man till his death. 





REVIEW OF 1908 ANNUAL REPORTS. 
BY RAY MORRIS, 
Managing [ditor, Railroad Age Gazette. 


The accompanying review of a group of characteristic an- 
nual reports by means of graphic diagrams, making general 
tendencies stand out sharply, is made in the same manner 
as in previous years. Some detail changes have been re- 
quired, however, because of the new accounting regulations 
of the Interstate Commerce Commission. The changes in 
accounts occasioned by these regulations required several 
roads to be eliminated from the totals because their records 
were not made on the same basis as in previous years, and 
the totals had therefore to be corrected and the diagrams 
redrawn. Even after these adjustments, Fig. 1, showing the 
increase of gross earnings, operating expenses and net earn- 
ings of 17 roads from 1899 to 1908, inclusive, presents slight 
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inaccuracies this year on account of these accounting changes. 
But the inaccuracies have been carefully weighed, and they 
are not sufficient to impair the usefulness of the diagram. 


Fig. 1 shows a slight increase in operating expenses as com- 
pared with 1907; a considerable decrease in gross earnings, 
and a very large decrease in net earnings, so that the general 
appearance of the curves for the last year accentuates the 
tendency which they showed after 1906 to separate more and 
more widely, with operating expenses at the top. It should be 
observed, however that the necessary use of the fiscal year 
ending June 30 in preparing these figures tends in a measure 
to neutralize some of the most striking results of the calendar 
year 1908. During July, August, September, October, and the 
greater part of November, 1907, gross earnings and operating 
expenses were both very high, and net suffered severely. 
During the rest of the 1908 fiscal year gross earnings fell off 
tremendously, while all hands were engaged in an intense 
effort to get operating expenses down below earnings. It 
took several months to accomplish this, and actual gains 
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Fig. 1—Increases Per Cent. from 1899 Base. 
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in net began to be made just about at the close of the fiscal 
year. Of course, the table cannot show these interesting 
things, because it combines the closing months of the boom 
years with the first months following a panic. 

The same criticism is true of all the other diagrams that 
are shown. Yet the diagrams show strictly what they purport 
to show—the comparison of one June 380 fiscal year with an- 
other. 

The roads composing Fig. 1 are as follows: 

Atchison, Topeka & Santa Fe, Illinois Centtal 

Baltimore & Ohio, Louisville & Nashville, 
Chesapeake & Ohio, New York, New Haven & Hartford 
Chicago, Burlington & Quincey, Norfolk & Western, 

Chicago & North-Western, Northern Pacific, 

Chicago, MilWaukee & St. Paul, Philadelphia & Reading, 

Cleve., Cin., Chic. & St. Louis.* Southern, 

Erie, Wabash. 

Great Northern, 

*Year ending December 31, 1907. 

Fig. 2 shows the increases per cent. in the three principal 
divisions of operating cost on 19 roads, with 1903 as a base. 

° 
In 1908 the tendency which began in 1906, for the conducting- 
transportation curve to bend upward even more sharply than 
the maintenance-of-equipment and maintenanceof-way curves, 


is continued. The effect of the 1904 economies was particu- 
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Seventeen Roads. 


larly apparent in the conducting-transportation curve, but, 
beginning with 1906, traffic was so enormous and wages were 
increasing so fast that the conducting-transportation curve 
bends upward in much the sharpest angle to be seen on the 
entire diagram, and continues to increase right up to June, 
1908, although the increase is not so fast as it was in the 
1907 year. It is a fair guess that this curve will again cross 
the maintenance-of-way curve in 1909. 

Fig. 2 is based on aggregate results of the following roads: 


Atchison, Topeka & Santa Fe, 
Buffalo, Rochester & Pittsburgh, 
Baltimore & Ohio, 

Chesapeake & Ohio, 

Chicago & North-Western, 
Chicago & Alton, 

Cleve., Cin., Chic. & St. Louis,* 
Chicago, Milwaukee & St. Paul, 
Chicago, Burlington & Quincy, 
Denver & Rio Grande, 


Great Northern, 

Illinois Central, 

Missouri, Kansas & Texas. 

New York, New Haven & Hartford 
New York Central,* 

Norfolk & Western, 

Rock Island, 

Southern Pacific, 

Wabash. 


*Year ending December 31, 1907. 

Fig. 8 shows very graphically the tendency of taxes to 
increase faster than net earnings, especially since 1903. This 
year the tax curve crosses the earnings curve for the first time. 
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Fig. 3 is based on the following 16 roads: group was composed of 126 roads. But since the percentage 
Atchison, Topeka & Santa Fe, Great Northern. “ of decrease is derived each month from a comparison of the 
Baltimore & Ohio, Illinois Central, : waebet , : ‘ — . ee 
Chesapeake & Ohio, —_ Louisville & Nashville, returns of certain roads with the returns of the identical 
Chicago, Burlington & Quincy, New Haven, | roads in the same month of the previous year, the percentage 
Chicago & North-Western, Norfolk & Western, : : tats : 
Chicago, Milwaukee & St. Paul, Northern Pacific, returns as given show an accurate picture. It is interesting to 
a Ce, Es GO, Fee” noe Railway, note that the early returns at hand for the first weeks in 
aot December indicate a slight increase over the same weeks in 
*Year ending December 31, 1907. 1907, although they are not yet as good as they were in the 
Fig. 4, which we present for the first time this year, is same weeks of 1906. 
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plotted from the aggregate gross earnings collected by the Fig. 5 has been entirely redrawn this year to show mcre 


Commercial and Financial Chronicle from largs groups of graphically the relation between the primary units, track and 
roads. These groups are not uniform; thus, in October, equipment, and the business done with these units. The 
1908, only 47 roads are reported, while for March, 1908, the diagram contains the composite results from two roads; the 
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Northern Pacific and the Union Pacific. Both these com- 
panies have been extremely progressive, and they are close 
together in single-track miles, while the Northern Pacific 
exceeds in passenger miles and the Union Pacific in ton miles. 
The figure for single-track miles is obtained in a perfectly 
arbitrary way. Route miles are unsatisfactory in work of 
this sort, because they exclude second-track and _ sidings. 
Aggregate mileage, including sidings, mile for mile, is also 
a bad basis of comparison; therefore, we have adopted as our 
standard practice in the Railroad Age Gazette the assump- 
tion that single-track mileage is the sum of all first, second, 


__ 1904 


, ——e ee 
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Fig. 6 also has been prepared for the first time this year, 
and is plotted from the statistics collected by Poor’s Manual 
of Railroads, from approximately the entire railway mileage 
in the United States; hence it is impossible to continue these 
figures through 1908, as the returns are not yet available. 
It carries out on a broader basis the points emphasized by 
the two very exceptional roads in Fig. 5, in its comparison 
of revenue freight train-mileage with ton-miles of freight, 
and shows the steady increase in the loading per train which 
has been making for economical operation, and incidentally 
has been breaking rails and car wheels. 


1906 1907 1908 
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Fig. 4—Composite Diagram; Union Pacific and Northern Pacific. Increases Per Cent. from 1902 Base. 
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Fig. 5—Gross Earnings, 1907 and 1908, of Large Group of Roads. Each Month in 1907 Is Regarded Separately as 
Representing 100 Per Cent., and the Comparison Is by Months.* 


third and fourth track, and one-half the mileage of sidings. 
The adoption of this arbitrary standard grew out of compari- 
sons of maintenance-of-way cost on different roads, since, 
roughly spéaking, it costs about as much to maintain one 
mile of main line as 1t does to maintain two miles of sidings. 

The results of this table are not surprising, but they are 
interesting in showing how average car capacity has in- 
creased per unit of equipment and how very rapidly the 
density of the business has increased per track unit. 


*The statistics from which this table is plotted are taken from the 
Commercial and Financial Chronicle. 


The table of revenue trainloads for a series of years has 
had to be recast this year because of the ruling of the Inter- 
state Commerce Commission that the train load figure is 
now to be obtained by adding the entire mileage of mixed 
trains to revenue freight-train mileage. Some roads have 
adopted this principle for years; others have ignored the 
Commission’s ruling in their annual reports, but in cases 
where this form of accounting has been adopted for the first 
time this year, no comparison has been possible with previous 
years, and it has been necessary in consequence to eliminate 
the roads making the change. The average as shown this 
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year is thus the average of only 10 roads, instead of 17 roads, 
as in our previous annual statistical compilations, but this 
does not affect the validity of the figures. 


Revenue Train Loads, in Tons. 
1098. 1907. 1906. 1905. 1904. 1908. 1902. 1901. 


Balt. & Ohio..... 408 453 420 399 401 416 406 881 
Buf.,Roch. & Pitts.530 542 525 507 439 441 424 406 
Ches. & Ohio ....621 996 O86 joT 508 493 08 511 
Illinois Central. ..352 364 353 319 278 288 275 235 


Lehigh Valley ...530 526 504 501 486 485 467 467 
M.,St.P. & S.S.M.329 334 329 309 301 305 315 314 
Nor. Paeiic <<: 431 407 400 a 346 3: 
St. L. & San Fran.212. 224 214 200 198 195 187 200 
St. L. Southwestn. 311 323 315 296 285 282 256 236 
Wabash .........361 360 348 293 28C 302 285 283 
Av’ge, 10 roads...408.5 410.9 399.4 374.8 351.5 355.1 346.9 335.7 
It will be observed that the temporary depression of 1904 
had an immediate effect in reducing the average of revenue 
train loads because of the necessity of running a good many 
partially filled trains. The same effect appears this year. 
It is by no means uniform throughout the group, however. 
Several roads show the highest train loads in their history, 
ithe Chesapeake & Ohio, with 621 tons, being especially note- 
worthy. This road has had continuously the highest train- 
loading of any road in the list shown, and is probably not 
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divisions of the expense account, are set out a great number 
of primary divisions under which there are various instruc- 
tions relating to the proper charges which are to be made in 
each case so far as can be determined. In practice, of course, 
each accounting officer must be left quite to himself to place 
such interpretation upon each rule as seems best adapted to 
the conditions prevailing and the various interpretations thus 
possible under these rules must be infinite. There have al- 
ready arisen in one year 300 questions submitted to the Com- 
mission and decisions rendered thereon, and this must be but 
a very small proportion of the varying individual interpreta- 
tions made by different officials. The questions of interpreta- 
tion which may arise in another year may be 1,000 instead 
ot 300, and in the ever changing progress of railroad account- 
ing will the end ever be reached? And in the meantime it 
may be questioned if the Commission and its statisticians are 
not spending their time to no good purpose in an attempt. to 
effect that which, as respects absolute attainment, is im- 
possible. 

Now what as to the benefits to the stockholder from this 
{tempt to produce uniformity? Manifestly thus far there are 
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Fig. 6—Relation of Freight Ton Miles to Train Miles on a Group of Roads Representing Most of the Mileage of the 


Country. 


exceeded by any road in the country, except by the Bessemer 
& Lake Erie, with its enormous ore trains, and by the Hock- 
ing Valley, with three-quarters of its tonnage made up of 
coal, coke and ores. 





RAILROAD ACCOUNTING AND THE HEPBURN LAW. 


BY ARTHUR C. GRAVES, M.A. 
New Haven, Conn. 


III. 
IS UNIFORMITY PRACTICABLE? 

In railroad reporting uniformity is for many reasons de- 
sirable; thus, for instance, it enables a more ready and in- 
telligent comparison between the reports of one carrier and 
another, and one is better able to judge as to managerial 
efficiency and skill. But is it practicable? Many experienced 
railroad men say it is not because of the very different con- 
ditions under which different roads are operated. Whatever 
system is adopted to effect it must be more or less arbitrary 
and hence unfair to some carriers. Railroad accounting, we 
have endeavored to show, is a science constantly developing 
with the progress and improvement in railroad operations. 
An absolute and fixed system of accounts has never yet ob- 
tained. Hence, we believe uniformity is impracticable. 

Certainly it would seem that the present vigorous efforts 
of the Commission illustrate that absolute uniformity is im- 
vossible. To illustrate: In its attempts to establish a uni- 
form system of accounts the Commission issued a classifica- 
tion of operating expenses in which, under each of the main 





*The statistics from which this table is plotted are taken from 
Poor’s Manual of Railroads. 


Increases Per Cent. from 1902 Base.* 


none. That sort of uniformity is nothing to him when under 
the confusion now prevailing uniformity between the reports 
of even the same railroad company from year to year seems 
impossible. The investor finds the old tried plan or outline 
of statistical reports to which he had become used in a par- 
ticular company done away with and a new one to be mas- 
tered. This is no small matter to the investigating stock- 
holder, and is a disadvantage for which no present benefit has 
compensated.” 
REQUIREMENT OF MONTHLY STATEMENTS. 

Inder the Hepburn Law the Commission has “authority to 
require said carriers to file monthly reports of earnings and 
expenses, or special reports within a specified period * * *.” 
This clause in the new law we consider a serious mistake. 
But it may be said that since the majority of the railroads 
already publish monthly statements of earnings and expenses 
the railroads cannot complain. In a limited degree this is 
true, but it seems unwise to incumber the law with provisions 
which long experience has now proved unnecessary because 
of the voluntary acts of the companies themselves, and it is 
also a mistake to bind the railroads with too much red tape of 
law, particularly in matters of accounting in which a wide 
range of discretionary power should be left to the managers 
directly responsible for operating results. The presence of 
such laws, when the enforcement of them is placed in the 

hands of a particular commission or bureau with admin- 

1 Comparisons with former years are impossible. In the last an- 
nual report of the Hocking Valley Ry. Co., for instance, recently pub- 
lished, the company’s president in explanation says that the new 
system of accounts varies in so many particulars relating to the rev- 
enue, expenses and methods of comput: ition of freight and passenger 
statistics that an accurate comparison of such items between this 
and former years could not have been made without a vast amount of 
additional work and expense. See also President Thomas’ remarks 


in the Lehigh Valley annual report, 1908, just issued. Similar testi- 
mony from other railroad officials could be adduced. 
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istrative power, is a temptation which may lead to auto- 
cratic or bureaucratic rule. 

Indeed in this instance the Commission, acting under this 
clause, has gone perhaps to the limit in its interpretation; for 
it is requiring of all the railroad companies a monthly report 
of their gross revenue, not only from all sources together, but 
from each of the main divisions which we have heretofore ex- 
plained, and the operating expenses also are required to be 
detailed under their main divisions of maintenance of way 
and structures, of equipment, cost of conducting transporta- 
tion, traffic and general expenses. The intelligent railroad 
man well knows that it is impossible to give with any re- 
liability from month to month the exact proportion of operat- 
ing expenses consumed, either in the maintenance charges 
or in the cost of transportation. Such details when given 
for the purpose of informing their stockholders or govern- 
ment officials are very misleading owing to the difference dur- 
ing the varying seasons of the year in the traffic density and 
the maintenance requirements. Heretofore in railroad ac- 
counting no company has attempted to apportion, nor can it 
intelligently apportion to a single month a uniform or propor- 
tionate part of the year’s maintenance charges. 

The monthly statements heretofore issued voluntarily by 
the railroads have been for the purpose of informing the 
public as to the net earnings and no more. Marshall M. Kirk- 
man; one of the foremost writers in this country on the 
“Science of the Railways,’ says, in Volume 10of his series, 
relating to “General Fiscal Affairs,’ on page 146, “A general 
examination of the items that make up the expense account 
of a railroad in many cases prove delusive. This is especially 
so when the expense extends over a short period only.” We 
feel that in this matter the Commission has acted with great 
unwisdom. Whether or not any proper or advantageous in- 
formation is given to the Commission by this unusual require- 
ment we cannot say, but certainly the stockholder gains noth- 
ing at all. If the latter is inclined to think that he may the 
more closely follow the earning power of his railroad or the 
ability of the management in handling operating expenses, 
he will likely ofttimes be seriously misled, if not deceived, 
should he place much reliance upon the maintenance charges 
as set out for a single month. 

We have heard this feature of regulation on the part of 
the Commission very severely condemned as being done in 
the interest of speculators. Such a charge is, of course, un- 
true; yet it is a fact that speculators and market operators, 
that body of intelligent and alert men ever active in Wall 
street, ready to profit by the construction or misconstruction 
intentionally placed upon every bit of news published in the 
financial district, gain a greater advantage or make more 
capital than the investor from such misleading reports. The 
monthly net earnings statement as published by the com- 
panies makes its appearance from 20 to 30 days before the 
statement published by the Commission, and in the former 
the comparative results of four successive years are much 
more readily comprehended. The publishing of the net earn- 
ings statement by the Commission, therefore, is at best an 
unnecessary bit of red tape accompanied with great expense 
both to the government and the railroads. 

THE MONTHLY DEPRECIATION CITARGE. 

The monthly depreciation charge on equipment is a very 
radical requirement prescribed by the Commission. This is 
of such a technical and scientific nature that an extended 
discussion of it in such an article as this is out of place. 
But let it be briefly said that in the conservation of railroad 
property the monthly depreciation charge is a most unsatis- 
factory method of accounting. It is declared by operating 
and accounting officials to be contrary to all sound principles. 
It should be remembered that of railroad property no very 
large share of the investment is placed in one central sta- 
tionary plant on which the depreciation may be somewhat 
uniform, nor do railroads carry any franchise account which 
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needs to be written off. It is, of course, impossible to esti- 
mate intelligently the life of any particular kind of railroad 
property. The use or the wear and tear to which the prop- 
erty is subjected changes or varies in a most marked degree 
during different seasons of the year, in different sections of 
the country, on different parts of the same road, and with 
varying amounts of tonnage and train loads, all depending 
upon the diversified conditions which exist. The railroads in 
this country have always maintained and conserved their prop- 
erty in a most provident manner equalled by no other railroad 
system in the world; and their method of maintenance has 
been the actual replacement or repair of obsolete or worn 
out property when necessary and the cost of such replace- 
ment or repairs charged to operating expenses under the 
primary divisions of the maintenance account. But the 
theory of the Commission would seem to be, for illustration, 
that if a certain kind of locomotive has an estimated average 
life say of 20 years” the yearly depreciation would be one- 
twentieth of its value and the monthly charge would be one- 
twelfth of one-twentieth or one two-hundred-and-fortieth. 
Such a method may be fascinating to the theorist, but most 
absurd and unworkable in practice. It means an unreliable 
estimate in both the value and length of life of any piece of 
property. The adoption of this plan, if carried to its logical 
conclusions, would involve every railroad man in the country 
in an inextricable maze of guess work and confusion, and 
would finally paralyze the transportation industry. This re- 
quirement on the part of the Interstate Commerce Commission 
has involved a more radical change in railroad accounting 
than any which has heretofore made its appearance, and, we 
think, under a proper construction of the Hepburn Law is 
unwarranted by any words found therein. 

Moreover, this entire question of maintenance and depre- 
ciation, involving as it does the appropriation and disburse- 
ment of railroad revenue, is quite beyond the province of a 
government commission. It is one of the responsibilities of 
corporate management. Not only has the Commission no war- 
rant under the Hepburn Law for its stand, but the law itself, 
if it attempted to grant such power, would be unconstitutional, 
it being a taking of private property without due process of 
law. It is a piece of paternalism demoralizing in its effects 
to all sense of personal and managerial responsibility. 


(To be continued.) 





FOREIGN RAILWAY NOTES. 





Those who would like to indulge their curiosity concerning 
the Hungarian railways are informed that a work on this sub- 
ject is in progress, to be completed in 36 volumes, the first 
of which, on the history of these railways, has just been pub- 
lished. 

The Swiss confederacy adds the Gotthard Railway to its 
State Railways system May 1 next, which was provided for 
in the company’s charter. There is a dispute as to the pur- 
chase price, which is pending in the courts, but will very 
likely be settled by negotiation, as was the case with the other 
railways. 

Belgian newspapers estimate the deficit of the State Rail- 
ways for the current year at $2,000,000, which is twice as 
much as earlier estimates. The management had heretofore 
proposed to advance the prices of certain commutation tickets 
(which are very low); but now there is talk of a general ad- 
vance of rates for freight as well as passengers. and of abol- 
ishing the special rates on coal exported. Coal-users natur- 
ally favor this, and the disposition of the government is 
indicated by recent contracts for fuel, when it has taken 
large amovnts of foreign coal. 








The actual durability might be one-half, one-fifth or twice the 
estimated average and in no two eases the sane. 
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CARS AND LOCOMOTIVES ORDERED IN 1908. 


The following tables show the new freight cars, passenger 
cars and locomotives ordered by American railways in 1908. 
The coilection of this data involves a large amount of time 
and labor, and the compilation is necessarily subject to some 
slight omissions, but it is sufficiently accurate to meet the 
general purpose for which these statistics have been prepared. 
Practically all the data is derived from official sources, but 
in a few instances where no replies have been made to in- 
quiries, figures from our regular weekly records have been 
used. Attention is called to the fact that these statistics 
refer to cars and locomotives ordered during the year; statis- 
tics of equipment built during the year are given elsewhere 
in this issue. 

Orders received have been far smaller than for several 


FREIGHT CARS ORDERED IN 1908. 


Purchaser No. Kind Capacity Builder 
Acme Red R. & Nor.... 11 Box .. 60,000 Bradford Car 
*5 Gndla..100,000 Bradford Car 
3. T. Adams ..... nies Gs 8 Dump.. 50,000 W. J. Oliver Mfg. Co. 
Agar Packing be. ies 25 ae 60,000 Amer. C. & F. Co. 
Ala. Great So.....c-cec 10 Box.... 60,000 Gadsden Car Works 
3 Flat... 80,000 Gadsden Car Works 
3 Gondola 80,000 Gadsden Car Works 
Am. Dressed Beef...... 50 Ref rig. Amer. C. & F. Co. 
Am. Steel & Wire...... 2 Rod... 80,000 Erie Car Works 
Anglo-Newf. Dev........ 5 Flat.... 60,000 Rhodes Curry 
Aris.. Boutherm. ..0.:. 6% *20 Inglsy. 100,000 Amer. C. & F. Co. 
Ark. Okla. & West...... 15 Box... 60,000 Haskell & Barker 
Armour Car Lines...... *.uy Tank.. 60,000 Bettendorf 
7200 Refrig.. 60,000 Company Shops 
js % Asher & Sons..... 10 Dump 6cu. yd. W. J. Oliver Mfg. Co. 
& Beene ccaveveaiavete 7500 Refrig.. 60,000 Amer. C. & F. Co. 
AiL "sa ie. i eerie 188 Gondola 80,000 Amer. C. & F. Co. 
30 Cabs... South Atlantic 
Ath Coast Line: ....<...< 7500 Vnt. Bx. 60,000 South Baltimore 
750 Phos’te. 80,000 Pressed Steel 
Baker-Whit. Coal....... 1 Hopper 80,000 Middletown 
Beaumont & Gt. Nr..... 2 Box... 60,000 Company Shops 
3er.-White Cl. Mn...... #250 Hopr.. 100,000 Cambria 
Birm. Southern........ *175 Dump. 100,000 Pressed Steel 
*26 Gndla. 100.000 Pressed Steel 
HB. He Brighaw..:s'..+< *25 Tank.. 80,000 Erie Car Works 
BROWNC: & COs ecco ciececec 750 Gndla.. 60,000 Middletown 
Burrough Cons. Co.... 35 Gndla.. 80,000 Mt. Vernon 
SUEE SB Ee GeO oo cen ere 1 €ab...... Cobb Car Co. 
Cal. & Hee. Min. Co.... 10 Dump 6cu. yd. W. J. Oliver Mfg. Co. 
Canadian NOP. . .6.s0665.< 1,000 Box.... 60,000 Rhodes Curry 
15 Vans .. Rhodes Curry 


10 Refrig.. 60,000 Crossen Car 
20 Cab. .. 40,000 Crossen Car 
200 Box ... 60,000 Crossen Car 
100 —: .. 60,000 Crossen Car 
750 Box. 60,000 Canada Car 
Canadian Pacific........ 7500 Box. 80,000 Domin’n C. & F. Co. 
412 Ht. Cy. 100,000 Domin’n C. & F. Co. 
*6 Coal... 100,000 Domin’n C. & F. Co. 
*3 Ore... 100,000 Domin’n C. & F. Co. 
1,167 Box.... 60,000 Company Shops 
328 Flat... 6v,000 Company Shops 
75 Stock.. 60,000 Company Shops 
8 Refrig.. 60,000 Company Shops 
7 Ht. Cv. 80,000 Company Shops 
70 Vans Company Shops 


Cananea Y¥. BR. &-P....- 4150 Flat.. 100,000 Amer. C. & F. Co. 
7100 Balst.. 100,000 Amer. C. & F. Co. 
*25 Cab: .. Standard Steel 
Carolina C. & O......-- *1,500 Coal ..100,000 Pressed Steel 
*500 Gndla. 100,000 Pressed Steel 
7250 Box.... 60,000 Pressed Steel 
Central of Ga.........- 33 Box... 60,000 South Atlantic 
Central Pacific ........ +370 Box ...100,000 Amer. C. & F. Co. 


+100 Balst. .100,000 Amer. C. & F. Co. 
*25 Gndla. 100,000 Cambria 


Chesap. & Ohio......... 12 Cab. .. Amer. C. & F. Co. 
Chicago & Alton........ *2.000 Coal ..100,000 Standard Steel 
Chgo. & Ill. West....... & Cab... Amor. C.. €& FB. Co. 
Chicago & N. W........ 1.100 Box.... 80,000 Haskell & Barker 


*750 Ore ...100,000 Amer. C. & F. Co. 
7500 Gndla. 100,000 Amer. C. & F. Co. 
300 Flat... 80,000 Amer. C. & F. Co. 
*250 Ore ...100,000 Pullman 


C FT Be Oceccuacewes 82 Box.... 80,000 Company Shops 
Chgo. Cin. & L......+.-- 212 Box.... 60,000 Haskell & Barker 
150 Coal... 80,000 Haskell & Barker 
50 Frntre. 80,000 Haskell & Barker 
26 Stock.. 60,000 Haskell & Barker 
"12 Cab. Haskell & Barker 
‘10 Refrig. 60,000 Haskell & Barker 
Chgo. Indpls. & L...... 4250 Coal ..100,000 Haskell & Barker 
, 7240 Box.... 80,000 Haskell & Barker 
425 Stock. . 60,000 Haskell & Barker 


CM. & St. P.........- 75,000 Box ... 80,000 Company Shops 
42,500 Gndla. 100,000 Company Shops 

2,500 Stock.. 60,000 Company Shops 

70 Cab. .. Company Shops 


450 Cab. Company Shops 

467 Dump 15&20 t. Company Shops 
C.. St: M. & O......-- 500 Box.... 80,000 Haskell & Barker 
pe & Pace... 633 20 Stock. . 60,000 Company Shops 


*(asterisk) indicates steel cars. 
+(dagger) indicates steel underframe cars. 
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years. The car shops have not run 50 per cent. of their 
capacity during the year. Few have enough business booked 
to carry them until March 1, 1909, even with largely reduced 
shop forces. But inquiries for new rolling stock that have 
been received during the past two weeks indicate that the 
railways will place orders for a considerable amount of equip- 
ment early in 1909. 

The totals show the ordering of 62,669 freight cars, 1,319 
passenger cars and 1,182 locomotives. Of the freight cars, 
15,561 are all-steel, and 19,651 have steel underframes. Of the 
passenger cars, 320 are all-steel, and 56 have steel under- 
frames. Of the locomotives, 52 are compound. The totals 
for the last eight years are as follows: 

1901. 1902. 1903. 1904. 1905. 1906. 1907. 1908. 
Lemtvs. 4,340 4,665 3,283 2,538 6,265 5,642 3,482 1,182 
Psg. crs. 2,879 38,459 2,310 2,213 3,289 3,402 1,791 1,319 
Feght ers.193,439 195,248 108,936 136,561 341,315 310,315 151.711 62.669 


Purchaser No. Kind Capacity Builder 
CoN CP eswnns 7 Box.... 60,000 Gadsden Car Works 
1 Gndla.. 60,v00 Gadsden Car Works 
1 Coke... 60,000 Gadsden Car Works 
*1 


Clavi« Cay Case osd.c:50:0 Ore... 100,000 Ralston 
Clear Lake Lbr. Co..... *1 Tank... 80,000 Erie Car Works 
Cold Blast Trans...... 7300 Stock . 60,000 Haskell & Barker 
Colo. & Southern....... 50 Box.... 50,000 Denver Shops 
50 Gndla.. 50,000 Denver Shops 
*20 Refrig.. 50,000 Denver Shops 
: 4 Box.... 60,000 Denver Shops 
Cole. Seis Cisccvcews 8 Box.... 60,000 Amer. C. & F. Co. 
1 Flat... 60,000 Amer. €. & F. Co. 
Columbia & P. S....... 36 Box.... 60,000 Company ee 
Corbett-Floesch Co..... 20 Ht. Cy. 80,000 Domin’n C. & IF. Co 
Dairy Ship. Desp....... 150 Refrig.. 60,000 Ryan Car Co. 
Danville & West.......- 50 Box.... 60,000 Lenoir Car Works 
10 Vt. Bx. 60,000 Lenoir Car Works 
M: P. & J. T. Davie. ... 2 Flat. 60,600 Canada Car Co 
Dek. G FAUGSGOR sc 6 cence +15 € sab. : Company Shops 
ie Ge Wass kre eewws *300 Hopper. 80,000 Amer. C. & F. Co. 
7100 Refrig.. 60,000 Amer. C. & F. Co 
500 Box ... Amer. C. & F. Co. 
7300 Hopper. 80,000 Amer. C. & F. Co. 
Bisio Nowtenc << <ccc iw *25 Flat... 60,000 Amer. C. & F. Co. 
ol ee Ee | ee *S800 Summrs.100,000 Standard Steel 
Dalutti:& No Bisc.'. 5s 10 Flat... 80,000 Company Shops 
Duluth & N. Minn...... 2 Flat... 60,000 Company Shops 
Bast. Beit. Coles... <,.-< 10 Box ...100,000 Haskell & Barker 
10 Flat ..100,000 Haskell & Barker 
Eastman-Gardiner ...... 10 Logging 50,000 Company Shops 
tale... Company Shops 
E. Tenn. & W. No. Caro- 25 Hopper. 60,000 Company Shops 
Wile scecacedescaess 26 Flat... 80,000 Fitz-Hugh Lutier 
Escanaba & L. Sup..... 
Fajardo Dev. Co........« 25 Cane... 30,000 Gregg Co. 
FE Worth @& BD. C...... 4 Box.... 60.000 Company Shops 
Galv. Har. & S. A...... 7500 Box ...100,000 Amer. C. & F. Co. 
7200 Flat ..100,000 Amer. C. & F. Co. 
. 7200 Stock.. 80,000 Standard Stee! 
Georgia & Fla.......... 200 Flat... 60,000 Hicks L. & C. Wks. 
150 Box.... 60.000 Hicks L. & C. Wks. 
German-Am. Car Lns.... *100 Tank.. 8,000g. Company Shops 
Gila VY. G.&- Nore... 74 Cab... Standard Steel 
Gilmer Coss 6 ssc cccdwes 76 Logging 60,000 Beaumont 
Grand Rap. & Ind...... #77 Box. ..-100,000 Amer. C. &@ ¥. Co 
Grand Trunk .........-. *1,000 Gndla. 100,000 Pressed Steel 
Grand Trunk Pac...... 2,200 Box ... 60,000 Canada Car Co. 
100 Stock. undec’d. Canada Car Co. 
50 Refrigr.undec’d. Canada Car Co. 
50 Caboose Canada Car Co. 
500 Box .. 60,000 Rhodes Curry 
Grt. Cosmopol. Shw.... & Plat .. Mt. Vernon 
R. W. Higbie Lbr. Co... 5 Logging 40,000 W. J. Oliver Mfg. Co 
Hilo, By CH. Ee ccccece 20 Flat... 80,000 Youngstown 
F. H. Hopkins & Co.... 10 Flat... 60,000 Canada Car Co 
Geo. A. Hormel Co..... 78 Refrig. . 60,000 Amer. C. & I. Co. 
Houston & Tex. C...... +300 Box ...100,000 Amer. C. & I*. Co. 
*300 Gndla. 100,000 Cambria 
Houston E. & W. T..... 7300 Flat ..100,000 Amer. C. & I. Co. 
Idaho & Wash. Nor.... 12 Refrig.. 80,000 Haskell & Barker 
Illimoig Central......... *681 Gndla. 100,000 Cambria 
*400 Ht. Cyv.100,000 Rodger Ballast 
Indian Kefng. Co....... *85 Tank... 60,000 German-American 
*52 Tank.. 60,000 Amer. C. & F. Co. 
*30 Tank... 80,000 Amer. C. & F. Co. 
Intercolonial .....0csee *100 Otis ..100,000 Domin’n C. & IF. Co. 
100 Box.... 60,000 Rhodes Curry 
10 Refrig.. 60,000 Rhodes Curry 
50 Box.... 60,000 Rathbun Co. 
50 Box.... 60,000 Crossen Car 
50 Box.... 60,000 Silliker Car Co. 
50 Box.... 60,000 Canada Car Co 
Inter. & Grt. Nor....... 500 Box. 60,000 Amer. C. & IF. Co. 
Inverness Ry. & Co..... 50 Hopper’ Rhodes Curry 
Iowa Central....... Poe 250 Gndla.. 80,000 Mt. Vernon 
200 Box 60,000 Mt. Vernon 
*50 Dene. :100, 000 Pressed Steel 
12 Cab. .. Mt. Vernon 
Isth. Canal Com........ #50 Dump 6 cu. yd. W. J. Oliver Mfg. Co. 
*8 Flat. 30, 600 Youngstown 


*200 Dump 12 c, yds West. Wheel Scepr. 





~ * (aster isk) indicates steel cars. 
+(dagger) indicates stee] underframe cars. 
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Purchaser 
Seth, Canail'Comi.. ‘...5..... 
Keeweenaw 
CE eS a Se Ch eee 
Kentwood & East...... 


Lackawanna Stl. Co.... 
LaSalle Equip. Co...... 
Lehigh & Hud. R....... 


wenion. & Ne Ws... se 
Po) de Oe, 6 
PAE Yo | re 
SR i 0 ah ee A 
Re ie sso ncp ss ws es iu 


BAGCUI Asa. Fons sss cinis ave 
Maine 


Mather Stock Car...... 


J; D.- McArthur Co..... 
Midland Terminal 
Midland Valley......... 


Minudie Coal Co........ 


& North 
IIL sar wie caren 
SC ee area 


Mo. 
Mo. 
Monengaliela 


Mortis &°C0.....6.560665 
Nash. Chat. & St. L.... 


Nationai Car Lines...... 


Nev.-Cal.-Ore. Ry....... 


Nev, Cons:-Cop;..Co...... 
Nevada Northern....... 
Newburgh & So. Shore.. 


New Orleans Gt. Nor..... 


Di NS ee ss desis 
1 Pe: oon, Cr ae die. | eee 


Northern Pacific........ 


NO:- Wester’ PAC. o.. 6 ccs 


Ont. Powder Co......... 
Oregon & Cal... ..6046. 


Oregon & Wash........ 


Ore, Ry BR: BoWaV..........«. 


Pac. Port. Cement Co.. 
Panema Ti Bn... 


Patton & Gibson Co.... 
lf 6 Ore 
Peach River Lines...... 
Peet Bros. Mfg. Co..... 
City OF PMNS, os... 
Philippine. Bys.......... 
Phoenix & Eastern...... 
Pittabure & G&. EB... .... 


Prairie Pebble  Phosp. 

OD ig dicie aes ee eetavelie eae - 
Procter & Gamb. Co.... 
Profit Is'and Gravel & 

STS eee een rae 
Quebec Central......... 
Se Se eee 
Se ae eee 
St. L. Browns. & Mex... 
St. L. Southwestern. ... 


St Paul. & Des M....... 
San Ant. & Ar. Pass... 





*300 
7300 
50 
415 
#900 
500 
400 
100 
1 
*50 
76 
100 
100 
50 
4 
5O0 
200 


9 
200 


*10 
7100 
64 
*30 
ray 
8 

4 
720 


*100 Hopr. 


425 
#200 
#5 


Kind Capacity 


Flat 24,000 
Dump 8,000 
Hopper .- 60,000 
Cane 40,000 
Flat... 80,000 
Flat... 60,000 
Hopper 100,000 
Tank.. 80,000 
Cab: .. 
Gndla.. 40,000 
Box.... 30,000 
Picry.. 60,000 
Logging 60,000 
Logging 80,000 
Gndla.. 80,000 
Box.... 65,000 
Coke... 80,000 
Flat ..100,000 
Dump .100,000 
Cab. .. 
Stock. . 60,000 
Flat... 60,000 
Ht, Cv.. 80,000 
Box.... 60,000 
Coal... 80,000 
Box. ... 60,000 
Ifopper . 30,000 
Flat... 60.000 
Cab. 
Pox.... 80,000 
Coke 69,000 
Gndla 50,000 
Flat... 50,000 
Refrig.. 60,000 
Hopper. 80.000 
Box 80,000 
Refrie.. 60,000 
Tank... 80,000 
Tank... 60,000 
Box.... 40,000 
Flat... 40,000 
Dump.. 50,000 


10,000 


Box ...100,000 
Gndla, 100.000 
Gen.Ser.100,000 


300 Box ... 60.000 
65 Stock .. 60,000 

+200 Flat ... 80,000 

7200 Gndla 

1,000 Box.... 80,000 
500 Gndla.. 80.000 

7600 Box ... 60,000 
775 Gndla.. 60,000 
614 Gndla.. 60,000 
714 Cab. .. 

2 Flat... 60,000 

1 Stock.. 60,009 
500 Refrig.. 50,000 
300 Ht. Cv.100,000 
700 Box.... 80,000 
500 Stock... 50,000 
74 Cab. 

1 Flat... 60,000 
7200 Box ..100,000 
750 Flat . 100,000 
710 Cab. 

7500 Box ...100,000 
7250 Flat . 100,000 
7100 Balast. 100,00. 
7100 Stock.. 80,000 
415 Cab. : 
*100 Gnédla. 100,000 
*50 Hopr. 100,000 
41,500 Box ..100,000 
750 Flat ..190,000 
7100 Stock... 80,000 
+10 Cab. 

*4 Gndla. 100,000 
300 Box.... 60,000 
100 Ballast. 80,000 

2 Dump 6cu. vd 
725 Logging 60,000 
720 Logging 60,000 

*4 Tank... 8.000g. 

3 Coke 60,000 
12 Ht. Cv. 60,000 

Te COP; ~ 402 
*500 Coal ..100,000 

*1,000 Coke ..100,000 

15 Dump.. 40,000 

6 Flat... 40,000 
*100 Tank... 8,000g. 

+1 Gndla. 100,000 
50 Box.... 60,000 
*10 Gndla . 40.000 

+6 Tank .. 60,000 

30 Ht, Cv. 80,000 
*15 Tank.. 80,000 

36 Box.... 60,000 

i Oe) ee 

1 Flat... 60,000 

1 Boardg. 

125 Box.... 80,000 
*50 Coal ..100,000 
500 Vt. Bx..60,000 
200 Stock.. 60,000 


*(asterisk) indicates steel cars 


+¥(dagger) indicates steel underframe cars. 


RAILROAD AGE GAZETTE. 


Builder 


Wohman-Magor 
Wohman-Magor 
Hicks L. & C. 
Middletown 
Amer. C. & F. 
Georgia Car Co. 
Ralston 

Erie Car Works 
South Baltimore 
Cambria 

Amer. C. & F. 
tyan Car Co. 
Beaumont 
Seaumont 
Company 
Company Shops 
Company Shops 
Youngstown 
Pressed Steel 
Standard Steel 
South Baltimore 
Hicks, L. & C. Wks. 
Domin’n C. & F. Co. 
Amer. C. & F. Co. 
Mit. Vernon 

Mt. Vernon 

Rhodes Curry 
Rhodes Curry 
Amer. C. & F. Co. 
Mt. Vernon 
Company Shops 
Company Shops 
Company Shops 
Haskell & Barker 


Amer, -C. o& EF. “Co. 
Amer. C. & F. Co. 
Company Shops 
Bettendorf 
Bettendorf 
Company Shops 
Company Shops 
W. J. Oliver Mfg. Co. 
Pressed Steel 
Pressed Steel 
Pressed Steel 
Pressed Steel 
Western St. C. 
Western St. C. 
Western St. C. & F. 
Western St. C. & F. 
Ifaskell & Barker 
ITaskell & Barker 
Keith C. & Mfg. Co. 
Company Shops 
Company Shops 
Company Shops 
Company Shops 
(Company Shops 
Amer. (. & F. Co. 
Rodger Ballast 
Company Shops 
Company Shons 
Standard Steel 


Rhodes Curry 


Wks. 
Co. 


Co. 


Shops 


& F. 
& F. 


Amer. C. & F&F. Co. 
Amer. C. & F. Co. 
Standard Steel 
Amer. C. -&: ¥F'. Co. 
Amer. C. & F. Co. 
Amer. C. & F. Co. 
Standard Steel 
Standard Steel 
Cambria 

Cambria 

Amer. C. & F. Co. 
Amer. C. & F. Co. 
Standard Steel 
Standard Steel 
Cambria 

Amer. C. & F. Co. 
Amer. C. & F. Co 


W. J. Oliver Mfg. Co. 
Beaumont 

Beaumont 
Bettendorf 
Youngstown 

Rodger Ballast 


Standard Steel 
Amer. C. & F. Co. 
Amer. CC. & i... Co. 
Company Shons 
Company Shops 
German-American 
Ralston 

Company Shops 
Youngstown 
Beaumont, 

Rodger Ballast 
Amer. C. *%& F. Co. 


Pine Bluff Shops 
Pine Bluff Shons 
Pine Bluff Shops 
Pine Bluff Shovs 


Amer. C. & F. Co. 
Amer. C. & F. Co 
Amer. C. & F. Co 


Amer. C. & F. Co. 


Purchaser. 
ns Port. Cement 
stare ceiscenatsinersneipiowetsicer 
Sierra Nev. Wood & 
PMMVCE OOS 6.3.60 4 are co 
SOR GUR ACY. 2.6 clave -e-sietssevcta 


Southern Pacific... ......... 


Span. Am. [ron Co..... 
Spokane Internat....... 
sterling Coal Co. ........ 


Vem Gy Nor, Ont. . 4<6.cce 


Texas City Ref. Co.....; 
Tex. Southeastern...... 


Thompson Bros. Co..... 


Tombigbee 
Union 


U. S. Government....... 


Van Amburg Show Co... 
Vandalia R. R 
Virginia-Carolina 


Virginian Railway...... 
Wash. & Vandemere.... 


West. Heat. Desp....... 
Western Maryland...... 


Western of Ilavana..... 
Westmoreland Coal..... 
J. G White & CO. see 6s 


Ernst Wiener Co....... 
OP One a i 
Willard Kitchen Co..... 
Winifrede RioR.s 6s. 
NVR. AOOWULAN S accuse ws :5 5 


Woodward Iron Co..... 


Purchaser. 
Amer. Locomotive Co.... 
Ala. Great Southern.... 


Apalachicola Northern’... 
Ark., Okla. & Western... 
Atchison, Top. & S. F... 
Atlanta & St. Andrews B. 
Beaumont & Gt. North’n 
Bel. Bay & B. Col 
Bessemer & Lake Erie... 
Boston & Maine........ 


Buffialo, Roch. & Pitts... 


OIG HID =. oi5 oes rae eases 
Canadian Northern 


Canadian Pacific 


Cananea, Yaqui Riv. & P. 
Carolina, Clinch & Ohio. 
Central of Georgia...... 


Central Pacific 


Central R. BR. of N. J... 
Chicago, Bur. & Quincy.. 


Chicago & North Western. 


Vou. XLV., No. 30. 
No Kind. Capacity. Builder. 
10 Rock... 30,000 W. J. Oliver Mfg. Co. 
6 Flat... 40,000 Company Shops 
*40 Gndla. 100,000 Cambria 
74 Cab. .. Standard Steel 
+4500 Box ...100,000 Amer. C. & F. Co. 
4150 Ballast 100,000 Amer. C. & F. Co. 
*25 Gndla. 100,000 Cambria 
*150 Ore ...100,000 Maryland Steel Co. 
4100 Gndle. 100,000 Haskell & Barker 
2 Hopper. 80,000 Middletown 
+50 Box.... 80,000 Domin’n C. & F. Co. 
17 mt. Cy..80,000 Domin’n C. & F. Co. 
*60 Tank. 10,000g. Amer. C. & F. Co. 
10 Box.... 60,000 Amer. C. & F. Co. 
5 Flat... 60,000 Georgia Car Co. 


Logging 60,000 


+4 Board’g 60,000 


17 Flat... 50,000 
7450 Box ...100,000 
*120 Hlopr. 100,000 
750 T'nture. 60,000 
7oOO Stock... 80,000 
2 Box.... 50,000 

*1 Flat.. 160,000 

1 Flat... 60,000 
3 Stock.. 80,000 
7171 Box ...100,000 
4 Flat... 60,000 


200 Refrig.. 


Gondola 100,000 

Caboose 

Vt. Bx. 60,000 
60,000 

100,000 


80,000 


Hopr.. 

I Cab. ... 
71 Gndla.. 
1 


Beaumont 


Beaumont 

Georgia Car Co. 
Amer. C. & F. Co. 
Cambria 


Standard Steel 
Standard Steel 
Youngstown 
Youngstown 


Youngstown 

South Atlantic 
Amer. C. & F. Co. 
Amer. C. & F. Co. 


Pressed Steel 
Amer. C. & F. Co. 
South Baltimore 
Haskell & Barker 
Cambria 

South Baltimore 
Company Shops 


Cab. Company Shops 
+40 Box.... 30,000 Metropolitan Amalg. 
*20 Flat... 30,000 Metropolitan Amalg. 
*60 Coal.. 100,000 Cambria 
716 Gndla.. 60,000 Middletown 
780 Box.... 60,000 Middletown 
715 Cane... 40,000 Ralston 

*1 Tank.. 80,000 Erie Car Works 
2 Flat... 80,000 Rhodes Curry 
*5 Dump.. 12,000 Arthur Koppel Co. 
1.000 Box.... 60,000 Haskell & Barker 
500 Box.... 80,000 Haskell & Barker 
500 Flat... 80,000 Haskell & Barker 
250 F’nture. 80,000 Haskell & Barker 
200 Veg.&B. 60,000 Haskell & Barker 
100 Refrig.. 60.000 Haskell & Barker 
50 Stock.. 60,000 Haskell & Barker 
50: ‘Cab. .. Haskell & Barker 
*40 Tlopr. 100,000 Pressed Steel 
*10 Ore.... 40,000 Pressed Steel 
PASSENGER CARS ORDERED IN 1908. 
No. Kind. Builder. 
*1 Steam motor....Barney & Smith 
a BOREL 6 cocks 0:3)6.9 Amer. C. & F. Co. 
DU ORDOMERY 5 c-6- via csi3% Hicks L. & C. Works 
1 Combination ....Hicks L. & C. Works 
+3 Composite pass.. Pullman 
2 GOREN vhsc code Hicks L. & C. Works 
1 Bagg. & exp.....Hicks L. & C. Works 
PV CORE  gi5e cress oier Hicks L. & C. Works 
*1 Gasoline motor.. McKeen Motor 
1 Mail & bagg....Company Shops 
$8 CORER 6 cc cies os Laconia Car Co, 
2 Bagg. & mail....Laconia Car Co. 
1 Bagg. & mail....Amer, C. & F. Co. 
2 Bagg. & exp..... Amer. C. & F. Co. 
L COBEN «so nce Hicks L. & C. Works 
6 1st class coach..Rhodes Curry 
6 Baggage ....... Rhodes Curry 
3 Sleeping ....... Barney & Smith 
25 Baceave «os s0 Company Shops 
22 Observation -Company Shops 
15 2d class coach...Company Shops 
13 Dining .........Company Shops 
12 Mail & exp.....Company Shops 
10 1st class coach..Company Shops 
10 Pass. & smok...Company Shops 
7 Sleeping .. <<... Company Shops 
7 Bagg. & smok...Company Shops 
GREGG ee csr ears Company Shops 
2 DOUVISt. 6 c's6.65.3 Company Shops 
i Busimess ....<. ‘Company Shops 
Tt Qokenist 6 cc. Company Shops 
1 Bagg. & exp .Company Shops 
1 Bagg. & mail....Company Shops 
1 Pass. refrig..... Company Shops 
oe Bags. & mail a 
PES CORR - v5 scuceees arlan & Hollgswr 
15 WORE oa c6506-008-8 Pullman - “a 
5 Express ........ Pullman 
3 Mail & exp..... Pullman 
1 Pass, & bagg... Pullman 
*25 Baggage .. .. Pullman 
SPO CCORCR. 6.685 66.00.08 Pullman 
"G6. PORAD 66-003 sca Pullman 
*4 Postal storage... Pullman 
5 Combination .. Elizabethport Shops 
110 Baggage........ Company Shops 
ee PURE noc cetevarecsraie Company Shops 
1 Baggage .......Company Shops 
OR CONE .cesic cece Pullman 
TOP CBRE cease ce ese Pullman 


* (asterisk) indicates steel cars. 
+ (dagger) indicates steel underframe cars. 


DettaioiceSs se 
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DECEMBER 25, 1908. 


Intercolonia] 


Internat’l & Gt. North'n. 
Island. Creek ........... 
Kanawha Glen Jean & E. 
Keeweenaw Central 


Kentwood § Eastern. 
Lehigh & New England. 
Los, Ang.&San Diego Beh. 
Louisiana Western...... 
Louisville & Nashville... 


ee ee 


Sine! Centra: cos < acc = 
Mexican Sovthern....... 3 
Mir ne 2 

inneapolis & St. Louis.. 
Mississippi Centra] 1 


Missouri & North Ark. ae 








. 

Missouri, Kan. & Texas... Le 

0 

7 

2 

Missouri, Okla. & Gulf.. 4 

Mobile, Jackson & K. C... 5 

Nash., Chat, & St. Louis. . 

N.Y. C, & H. R....... a 

xX, & Be e....... oa 

25 

2 

10 

; 2 

4 5 

i 2 

: 2 

1 

i N. Y., Ont. & Western... : 

g 

| 2 
: 
: 
a 


SOUTER Ie 


eee ere wane 


Mail apartment. 
Postal .. 

2d class sleep.. 
2d class sleep.. 
2d class sleep. . 





RAILROAD AGE GAZETTE. 


4 Purchaser. No. Kind. Builder. 
4 Chicago & North Western... 10 Mail & bagg.....Pullman 
2 10 Baggage ....... Pullman 
% 4 Parlor ......... Pullman 
4 2 Observation .... Pullman 
2 2 Bagg. & buffet... Pullman 
: L Dining ......60s Pullman 
Chicago, Mil. & St. Paul. 15 Coach ......... Barney & Smith 
4 Sleeping ....... Barney & Smith 
; 3 Dining .- Pullman 
a 10 Mail & baggage. .Company Shops 
B 8 Baggage .......Company Shops 
5 C., Sts Te Mere Oe. 5 Ue) eee Pullman 
5 Cin., Ham. & Dayton... CARS. ain cccae os Barney & Smith 
: Cin., New Orleans & T. P. 1 Bag. mail & exp.Amer. C. & F. Co. 
3 Clev., Cin., Chic. & St. L. E CRS ccc cscecees Barney & Smith 
; 1 Mail & bagg....Company shops 
Coal Gh Cone: a. 5ic62s.2% 1 Mail & bagg....Company Shops 
Colorade & Southern.... 1 Dining : . Pullman 
Columbia & Puget Sound. S CORE <<. o ccc sies Harlan & Hollgswrth. 
: 1 Pass. & bagg....Harlan & Hollgswrth. 
Copper Queen Cons. Min. 1 Observation . Pullman 
Delaware, Lack. & W’n 15 Suburban ...... Barney & Smith 
CG COME. ° ce ciec u-verse Barney & Smith 
5 Pass. & bagg....Barney & Smith 
PROLMEM © oceans Company Shops 
Duluth, Miss. & North’n. 4 2d class coach...Amer. C. & F. Co. 
2 1st class coach.. Amer. C. & F. Co. 
2 Combination ..Amer. C. & F. Co. 
2 Bagg. & exp....Amer. C. & F. Co. 
Duluth, S. S. & Atlantic. 3 2d class coach...Barney & Smith 
_ 1 1st class coach..Barney & Smith 
é a E Mageaee ... so. +-- Barney & Smith 
Eastern British Columbia 1 1st class coach...Wason Mfg. Co. 
1 2d class e- Mfg. Co. 
ae 1 Bagg. & exp....Wason Mfg. Co. 
Dilan a src aor ees ea 10 Fass. and bagg....Kent Shops 
Ft. Worth « Denver City. 3 Dining ... .. Pullman 
Galy. Har. & San Antonio x Baggage & mail.. Pullman 
Georgia & Florida...... 4) COGGN | ive iccac Hicks L. & C. Works 
1 Pass. & bagg....Hicks L. & C. Works 
: ; ; 1 Pas. bag. & mail.Hicks L. & C. Works 
Gila Val. Globe & Nor.. 1 Baggage & mail.. Pullman 
Grand “EVE 6 6c 6oce ec a0 «58 10 Baggage ....... 
5 1st class coach.. 
Grand Trnnk Pac....... 24 Baggage ....... Rhodes Curry 
18 Ist class coach..Canada Car Co. 
12 Pass. and bagg..Canada Car Co. 
10 2nd class coach..Canada Car Co. 
G6 Pass, and bags. .Canada Car Co. 
6 Mail and exp....,Canada Car Co. 
® Fourist ... 6. Canada Car Co. 
5 Colonist ........ Canada Car Co. 
6 Sleeping ....... Barney & Smith 
Green Bay & Western. 3 Coach ......... Hicks L. & C. Works 
Groveton, Lufkin & Nor.. 2 eee Hicks L. & C. Works 
1 Combination .. Hicks L. & C. Works 
Houston & Tex. Central. ** Coach ......... Pullman 
2 Baggage ‘& mail. Pullman 
Hous. East & West Tex. . *e OU ors 6 aro ars0% Pullman 
Idaho & Wash North’n. +3 Coeak Se a fe Pullman 
71 Bagg. & +p. ... ’ullman 
Illinois Central ....... "14 CORE ko cos mee Pullman 
* one Pullman 


.Company Shops 
..Company Shops 
.. Rhodes Curry 
_Crossen Car 
.Silliker Car Co. 


Bagg ChE eae Preston Car & Coach 
COMEE oikis'ss Seeiec Company Shops 
CORON 6 oon bo oc Hicks L. & C. Works 
Combination . Hicks 

Cage. oa 5 a5.<.6 << Pullman 

Smok, bag. & exp. Pullman 

Gasolene motor.. Sheffield Car Co. 


Business a 

Gasoline motor. 
Bagg & mail. 

Coach 
Baggage 
Bagg. & mail.... 
Ist class saloon. 


..Company Shops 
. McKeen Motor Car 
, Pullman 


Cc ‘company Shops 
Company Shops 
Laconia Car Co. 


.Wason Mfg. Co. 


Mail & bagg....Wason Mfg. Co. 

Mail & bagg.... Amer, €. & FF. Ce. 
Gasolene motor.. Fair banks Morse 

Mail & pass..... Amer. & F. Co. 
Baggage ....... Amer. C. & F. Co. 
Coach ‘Amer. C. & F. Go. 
Olathe. oo os ces Amer. C. & F. Co. 
Baggage ....... Amer. C. & F. Co. 
Pass. & bagg.... Amer. C. & F. Co. 
COsCh occ uses Barney & Smith 


h 
Bagg. & mail.. 
Coach 
Bagg. & mail.... 
Postal 


a 


ey 


. Barney & Smith 


Harlan & Hollsgwrth. 
Company Shops 
Company Shops 


Baggage ....... Company Shops 
Wes no cwras Company Shops 
Motor(mul. unit).Standard Steel 
Trailer .... . Standard Steel 
Non-vest. coach.. Osgood Bradley 
Vest. coach .... Osgood Bradley 
Bagg. &-smok...Osgood Bradley 
Non-vest. smok.. Osgood Bradley 
Vest. smok. ....Osgood Bradley 
Horse & carr’ige. Osgood Bradley 
Bagg. & pass....Osgood Bradley 
Mail & bagg....Osgood Bradley 
Comb. Postal....Osgood Bradley 
Cogan. os bsscces Pullman 

(Mo en enerre Pullman 
Baggage ....... Harlan & Hollgswrth. 


Bagg. & mail.... 


"* (asterisk) indicates steel cars. 
7 (dagger) indicates steel underframe cars. 


Company Shops 


Purchaser. 
Northern Pacific 


Ocean Shore ........... 
Oregon & California.. 


Oregon R, R. & Nay. Co.. 


Oregon Short Line...... 


Pennsylvania 


Phoenix & Eastern 
Pittsburg & Lake Erie. 
Pitts.-Silv. Pk. Gold Mi: ig. 


Rich., Fred. & Potomac.. 
Roscoe, Snyder & Pacific. 


pout 5 a) 9) | ara 


St. Louis Southwestern. . 


Salt Lake & Mercur..... 
San Diego Cuy & East.. 
Sonora Ry. . osc cccciess 
Southern Pacific 


Spokane, Portl’d & Seattle 


Temiskam. & Nor. Ont.. 


Texas & New Orleans... 
Texas Southeastern..... 
Tombigbee Valley 
Union Pacific 


Virginia-Carolina 
Virginian Ry 


Waterloo, Cedar F. 


Western Alleghany....... 


Wisconsin & Northern... 


No. Kind. Builder. 
FE CORED So cise Rides Barney & Smith 
20 Pass. & smok....Barney & Smith 
10 Bagg. & exp..... Barney & Smith 
8 Mail & exp..... Barney & Smith 
Sl i ere Barney & Smith 
14 Bagg. & exp....Amer. C. & F. Co. 
8 Mail & bagg....Amer. C. & F. Co. 
8 Pass. & bagg....Amer. C. & F. Co. 
PiGGGee sy aaa aees Hicks L. & C. Works 
SU COGGN 266 os cwas Pullman 
*2 Baggage _........ Pullman 
ye Pullman 
ih) lO ee Pullman 
*2 Baggage ....2<. Pullman 
3 Dining . Pullman 
°F HASEASE  .6cccs Pullman 
3 Dining . Pullman 
#24 Pass. & bags... ... Pressed Steel 
*4 Bagaace .....<. Pressed Steel 
*3 Bagg. & mail....Pressed Steel 
O2F ‘CORE fe ies cincened Amer. C. & F. Co. 
*§ Baggage .......Amer. C. & F. Co. 
ET COAGW «ccs ees Standard Steel 
2 Bagg. & mail . Pullman 
pe eee Company Shops 
*1 Gasoline motor..MeKeen Motor Car 
2 Postal .Richmond Shops 
See oe eaas « ats Ralston 
1 Pass. & bagg....Ralston 
oe EU as he acne oes Pullman 
i Baggage .....:. Pullman 
TIO Bagedee .. i cecal Amer. C. & F. Co. 
0 ROG" ee Amer. C. & F. Co. 
15 Mail & exp......d Amer. C. & F. Co. 
3 Parlor . Amer. C. & ¥. Ca 
1 Pass. & bagg.. ..Amer. & F.CK 
*1 Gasoline mtr, carMcKeen Motor Car 
2 Bagg. & mail... . Pullman 
*35 Baggage ....... Pullman 
S30) COgGw Sncwaw ace Pullman 
*17 Gasoline motor..MeKeen Motor Car 
#10 Trailers ........MeKeen Motor Car 
BC) Sa ema Pullman 
5 — and —. . Pullman 
5 ass. and smck.. Pullman 
5 Bagg, and smok . Pullman 
ges Pullman 
Se RING a aed accra) Pullman 
SF RODEN ds 26 esa: Pullman 
2 Bagg. & exp..... Preston Car & Coach 
2 Mail & exp.....Preston Car & Coach 
1 Bagg. & mail.... Pullman 
1 Pass. & bagg....South’n Iron & Equip. 
2 Combination .Georgia Car Co. 
10: CHa 6. ccacsse Pullman 
*10 Baggage ....2.% Pullman 
*5 Postal - Pullman 
*5 Postal storage.. - Pullman 
3 Dining ... - Pullman - 
*3 Ganatiee motor. - McKeen Motor Car 
1 Combination .Georgia Car Co. 
S$ Coaches. 2.6%... Barney & Smith 
4 Parlor café..... Barney & Smith 
4 Mail and bagg...Barney & Smith 
2 Baggage .....<- Barney & Smith 
PRI COREIY a dhccs'cs.o% MeGuire-Cummings 
S COMO as ke ceens Hicks L. & C. Works 
1 CORO 6.01 e wares Barney & Smith 


1 Pass. & bagg... 


* (asterisk) indicates steel cars. 


7 (dagger) 


indicates steel underframe cars. 


LOCOMOTIVE EQUIPMENT ORDERED IN 1908. 
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.Barney & Smith 


Purchaser. No. Cylinders. Weight. Type. Builder. 
Adiron. & St. Law.. 1 bs tirana at avalees Baldwin 
Andrews Steel Co..... 1 15x20 ioe |) eee. Davenport 
Atm Arbor... .<..88e 9 22x30 215,000 2-8-0 American 
Archibald Cl. Co.... 1 ; 0-4-2 Davenport 
Ark. Okla. & W..... 1 18x24 110,000 4-6-0 Baldwin 

1 15x20 76,000 2-8-0 Lima 
At) Birm: &.A...... 1 18x24 73,000 4-4-0 Baldwin 
Baker Lbr. Co....... 1 46,000 Geared Heisler 
Haka Wanne Cup... 3... § 622. 4 tne ees Davenport 
Beau. & Gt. Nor.... 1 18x24 110,000 4-6-0 Baldwin 
Beau.-Sar. Transp. Co. 1 17x24 80,000 2-6-0 Baldwin 
Meee. Gules (Bass cccss 15 22x28 184,000 2-8-0 American 

2 20x26 146,500 4-4-0 American 

4 22x28 180,000 0-6-0 Baldwin 

2 24x32 250,400 2-8-0 Baldwin 
Birm, Southern...... 3 22x28 199,000 2-8-0 American 
Boston & Albany..... 8 21x28 163, 000 0-6-0 American 

20 23x32 236,000 2-8-0 American 

12 22x26 234:000 4-6-2 American 
Butler County....... 1 18x24 107,000 2-6-0 Baldwin 
Canadian Pac........ 20 22%4x28 190,000 4-6-0 pean & aa. 

10 221%4x28 192,000 2-8-0 Loco. & Mach 

10 21x28 190,000 4-6-0 Angus Shops _ 

10 21x28 192,000 2-8-0 Angus Shops 

2 2216x28 109,000 0-6-0 Angus Shops 

1 21x28 214,000 4-6-2 Angus Shops 

*1 22x33x26 240,000 0-6-6-0 Angus Shops 
Caro. Clin, & O..... 15 22x32 206,000 2-8-0 Baldwin 

4 20x26 165,000 4-6-0 Baldwin 

*1 2114x33 363,000 2-6-6-2 Baldwin 
Central Pacific...... *2 26x40x30 430,000 Mallet. Baldwin 
Champ. Fibre Co.... 1 62,000 Ge ared. Heisler 
Chicago & Alton.... 10 22x30 224,000 2-8-0 American 

5 23x28 250,200 4- 6-2 American 

5 20x26 144,000 0-6- 0 American 

5 23x28 243,000 4-6-2 Baldwin 
Chicago & Ill. Westn. 1 0-6-0 American 

*(asterisk) indicates compound. 
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Purchaser, 
Chicago & N. W.:... 


Chicago B:.& QO... <> 
Chic. Cin, & Lou... . 
Chicago Junction.... 
Goes OMS ES Boscia a iet 


Chicago Peo. & St. L. 
Chicago River 
Chic:;, BR. I. 
Cc. St. P. M. & O 


Cin. Ham. & Dayton.. 
Colo.-Utah Con. Co.. 
Cuban Am. Sug. Co.. 
Cumner Lumber Co.. 
Del. Lack & Western. 


Denver N, W. & Pac.. 
Denv. & Rio Grande.. 
DiKic: MOR. << cies.cs 
Dominion Coal Co... 
Dugas & LeBlanc.... 
eer « iron R..... 
East. & West, Lbr. Co. 
East. British Col. 
_ E. Jordan & Southern. 
- Fastman-Gardiner Co. 
El Paso Suburban.... 
RE io ies eewioce 
KF “ea Dev. O0.5 2. 
Ft. . & Den. City. 


Fost. & Nor. Trsp. Co. 
Georgia & Florida... 
Gideon & No. Island.. 


Grand Rap. & Ind.. 
3rand Trunk Pacific. . 
Green Bay & West... 
Idaho & Wash, Nor.. 
Intercolonial ........ 


Inter. & Grt. Nor... : 
Towa Central. ..s..00.< 


G. W. 
Isth. 


Irwin & Co.... 
Canal Com..... 
Keeweenaw Central. . 
Kentwood & East.... 
Krajewski-Pesant ... 
Lebanon Mill & Lbr.. 
Lehigh Coal & Nav.. 
Lehigh & Hud. River. 
Lehigh & New Eng... 
A CE 6s Se 


Louis. & Nash...... 
Lynden Lumber Co. 

Cc. C. Margoll & Bro. 
Menom. Bay S. L. Co. 
Mexican Central 


Mexican Southern ... 


Michigan Central... 


Miss. Central 


Mo. Kan. & Tex.... 
Mo. & North Ark.... 
Mo. Okla. & Gulf.... 
Nash, Chat. & St. L.. 
Nepigon Const’n Co.. 
Nevada Northern. 
Newell & Bryant. 

NN. XY. OC) cox 


N. Y. Chicago & St. L. 


ge , OM) ie Oe .....5% 
N. Y. Ont. & Western. 
N 


orthern Pacific..... 


O’Brien & Mullarky. 

Ocean Shore.......<. 
Ozark Land & Lbr.. 
si! SAD 
Pennsylvania 


Pa. Sait Mfg. Co.... 





No. Cylinder. Weight. 
25 21x26 162,500 
15 18x24 121,000 
15 20x26 li 58,000 
*3 21144x33x32 35 55,000 
5 22x28 268,000 
1 20x26 142,500 
75 21x28 206,000 
13 20144x26 178,000 
12 15x25x28 202,000 
70 21x28 206,000 
30 19x26 127,000 
20 xX: 261,000 
*4 202,000 
a2 165,000 
2 20x26 142,500 
35 23x28 217,000 
5 21x26 167,400 
4 21x28 189.700 
3 18x24 121,000 
10 19x26 32,000 
4 
1 
1 8x14 
20 19x24 129,848 
14 21x26 178,000 
8 2214x26 214,000 
5 2014x26 161,000 
2 21x26 176,000 
4 22x2s 218,000 
*1 2014x33x32 335,000 } 
30 
1 16x24 50,000 
1 19x26 122,000 
i. ganz 24,000 
4 22x28 194,000 
2 20x28 184,000 
1 18x24 115,000 
{ 20x26 153,000 
1 
15 2214x26 235,150 
1 15x18 37,000 
5 22x28 195,500 
5 19x26 138,450 
3 20x28 181,300 
1 60,000 
2 19x26 151,000 
1. 33x38 60.000 
1 11x16 40,000 
4 21x28 178,700 
25 20x26 162,000 
1 19x26 133,000 
1 19x26 144,000 
32 21x28 165,800 
3 18x26 123,000 
10 21x28 198,560 
10 20x28 168,700 
6 20x28 150,000 
2 20x26 144,000 
1 12x16 51,000 
10 15x20 80,000 
2 10x16 3,600 
1 19x26 121,100 
1 19x26 135,000 
1 19x26 134,000 
1 12x16 43,000 
1 44,000 
2 22x28 194,110 
12 22x28 180,000 
38 20x26 153,000 
2 78,000 
1 62,000 
1 44,000 
6 21x28 177,000 
6 20x28 183,000 
1 84,000 
1 56,000 
1 29x22 129,000 
*1 214%4x33x32 338,000 
1 17x20 89,600 
1 16x20 86.000 
3 22x26 239,000 
2 22x26 239,000 
= 19x26 135,000 
16 20x28 168,500 
2 18x24 15,000 
1 18x24 120,000 
se 16x27x26 181,400 
3 21x30 191,000 
1 12x18 48,000 
35 22x26 208,000 
21 21x28 163,000 
20 22x28 266,000 
15 23x32 236,000 
12 Electric 230,000 
5 19x28 160,000 
5° 18x24 108,450 
7 19x24 136,500 
14 20x28 173,000 
2 18x28 142,000 
10 22x26 220,000 
3 21x26 180,000 
1 9x14 
2 20x24 156,000 
1 16x22 96,000 
12 20x26 147,500 
8 18%4x26 121,800 
1 2016x26 164,900 
1 22x26 168,600 
1 14x20 
1 16x24 





*(asterisk) indicates compound. 
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RAILROAD 
Type. Builder. 
4-6-0 American 
0-6-0 American 
4-4-2 American 
2-6- 6-2 Baldwin 
2-8-0 Baldwin 
0-6-0 American 
2-6-2 American 
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a ae 
eg toe bob 
=> 
ic) 
= 
=) 


2-6-0 
Geared. 
2-8-0 
2-8-0 
2-8-0 
Geared. 
Geared. 
Geared. 
2-8- 9 
4. 6-2 
Geared. 
Geared. 
2-6-0 
2-6-6-2 

2-8-0 
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woocoeoscoeso 


~ 
oo 


SD ee ee 


PPPPLARARAHDAA 


~ 


ot 


BO bobo 
FSOSokS 
oO 


ei tno 
PRRAD 
roroo 


ee eeeee 


SOnmnweodsrers 
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American 
Baldwin 
Co. Shops 
Co. Shops 
Co. Shops 
Co, Shops 
American 
American 
American 
American 
American 
American 
American 
American 
Baldwin 
Porter 
American 
American 
American 
American 
American 
American 
American 
American 
Baldwin 
Montreal 
Porter 
Baldwin 
Baldwin 
Montreal 
American 
Baldwin 
Davenport 
Baldwin 
American 
American 
American 
American 
Climax 
Baldwin 
Davenport 
Davenport 
American 
Canadian L. 
American 


Baldwin 
Canadian L. 
Canadian L. 
Loco. 
American 
Baldwin 
Baldwin 
Baldwin 
Porter 
Vul, 
Baldwin 
Baldwin 
American 
Baldwin 
Heisler 
Baldwin 
Baldwin 
Baldwin 
Heisler 
Heisler 
Heisler 
Co. Shops 
Co. Shops 
Heisler 
Heisler 
American 
Baldwin 
Baldwin 
American 
Montreal 
American 
American 
American 
American 
Baldwin 
Baldwin 
Baldwin 
Davenport 
American 
Baldwin 
American 
American 
American 
American 
American 
American 
American 
American 


P 


. Westinghouse 


American 
American 
Baldwin 
Baldwin 
Porter 
Baldwin 
Baldwin 
American 
Altoona Shops 
Altoona Shops 
Altoona Shops 
Porter 

Porter 
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& Mach. 


Iron Wks. 


Vou. XLV., No.. 30. 


Purchaser. No. Cylinder. Weight. Type Builder. 
Philippine Rys....... 2 TO0D sos sere Baldwin 
PICK. Seaener se 6... Be” es cease Baldwin 
Pittsburg Coal Co... 1 14x24 70,000 0-4-0 Baldwin 
Pitteburge & l. .....- 5 22526 4-6-0 American 
Pitts. Shaw & Nor.. 6 22x28 196,000 2-8-0 Baldwin 
Porto Rico: Ry8i<. 5% | ae eo Fees east Baldwin 
Prairie & Kings...... 2 40,000 Electric. Baldwin 
Quebec Central...... 2 20x26 144,000 2-6-0 Canadian L. 
moscoe nyse Pace... Bo © ~ Kerei ites Baldwin 
St: Clair Tunnel-Co..... 2 Electric. Westinghouse 
St. Johns Riv. Term.. 1 19x24 127,600 0-6-0 Baldwin 
St. L. Nat'l Stock Yd. 1 124000 0-6-0 American 
St, L, Southwestern.. 10 22x30 193,000 2-8-0 Baldwin 

10 20x28 160,000 2-6-0 Baldwin 
6 20x26 168,000 4-4-2 Baldwin 
5 19x26 155,000 2-6-0 Baldwin 
San Ant. & Ar. Pass. 3 18x24 100,000 4-4-0 Baldwin 
1 18x26 142,000 4-6-0 Baldwin 
Shreveport H. & G... 1 15x22 79,450 2-6-0 Baldwin 
So. Pine Timber Co.. 1 60,000 Geared. Heisler 
Span. Am. Iron Co... 2 18x24 100,000 0-6-0 Baldwin 
2 9x14 20,000 0-4-0 Baldwin 
Tionesta Valley...... 2 Climax. Climax 
Trexiy Rush Co... .<+ a 74,000 Geared. Heisler 
mien Re Weiss eas 6 20x26 149,000 0-6-0 American 
4 24x32 250,300 2-8-0 Baldwin 
Virginia Carolina 1 18x24 109,000 2-8-0 Baldwin 
Virginian Ry... . <2: 12 24x32 269,000 2-4-2 Baldwin 
*4 22x34x30 325,000 2-6-6-0 American 
3 22x28 185,000 0-8-0 American 
1 20x24 136,000 2-8-0 American 
Western Maryland... 10 22x30 200,000 2-8-0 Baldwin 
3 21x26 140,000 Switch. Baldwin. 
Western of Havana... 1 17x24 96,606 4-4-0 Baldwin 
1 20x24 124,000 0-8-0 Baldwin 
West, Wash. Log. Co. 2 15x22 86,000 2-6-2 Baldwin 
Weirton mreelCO.. 5 Ee ats Baldwin 
Winton-Dear Co..... 4 11x16 mertene Porter 
Woodinville Lmbr. Co. 1 78,000 Geared. Heisler 
Woodward Iron Co.. 1 16x24 111,000 2-6- Baldwin 
Yellowstone Park..... 1 15x18 127,000 Shay. Lima 


*(asterisk) indicates compound. 





DIVIDEND CHANGES AND NEW RAILWAY CAPITAL IN 
1908. 


In the accompanying tables showing dividend changes and 
new railway capital during 1908, the figures are as nearly 
accurate as it is possible to get them, but are not given as 


“exact statements, since companies operating small roads may 


have made no statement of a dividend change and large roads 
may have made indefinite statements. This uncertainty is 
necessarily found also in the table showing the new securities 
issued or sold during the year. It is wholly impossible to 
give a detailed correct statement of the issue of new securi- 
ties. For instance, a road may have sold a certain block of 
securities to its bankers, and announcement may have been 
been made of this fact, and later the bankers may have 
showed a preference for some other security, more readily 
uegotiable under the conditions prevailing at just that time, 
so that one set of securities would be substituted for another. 
Again, a road may have sold securities to its bankers and the 
bankers may have made no public offering, so that the tran- 
saction may not be made public until the publication of the 
annual report of the railway company. Even more difficult 
is the problem of getting accurate figures for the amount of 
refunding which has done. It is obvious that a road may 
have sold securities, put the money in the bank, and months 
later used it for refunding purposes, and there seems no way 
in which such a transaction would be likely to be made 
public. 


However, the accompanying table, taken as a whole, does, 


show the new capital invested in railways. Issues amounting 
to less than $500,000 have been disregarded in compiling the 
table, and street and electric railways are not included. No 
attempt has been made to show the conversion of notes into 
bonds or bonds into stock; that is, a convertible issue is 
shown as if no one of the holders had desired to convert his 
holdings. 

In the early part of the calendar year, owing to general 
business conditions, lack of confidence, bitter attacks on rail- 
ways and financial credit, and uncertainty as to the power 
of politically appointed state commissions to confiscate rail- 
way property, only such companies as found it absolutely 
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Dividend Changes in 1908. 


Amourt Present Amount 
Name of company. paid annual Paid paid 
in 1908. rate. or declared. in 1907. 

Alberta Ry. & Irrigation.... 1 4 November 0 
Atch., Top. & Santa Fe com. 5 5 June 1 6 
At. Cst Line of Conn., stock. 8 8 March 10 
Atlantic Coast Line com... 5 5 July 6 
Boston & Maine com........ 6% 6 eptember 3 7 
Buff., Roch. & Pitts. com... 4% 4 August 15 514 
Chicago & Alton com....... f ie August 15 0 

Do., cum. & part. prior lien 5? 4 August 15 4 
Cleve., Cin., Chic. & St. L... 1 are March 4 
Cleve... Lorain & Wheeling. . 21438 aa March ry 
Colorado & Southern ...... 2 2 November 13 0 
Cornwall & Lebanon stock.. 7 6 August 1 8 
Detroit & Toledo Shore Line. 4 4 July 0 
Bipie *: VRE Wee 66.6 ne-cacticwee . None Af April Z 

DOsy (SO ess: sisie ccaec Mercieine None ee April Z 
Grand Trunk, 1st and 2d pf. 21% a ‘April 5 
Green Bay & West’n deb B.. w% Y% February 0 
Gulf & Ship Island......... 2 4 July> 4 
Huntingdon & Broad Top ‘ 3% ma July 7 
Keokuk & Des Moines pf.. 1% Be August 1 0 
Lake Erie & Western pf.. oe January 3 
Lk, Sh. & Mich South. stock. 148 22 January 12 
Louisville & Nashvle stock. 6447 5 August 6 
Michigan Central.......... 86 6 January 6 
Minn., St. P. & S. S. M. com 6 6 Apr. and Oct. 4 
Missouri Pacifie stock. 2% ea January D 
Nash., Chatt. & St. L. stock. 5% 5 August 6 
New Brunswick Railway ... ..? oe June 30 4 
N. Y. Cent. & H. R. stock... 54 5 Apr., Aug., Nov. 6 
~— & Western......... 4 4 June dD 
N. Y., Chic. & St. L. 2d pf.. E 5 March 4 
Northern Pacific com.. ve 2826 7 November 7 
Oregon Ry. & Navigation. + to + February 4 
Pennsylvania Company stock 6 6 June, Dec. a 
Pennsylvania stock 6 May, Nov. 7 
Peoria & Bureau Valley R.R. 913 8 February 8 
Texas Central com .... . None ror June 5 
West Jersey & Seashore com 4 4 Mar., Sept. 6 


1In January 3 per cent. was paid in A. C. L. 4 per cent. certificates 
of indebtedness, and in July 214 per cent. was paid in cash. 
2 An extra dividend of 1 per cent. was declared in August. 
8 This is an initial dividend and no period for which it is declared is 
mentioned. 
4The New York Public Service Commission, Second District, denied 
the application to issue scrip due 1917 for the 2 per cent. dividend de- 
clared in October, 1907, on the first preferred stock, and the 2 per cent. 
declared on the 2d preferred stock to holders orf record October 10, 
1907, and 2 per cent. to holders on April 10, 1908. 
5 In October the dividend was deferred. 
* Includes extra 2 per cent. dividend paid in January 
7 An extra dividend of 1 per cent., payable in the stock of the Louls- 
ville Property Co., a subsidiary, was declared in February. 
* Paid in stock. 
* The company, whose road is under lease by the Canadian Pacific, 1s 
said to have declared a reduced dividend, the rate not being made 
public. 
10 An extra dividend of $11.26 per share was declared from the earn- 
ings of the Northwestern Improvement Co., a subsidiary. 
11 An extra dividend of 75 per cent. was declared in February. 
12 An extra dividend of 1 i cent, was declared in F wabanid 


necessary, or had the very best of securities and credit, sold 
securities. The turning point came in April with the issue 
of $40,000,000 consolidated mortgage 4 per cent. bonds by 
the Pennsylvania. The bonds were offered to the public by 
one of the strongest combinations of foreign and American 
banking houses that has ever underwritten American railway 
securities. The offering price was 96, and it is said that the 
bonds were more than 20 times over-subscribed. From 
April 1 the improvement in the bond market was steady, 
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but the investing public were discriminating. Only the very 
best of securities were readily salable, but these at prices 
that were attractive to the railways as compared with the 
prices they had obtained in the early half of 1908 and the 
last half of 1907. 

The sale, by the Union Pacific, of $50,000,000 first lien and 
refunding mortgage 4 per cent. bonds; by the Atchison, To- 
peka & Santa Fe of $17,000,000 transcontinental short line 
first mortgage 4 per cent. bonds; and by the Illinois Central 
of $20,000,000 refunding 4 per cent. bonds, shows the class 
of security that the railway companies offered. This was by 
the companies that had such securities to offer. The roads 
whose credit was not so good found it necessary, as in 1907, 
to issue short term notes at high rates of interest, generally 
redeemable at from par to 105, or convertible into bonds 
deposited as security. 

The discrimination shown by the investing public, and the 
low rate of interest on call money showing the abundance 
of capital seeking investment, is one of the most encouraging 
features of the railway outlook. There will be very large 
capital requirements during the next year or two, and the 
possibility of securing this capital will depend largely on the 
ability of the railways to educate the people up to appreciate 
the benefits that will accrue, not only to railway security 
holders, but to the public in general, by the expenditure of 
this new capital. 

The table showing dividend changes is remarkable only 
in that it conforms so closely with what might have been 
expected. Fifteen of the roads decreased their annual rate, 
and six others omitted or deferred dividend payments. The 
companies decreasing their annual rate included such stand- 
ard railways as the Pennsylvania, New York Central & Hud- 
son River and Louisville & Nashville. Of course in all of 
these cases the necessity for reduction in dividend rate was 
not compelling. The course pursued by the companies was 
one rather of conservatism than of necessity. The New York 
Central & Hudson River, however, not only reduced its divi- 
dend, but found it convenient to declare an extra dividend 
on its two subsidiaries, the Lake Shore & Michigan Southern 
and the Michigan Central, to enable it to pay its own re- 
duced dividend. The extra dividend of 2 per cent. declared 
on the Michigan Central and the Lake Shore & Michigan 
Southern stock was paid only in the worst time of business 
depression, that is, in the first few months of the year, and 
the New York Central & Hudson River did not deem it neces- 
sary to have its subsidiaries make any extra dividend declara- 
tion in the last half of the year, the regular dividend having 
been declared on both the Lake Shore and the Michigan C_n- 
tral in the last dividend period of the year. The only im- 
portant roads declaring an initial dividend were the Chicago 
& Alton and the Colorado & Southern. 





New RAILWAY CAPITAL IN 1908. 


Amount issued Amount of 


listed or sold refunding 
Name of Road. Kind of security. during 1/08. covered. Issued, listed or sold. 
Atchison, Topeka & Santa Fe...........- Transcontinental Short Line first mortgage, 
ie, 4 per cent. bonds, 1908-1958............ $17,000,000 ~——i. August 
- oe > pA eer ae General mortgage, 4 per cent. bonds of 1895- 
NIU «: a4 Ka Riera ocacdiata Shale a ot dig eee dee walaseleta 3. OM) | April 
a “ ae ann wielaien wt Eastern Oklahoma division, Ist mort. 4 per 
cent. bonds of SI a ncaa 3, 475, Mi © ete April 
First mort. 4 per cent. bonds of 1903-1928. OPM (| a vkiene 8 larciena aa Wraraata 
Atlantic ‘Coast: Dilties s.5 <6 esc canes eens 4 e cent. certificates of indebtedness of 
DOs ciccc nuance Raa taut aan re cats Pas Ch 7 i Ce oe a nae ee eT 
Baltimore & Oe. OE er re , One year 5 per cent. notes......... 6,000,000 ...... February 
Mae ge Sh avenak tle: ch aieeb eet raha eiota Prior lien 314 per cent. bonds of 1898- 1925. SOOROCO 8 ke de ee July 
eS We Fic e-ciarersie aie eae ae eae ove, BiEet a 4 per cent. bonds of 1898- 
RUS 6 ca velcmisee vadeeenceddtwenseceee 4O14.000 «ss -dkiewees July 
“ Wha Ne Abas diana Coenen aetna e Southwesigrs division 3% per cent. bonds of 
BRUG- Ree cu wise sce edule eisiecieg eedeediee pO ee July 
“ se Ee Cer ere One pint 5 per CON TONG. ccvndeesseceas SGCRGOG lv dcns March 
Boston © Albany........csccccccseerses Bonds (not mortgage)? 4 per cent. of 1908- 
p> ry ery are re er ae (PAO | Snr err April 
Boston &. BOW 2 seis cantccecowwe Smewae One year 6 per cent. notes. ......cccesece io | ee eee January 
Bowtom.&. Maines ......csecencvndsa stances One year 6 per cent, notes?............6. 3,000,000 $3,000,000 January 
“ SP le eletska acoittecgie waa w aisle ae .. Six-months’ 31% per cent, notes.......... 7,300,000 8,000,000 September 
Buffalo, Rochester & Pittsburgh......... Consolidated mortgage 41% per cent. bonds 
RIGO QGG keene February 


Of 1907-1957... cccwecse 
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Name of Road. 
CR TOUEPTT ois 0 bossa ediaisew sieeve 
ee erro 
Carolina, Clinchfield & Ohio............ 
REMERON ENING os aaa i so kw chs wre vw Wore dorw 
eee To Ce ao) [a er a ae ee 
Chicago & ESSA BARRIS RE 
Chicago & Eastern Illinois ew aeatata ew 
Chicago & Western Indiana............. 
Chicago, Burlington & Quincy........... 
Chicago, Cincinnati & Louisville........ 
Chicago, Indiana & Southern............ 
Chicago, Joliet & Kansas City........... 
Chicago, Milwaukee & Gary........----- 
Chicago, Rock Island & Pacific.......... 
Chicago, St. Paul, Minneapolis & Omaha.. 
Chihuahua & Pacific. .......-e+--seeees 
Cincinnati, Hamilton & Dayton......... 


Cincinnati, New Orleans & Texas Pacific. . 


Cleveland & Pittsburgh.........++++++5 


Colorado & Southern........--..-+-++20% 


Delaware @ TIMASKON: ....6 oss icc ows ssivaces 


Denver & Rio: Grande. 2.0.5.6 6 60s occwsess 


“ “ 


ble 6» 2 Ob 6.8.6 8 8088 8 216 ern be ore eee 


Georgia Railway & Banking Co......... 
re a Oo ga | ne So 


“ “ 


“ee “ 


STUN A 8 ose loise cose ww ow 1a Waa eNe era Oe 
Great Northern 


Gall BoB TaA NG sooo es es sie wie weaves wie 


PUTCO CE Gl se | nen aes 


Iowa Central 


eeeeee 


ge TT ee a a eerie mee Deo eres a I 


Toouisville: & Nashville... 6.0 oisccwreweiews 


Mexican Central 
Marie. 


Minneapolis, St. Paul & Sault Ste. 


Missourl; Hansas & Texas... ..6..0s05s 


UGE EN SR CMORENNY 5.555 nice 6:5) Xe wie d.0 6 wie wines 

= ll, ee RP Be Ne SPOR ey ee NS 
BERG HE PIII od x inka iwlde cao skiers 
National Railways of Mexico.4a.......... 
New Orleans & Great Northern.......... 
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Kind of security. 


First mortgage 6 per cent. bonds of 1908- 
19135 op ioc ancpasha staal te bagel w Tali nie oeterw sell oxere peace 


First -p BTS 4 per cent. aes bonds 
MI stn bendencinetescn ey 


First consolidated mortgage 5 per a 
DONGS: OF TSBO19SO oie oc 0510 oe sicareieve . 

6 per cent. notes of 1908-1910............ 

Equipment 4% per cent. bonds due semi- 
WEREIIESINLY ~ so:ss To seite is iosplis re-do iets: ake/ oie 19 ie. sishe uw iel eels 


Equipment trust 5 per cent., series G... 

Refunding and improvement 4 per cent. 
BORGES OL “TOOB-FRDB soe. s is oihi0i5, 80 oe vere aas 

Consolidated mortgage 4 per cent. bonds | 
OU ROS LOD wo viene soa otelix wie sew (aler cine) ey era iacecetaners 


wer mortgage 4 per cent. bonds, 1908- 
DBS oo ndos artis ME eee eee oreo 


wea 6 per cent. certificates of 1908- 


MUA: 12-5 oteslepee ie lee ieee elS 9 Nee eles ey isis oie 
Petcare mortgage 4 per cent. bonds* 
Ol Ra IN i 50 ies oie wis pele se isialaletaes 
DADO AOCIIE POND oss so's's eas os Ze, 3.0 endo eee 
First mortgage 5 per cent. bonds of 1908- 


Ch) AR OS ree Se ome 
First and se mortgage 4 per cent. 
et ger! ge LU SS ae es ree 
Collateral trust, 6 oa cent., 1-year notes®. 
Mortgage, 6 per cent. bonds of 1880-1930.. 
bonds of 1905- 


First mortgage, 5 per cent. 
MOD sale cote sia lots lave teueieis weste'pe'e oicte.o tele toate 
Purchase money, 4 per cert. notes, Jan. 1, 
1908-TJuly 1, VOUS. 2.0 csv ccc ec ccwe css» 
5 per cent. cumulative preferred stock with- 
UG) VOUS IO WOR 65551 625,61 5131079 no eevee waceee. ce 


Special betterment stock, guaranteed 4 per 
cent 


Refunding and extension 4% per cent. 
WROTE AR TOMS ose cceais oe sceiehevaceletexare.ereexe 
First and refunding mortgage, 4 per cent. 
BONES AO me Rois wis Sricaiele-o. 0:0 oiaieres'ss0.s eters 
Convertible 6 per cent. notes of 1908- 
ADS d.. SAP A eb eis 6 te laid ae 4Ye alas 6.6) stele le etalecavalstons 
First consolidated, 4 per cent., mortgage 
DOGS OF TOO GO ore 6 o:15.5 wineiagers aes he's 
CT IANS AMOIRIER 6. 5. cusa sla heave & + asia lsia! ais ersyeceusts 
6 per cent. bonds of 1908- 


Collateral trust 6 
_ 1911 


Preferred 5 per cent. rental)...:., <<<: s:6:5:6.000% 

One year 6 per cent. notes...............- 

4% per cent. bonds, not mortgage, of 1908- 
192! 


DOO 0 0 0. 8 6166 66:16) 6 08 6 OU .6.6 66:0 8 C10 © 6 6% © 


Debenture 4 ner cent. bonds of 190T- = 
Guaranteed 4 per cent. debenture stock. 


Mortgage 4 per cent, bonds, Series B, * of 
POW EI Faia c ia Sale eisieia ete ais eiele sia ieuerard ores 
Mortgage 4 per cent, bonds, Series A 
Prairie Section of 1905-1955.® ......... 
Lake Superior division 4 per cent. first 
mortgage bonds of 1905-1955.9.......... 
APRRPRICCRE BOOCKS. ooc5 rie 4.4 500s 059 6 8 8e15 35 510.00%5 


East. of Minn., North. Division, 4 per cent. 
DONGS Ol FBOS BAGS ios. 5 ose ole) a:o010s0 o.aie oars 


ed 


Ce 


the mortgage 4 per cent bonds of 
1901-1951 


Kansas City, Fort Seott & Gulf, first mort- 
gage 5 per cent. bonds of 1908-1911?°.. 
Refunding mortgage 4 per cent bonds of 
1901-1936 


General consolidated mortgage 4 per cent. 
bonds of 1903-200: 

Equip. trust 4%4 per cent. bonds J. of 1907. 

Lehigh & Lake Erie first mortgage 4% per 
cent. bonds of 1907-1957... .....2sse0% 

vata guaranteed betterment 4 per cent. 
BR casio tate tate rai ous tetera celine ee oe Ge aon ete sce 


ee 


| 


i 


Priority 5 per cent. bonds of 1889-1939.... 
First consolidated mortgage guaranteed 4 
per cent. bonds of 1888-1938.......... 
First and refunding mortgage 4 per cent. 
DONGSOF THOT DIOS os ase s 6.60.6 Sia) ore 90.0100 
Mortgage 4 per cent. bonds of 1905-1945.. 
Collateral Trust convertible 6 per cent. 
NOLCE: OF DIOR TIE oo ose. 656.16: a 4, 0650s sere 
Kan. & Colo. Pac. first ref. mort. bonds of 


POO Ae ain is 8 es Wise te he iste scare, ous a\eieurs 
First mortgage 5 per cent. notes of 1908- 
1911 


Gasman general mortgage 4 per cent. 
bonds OF BOOT. oe. o8'o.0:5 Sela. ase alee oie 
First mortgage 5 per cent, bonds, 1905- 


1955 


Amount issued 
listed or sold 


Amount of 
refunding 


during 1908. covered. 


$14,000,000 
4,866,666 
10,000,000 


2,500,000 
18,085,000 


2,000,000 
2,500,000 


2,000,000 
2,232,000 


1,210,000 


1,219,000 
12,271,000 


16,000,000 
1,000,000 


5,150,000 
15,000,000 


5,500,000 
13,116,000+a 
6,000,000 
992,000 
700,000 


11,558,000, 


$14,000,000 


2,000,000 
1,200,000 


eee eee 


8,116,000 
6,000.000 


11,558,000 
DOODOO  ——visisconere 

529,450 
3,429,246 


150,000 


13,309,000 
10,000,000 


508.400 
1,800,0007 


5,500,000 


12,080,240 
1,330,000 


700,000 
500,000 


2,400,000 


2,000,000 


1,000,000 
£1,000,000 


£1,354,000 
£454,000 


£200,000 
£1,000,000 


$2,562,000 
1,000,000 


4,700,000 


20,000,000 
14,256,000 


750,000 


2,056,300 2,056,300 


1,400,000 


1,000,000 
4,500,000 


1,000,000 
3,197,850 
3,914,000 
2,111,000 
1,680,000 


818.000 
8,000,000 


6,000,000 
7,794,00012 
600,000 


6,000,000 


ee eeee 


16,000,000 
9,200,000 


668,000 
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Issued, listed or sold. 


August 


January 
July 


July 
April 


November 
May 


April 


May 
December, 


June 
May 


April 
May 


April 
October 


April 
March 


ee ? 


October 


July 
August 


January 


April 


July 
February 


March 
March 


March 
February 


February 


November 
May 


June 


ee ee 
eee ee ewww wee 
re 
ey 


ee ed 


October 


April 
May 


February 
February 
April 
April 




















am wiht 
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Name of Road. 


Kind of security. 
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Amount of 
refunding 
covered. 


Amount issued 
listed or sold 


during 1908. Issued, listed or sold. 


New York Central & Hudson River...... 4 per cent. debenture bonds of 1904-1934.. $13,000,000 eu eaiaie May 
“ ° “ ie anche Refunding (now tirst) mortgage, 344 per , 
cent. Bonds OF TSOt-1OWia.. . oe icc << cs 4.000.000 ...... April 
New York, Chicago & St. Louis......... 4 per cent. debentures of 1906-1931...... 2.000.000 ...... June 
New York, New Haven & Hartford...... Boston & New York Air Line, new mortgage, 
4 per cent. bonds of 1905-1955........ 2,702,000 
“ a “ eee Harlem River & Vortchester first mortgage 
4 per cent. bonds of 1904-1954.......... 3,942,000 $,541,000 May 
“ “ = ..-+.+ Refunding mortgage 4 per cent. bonds of : 
New itaven & North Hampton of 1906- 
PSROIAM) ou cxg arrests atte arco oriw's <0 ac ecial ein ta oat Gra ae POG SRG te an Sia SS Shans Ceara 
“ oe “ Oe clereaneierae aVOCREr GERCMLURES | .4 <6 oc ck mao diocese 2,000,000 
‘ s ot Te wareioheera 3% per cent. debentures of 1904-1954...... SSS OOO jj  éé#$$sewseue cee 
“ : as Convertible 6 per cent. debentures of 1908- 
ET 686 alge side Wea ate SS ISeh BSH ete de eran eh ato ae GEO) i tawsicna> Rveuceweces 
“ “ “ o a ase RMON ilar oO So SG) te" oles ON wr cure dh Wag SOI Tea SHANG, Mags Andere cee 
Norfclk & Western. <2. ccencescces ++. Secured 5 per cent. notes of 1908-1910.... G.500000 i cicvex April 
Oregon Short Line. ....2.-2<..cccesse Utah & Northern Railway first mortgage 
+ per cent. bonds of 19U08-1983!3........ 4,993,000 4,995,000 June 
PenBOVERRRID ...d.c ceed cins oer a mewmees Consolidated mortgage 4 per cent. bonds of 
i FUE BRS ox cig des wvarenin acre OW emacla ses 40,000,000 ...... April 
SRL of al bh kc utacMonenore a cugienee a alg Morarehepe ere Penn. Steel Freight Car Trust 4 per cent 
bonds: of 1905-19090, 19985... 2... cc856000. Seen RS Na De 
Oe eer re er er eeeeeee Penn. General Freight Equipment Trust 4 
per cent, bonds ot 1906-1908, 1916...... CROs ractuen’e  — Jaglaniteweaacs 
Pere Marquette .....--.eseescrcceceecss G per cent, notes. Series A & B of Mareh 
; POUS= EIU, EOE ns osc ene ccs one cen cies 2,600,000 2,600,000 February 
Philadelphia, Baltimore & Washington.... Serial 4 per cent. bonds (not mortgage) of 
January 1, 1909-1915, 1924... 2.25.26. 2: Bt) ) |.) December 
Philippine Railway .......-++-seeeeeees First Inortgage 4 per cent. bonds of 1907- 
. 5 NDR hin sere, dra A eelarce wa she xe aan te ars PB) ee March 
Pittsburgh, Cincinnati, Chicago & St. Louis Consolidated mortgage 4 per cent. bonds, 
meries: ‘G. Of ISOT-1950°°.. 0. cseeewcewes 6.000.000 x... June 
Pittsburgh, Fort Wayne & Chicago...... Special improvement guaranteed stock!*... SGESLGOO cseess July 
Pittsburgh & Lake Erie............+++-- SIRUIGUEES © 5.c. Wane everacac avava civ ele atte Gin eR ae es 5.000000 = .ccces November 
Vittsburgh, Youngstown & Ashtabula..... First general mortgage 4 per cent. bonds, 
Seples -%. Of EOQGIO4SS. ... oe coco 2,000,000 1,500,000 June 
Portland & Ogdensburg.......-+-+-++++- - First mortgage 44. per cent. bonds of 1908- 
EMT (oisiels wane or elouescinstraln eiweiuin emake «3 2.119.000 2,119,000 May 
Reading Company .....-.-.--eeeeeeeceee General mortgage 4 per cent. bonds, 1897- 
RORREE io: '5'5 bad nui peaceieitrnl care erat d, ai al a aleatar a <a ge | | re August 
St. Louis, Iron Mountain & Southern.... River and Gulf divisions first mortgage 4 
percent: bonds; 1903-1953 ...... <<. cccsewes SEROG lw alewes July 
St: Louis &-San Francisco.............- Equipment 6 per cent. notes of 1908-1918... 669,000 Srrasaus January 
“ Cr | eee asters ead aie ees Refunding 4 per cent. bonds of 1901-1951.. 1,006,000 6.000 May 
$s Cee tad tate ccaiedrater ker orerata General lien 5 per cent. bonds of 1907-1927 19,720,000 December 
St. Paul & Des Moines..........-.-.-- Kirst and refunding mortgage 4% per cent. 
bende I9UG- 19356... cc iccuvasrcaioetavas BORG > 8 = * stxeeiaen Wadownitoednse 
NE aye ce ater al ole pia anec aioe Des Moines, Iowa Falls & Northern first 
mortgage 5 per cent. bonds of 1901-1951. BPO) | nr re err yr 
Séahoard: Ali Pane re accire crceies Monee Receivers’ certificates 6 per cent., 1908-1911 5 | ee June 
Bs - So WERE Parra rat wipe rt Receivers’ certificates 5 per cent., Series C.. re | er December 
Southern Indiana .........---ecscereees RGCOIVERH COFEMICRIER <q 6) 50:6 55.00 oak reece Gaaseee 0 kaeaws November 
Southern Pacific .......cceeecccnevcces lirst refunding mortgage 4 per cent, bonds 
OE” ROE. occ notin dee bleceie a uawa wee 14,000;000 = scsee. October 
Southern Railway <2... .66cc ccs se Convertible 6 per cent. notes of 1908-1911.. 15,000,000 3,000,000 June 
Tampa Northern .....-..s0+cccccccwces first mortgage 5 per cent. bonds of 1908- 
BOGE tec oa. cic viae sed ee ee aamemaeead ee wwe pee 2) | a July 
DPidoura teri ©. i.cccsccisi<.= visions cree wears everanos Tirst lien 5-year 6 per cent. notes guaran- 
teed by H. H. Rogers, of 1908-1913.... 17,000,000 10,000,000 May 
Union Pacthe: 20 ..ocsc ee ks ccccsacece First lien and refunding mortgage 4 per 
cent, hounds: of IR0S-2008. .....ccc cece emcee 50,000,000 ..ese- June 
Were lia oie o's Nieves e ela eincelecis os ace sre alee Consolidated mortgage 4 per cent. bonds of 
39Q¢-195%.. Series Bin. cccess ere rire S:000;000 == ncewes June 
Virginian Railway .......--2-seeeeeees ROOM . i a.90 % 430 pi Sahay alee Siaiee ein ah tease e aie SSOGOM © Smawes November 
ss “ Salted vie ease cranscee First lien equipment 5 per cent. notes, due 
SCMIGUY DOUG LOE 65 6c wens weet sna na a 3,700,000 November 
Virginia & South Western........--..+-- First consolidated mortgage 5 per cent. 
bonds of 1908-1958. ... cece. aaaraaed ‘ 4,000,000 cccsecc May 
WDE se ala a aka eca al ie aleveteiacatamae Iirst refunding and extension mortgage 4 
per cent. bonds of 1906-1956............ S445 000 saeecic August , 
Western. Pacifiers jo. 005 eee ows aa ea eres Second mortgage 5 per cent. sinking fund 
Homds Of FGCS 20a se occ nse eaewawaces ae 20,000,000" wae erat July 
Wisconsin. Cemtral oc. sc = 6 sessed cere First general mortgage 4 per cent. bonds of 
ERRORS 64 he o4s aw wale wumne eames Aiete FOROS akSGRe 0S anierecinedc 


ITudson River. 

2This issue extends a like amount of notes matured in January, 
February and March, 190s. 

8First mortgage 5 per cent. bonds of 1878 
were extended at 6 per cent. 

4The bonds are guaranteed principal and interest by the Lake 
Ruere & Michigan Southern. ‘aOft this amount $7,782,000 have been 
isted. 


5Extends a like amount of 4% per cent. notes. 
SJanuary 1, 1908, there were $11,558,000 refund 4 per cent. bonds 


of 1904 outstanding and the notes here mentioned were offered in 
exchange, dollar for dollar. By July over 88 per cent. of the bonds 
had been exchanged for notes. 


‘Reported as sold. . , ; 
8Part of the amount shown as issued were delivered later in the 


year. 
*Guaranteed principal and interest by the Grand Trunk. 
1990ld 7 per cent. bonds of the Kansas City, Fort Seott & Gulf 
were extended, the mortgage remaining the same. 
11Convertible into Kansas & Colorado Pacific first refunding 


mortgage bonds. 


January 1, 1908, 





12There are also 11,513,000 bonds deposited as security for the 
convertible six notes of the M. P. i : 

129 These are the only strictly new:capital issued and sold, and of 
these $6,000,000 of the prior liens and $2,450,000 of the general mort- 
gages were issued to the Mexican government, and $10,000,000 of the 
prior liens and $6,750,000 of the general mortgages were sold for cask. 
For the exchange of securities for securities of the roads merged, it is 
necessary to refer to the merger plan—Railroad Gazette, April 10, page 
526, and April 17, page 560. 

13Extending 7 per cent. bonds due July 1, 1908. 

14T,e mortgage securing these bonds is dated 1873. 

15Principal and interest guaranteed by the Pennsylvania Company. 

16This stock is issued to the Pennsylvania for improvements made 
from time to time. 

17Offered to stockholders at par to the extent of 50 per cent. of 
their holdings. 

i8Guaranteed principal and interest by the Maine Central. 

wThe amount issued is uncertain since the agreement of sale 
to the Denver & Rio Grande provides that the Denver & Rio Grande 
is to. buy enough of these bonds to enable the completion of the 


Western Pacific. 
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MILEAGE OF RAILWAYS BLOCK SIGNALED. 


The table showing railroads worked by the block system, 
given herewith, in the usual form, contains only one more 
name than the record of a year ago; and, as a consequence of 
the severely diminished incomes of most companies, the in- 
crease in mileage signaled is not large; but even so the total 
in the United States has now risen above sixty thousand miles 
of line, and the increase during the past year has been greater 
in the automatic than the non-automatic column. A few com- 
panies, indicated by a dagger (7), did not respond to our 
inquiry in season for this issue and for them the figures of 
one year ago are used. Some of the differences between this 
year and last are explained below; other comments will be 
found in the editorial column. 


Baltimore & Ohio Southwestern.—This company expects to 
equip 25 miles of its line with automatic block signals during 
the coming year. Also, in compliance with a law of the state 
of Indiana which goes into effect on July 1, next, all lines in 
that state amounting to 220 miles, will be operated under the 
space interval, the ea block system being used except 
on those lines which have automatics. 

Bessemer & Lake Erie.—Block signaled mene includes 6.3 
miles used for freight only. 

Boston & Maine.—The 305.8 miles of road equipped with 
antomatic block signals includes 24.7 miles, of which only one 
of the two tracks is equipped. This is counted as 12.3 miles 
of double track. The 22.2 miles non-automatic includes the 
other track of this section, which is counted as 10.9 miles. 

Buffalo, Rochester & Pittsburgh—On this road the space 
interval is used only for the protection of passenger trains, 

Chesapeake & Ohio.—This road appears in the automatic 
columns for the first time. The total block-signal mileage of 
the road is greaier than the total length of passenger lines 
operated, as shown in column 10, by 65.7 miles, which con- 
sists of lines used for freight trains only. 

Chicago & Alton.—On this road 19.2 miles single-track 
formerly included in the automatic block signal mileage, is 
now worked by a controlled manual system, and the automatic 
signals have been taken down. 

Chicago, Milwaukee & St. Paul.—The Pacific Coast extension 
of this road consists of new road, practically all built within 
the past year. 

Chicago & Western Indiana.—This road has installed auto- 
matie signals on 10.8 miles formerly reported as worked by 
manual signals. 
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Deiaware & Hudson.—One of the branches of this road, 13.6 
miles long, formerly single-track, has been made double-track. 
The old track is equipped with automatic block signals, and 
the new one will be so equipped within the next year. 

Delaware, Lackawanna & Western.—This road shows an in- 
crease of 28.6 miles equipped with automatic block signals— 
13.3 miles single track and 15.3 double track. The mileage 
operated by the company has increased 79 miles. 

Erie.—The increase of signal miieage on this line represents 
mostly new pieces of railway which have been completed 
within the past year. 

Illinois Central.—The total mileage reported for this road 
is official, but there may be slight errors in the division of the 
total between single-track and double-track. The total includes 
15 or more very short pieces of road equipped with automatic 
block signals. 

Iowa Centrai.—The decrease shown for this year is accounted 
for by the fact that last year there was included certain mile- 
age over which the Iowa Central trains run, but which is 
not owned by that company. 

Lehigh Valley.—This company has a large mileage used by 
freight trains, but equipped with automatic signals. 

Michigan Central.—On most of those lines of this company 
where the manual block system is prescribed it is used for 
passenger trains only. 

Norfolk & Western.—On tais line 10.7 miles of double-track 
is counted as 5.4 miles, only one of the two tracks being sig- 
naled. The 26 miles entered against this road in a separate 
item is worked by the controlled manual system, but it is to be 
equipped with automatic block signals. 

Pere Marquette.—On this line 29.3 miles reported last year 
as worked by the telegraph block system does not appear - 
the report this year. 

Wabash.—The decrease of 12.4 miles in the length of road 
equipped with automatic block signals is due to an error made 
last year by which certain lines of the Terminal Railroad 
Association of St. Louis were included. 

Other facts concerning methods of signaling, modification of 
protection on single track, the closing of block-signal sta- 
tions a part of the time are assumed to be, on the roads so 
reporting, the same as they were last year; the present table 
is issued for the purpose of showing gross mileage only. It 
should be said, however, that the closing of block stations 
a part of the day or night is much more general than it was a 
year ago, many roads having adopted this expedient, when the 
hours-of-labor law went into effect, to obviate the necessity of 
employing additional signal men. 





LENGTH OF RAILWAYS WORKED BY THE BLOCK SYSTEM, JANUARY 1, 1909. 








1. 2. 3. 4. 6. a 8. 9. m 10. : 11. : 12. ‘ 
er cent. -ropose 
Miles of road. —, Total operated st 
' : Automatic block signals -Non-autom. blk signals— pussenger under work 1909 
Name of Railways. single. pe a. eine Pe Pig rack—— ss? » wad petal lines oner- block Increase, (miles 
§ rle bee ° Single. 2 or more. Total. oth kinds. ated. : iles.* 
Alabama Great Southern—(see Q. & C.). nd ated. system miles of road) 
OS Se ceca nee 1.0 shonete 1.0 1.0 A A | 
Atchison & Eastern B aetipe MS bdong BIRD esses - i8Ghe a eee ccpteke 0.4 hea 0.4 0.4 0.4. 100.0 rae 
Atchison, Topeka & Santa Fe.......... eee 20.2 20.2 1,144.3 327.5 1,471.8 1,492.0 7,480.3 19.9 0.0 
Atlanta & West Point ..............-. a pbarese Sieinece sno Si 6.0 6.0 6.0 87.0 14.5 Sere 
Atlantic Coast Tne ...... 2.6 sess veces ee swee s aes 505.0 84.4 589.4 589.4 4,181.0 14.1 0.0 
BEREAROTSE Me APREOET 6 6 ane. Wncs-0. G0 %,0\0 00 a 14:2 31:6 142.8 999 9 689.1 912.0 1,054.8 2,964.5 25.6 Pee Rey 
Baltimore & Ohio Southwestern ....... pices ee hes be 50.7 59.4 59.4 981.0 6.0 eae “950 
- oem é i sang se BAPOINE 55 ae 5 aes: e' oan ee eaeet arene 3.0 3.0 3.0 4.7 63.5 0.0 Abid 
Sessemer § ake | rae eee a blew Sei ere e sees 104.0 91.0 195.0 195.0 88.2 ‘ 9. 
Boston & Albany—(see N. Y. Central). aes Save +0 
RRR CM Ne ir PEMREIIS co: oi audim ele wis) 56's 6 60's 34 305.8 308.9 ees a 29.9 229.9 831.1 2,238.6 14.9 29.0 °14.0 
Buffalo, Rochester & Pittsburgh ....... arinieis 5 cers eee 308.6 113.3 421.9 421.9 421.9 100.0 0.0 mers 
Caldwell & Northern ................. oeaats Sed isan ae eed 2.4 2.4 23.5 10.2 pers 
Camden Interstate—(sce Ohio Valley). cae 
COGENT A MOOI 0055 asc taeioeic is a 5's 6s wees erie eee ae 51.8 12:3 64.1 64.1 1,913.0 3.4 
Ore Lie ae Cee Ce 2 rr 13.0 199.4 212.4 ay ines 212.4 475.8 44.6 
Central ba ag =) hehehe aetna éesets = tonite cosas ” Lo 1.5 403.3) ..cs 2 ee 
Chesapeake & Ohio .................-- aia de 11.0 11.0 1,289.1 274.3 1,56: 1,574.4 1,497.7 ; 91.4 
RRROIR IPED GN PRRONOER Gos ogo e500 ce elase''0 evecare oa eal 141.1 292.2 370.6 37.9 408.5 700.7 . nei re ere 
Chicago & Eastern Illinois............. 3.6 103.5 107.1 169.4 57.5 296.9 334.0 693.0 49.5 ; 
Chicago & North-Western ............. goth 606.1 606.1 2,354.9 228.5 2; 2583 3. 3,189.5 1,697.7 41 ‘4 ; 
Chicago & Western Indiana ........... 17:8 17.8 + 9.5 9.5 27.3 27.¢ 5 100.0 
Chicago, Burlington & Quiney.7 ....... 36.3 36.3 8,289.1 523.4 8812.5 8,848.8 8,968.2 98.7 
CICA SPORT WESGEIN 2 ois. os eecces ces 7.9 7.9 264.2 26.8 291. 0 298.9 735.0 40.7 


Chic., Ind. & So.—(see N. Y. C, lines). 


*Increase shown in column 8, as compared with mileage reported to the Interstate Commerce Commission one ar i j ; 

f ag sti Ss > year ago, anc P ‘4 2 

road Gazette of April 17, 1908 Han, SR Grate te Cie BOO 
*Copied from table one year ago. Corrected figures not received. 
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4 DECEMBER 25, 1908. RAILROAD AGE GAZETTE. 1639 
® 4, 2. 3. 4. 5. 6 Lie 8 10. 11. a2: 
; Per cent. Proposed 
y rc Miles of road. —~ Total operated new 
Automatic block signals -Non-autom. blk signals passenger under work 1909 
Name of Railways. -— Track, -—-Track——, Total lines oper- block Increase, (miles 
Single. 2ormore. Total. Single. 2 ormore. Total. bothkinds. ated. system. miles.* of road). 
Chicame, Milwaukee & St. Paul........ 5.9 42.6 48.5 4,484.7 885.4 4,870.1 4,918.6 6,550.2 75.1 321.7 
Do., Pae. Coast Ext., inc. Mont. R.R. ee oe ee 15.6 715.6 715.6 Lata ween 715.6 
Chicago, Rock Island & Pacific ........ 55.9 209.3 265.2 698.7 "53.0 751.7 1,016.9 7,399.8 13.7 DES 
Chicago, St. Paul, Minneapolis & Omaha. ie 6.4 6.4 591.6 64.1 655.7 662.1 1,486.5 44.5 
Chicago Terminal Transfer ........... 5.4 5.4 rere pa? Pee 5.4 46.1 ERG 
Cincinnati & Muskingum Valley........ : dee 11.4 ie 11.4 11.4 148.5 ce i 
i Cincinnati, Hamilton & Dayton.+ ...... 73.0 27.9 100.9 100.9 907.0 11.0 
2 Cin., N. Or. & Tex. Pac.—(see Q. &C.) 
; Cleveland, Akron & Columbus ......... er 11.0 8.0 19.0 19.0 177.4 10.7 
Cornwall @ Lebanon <...« c.s.cccescesee ce its 8.3 13,7 22.0 22.0 22.0 100.0 
Cumberland & Pennsylvania ........... aaiara Pate 4.3 3.0 7.3 7.3 31.3 23.3 
Cumberland: Valley... 56 cc sic csctieeneee 6.7 6.7 16.6 ere 16.6 23.3 162.2 14.4 
Davenport, Rock Island & Northwestern. ..... aiaeisia Bree 40.6 D Bs. 41.7 41.7 41.7 100.0 Hades 
Delaware Ge PLUGGON oc ce ccivics csc cows 63,6 244.0 407.6 0.6 ac 0.6 408.2 743.9 54.8 See note. 
Delaware, Lackawanna & Western...... 14.7 480.4 495.1 1.6 P 1.6 496.7 938.4 52.9 ; 
BOs cai See ear ae Rea ice he aemee. we 117.9 117.9 656.1 628.7 7 1,284.8 1,402.7 1,809.3 77.5 
CHICKSO EG oc csc new Cenc eweks waeuts A 240.4 8.4 248.8 248.8 248.8 100.0 
New Jersey & New York ............ 10.5 10.5 26.1 ‘ 26.1 36.6 51.8 70.0 
N.Y., Sus. & W. & Wilkesbarre & Eastn woe sists Poe 20.7 20.7 20.7 208.4 10.0 
Gal., Harrisbg & S. An.—(see So. Pac.) 
Grand Rapids & Indiana .............. 2.2 22 2.2 426.5 0.5 
Grand Trunk Railway System 
Intrnatl. boundary to Black ‘tek Jct... Sete 0.7 < nents 0.7 0.7 0.7 100.0 
Atlantic & St. Lawrence............. chu 165.1 ‘nana 165.1 165.1 165.1 100.0 
Grand Trunk Western .............. ae cha 7.0 323.9 330.9 330.9 330.9 100.0 
MiIGHIRAR Ale PANG co ciesc caso d ane ce Pee 105.6 é ‘ 105.6 105.6 105.6 100.0 
Detroit, Grand Haven & Milwaukee... 3 aca 185.5 "3.5 5 189.0 189.0 189.0 100.0 
Chie., Det. & Canada Grand Tr. Junctn es oramas 54.7 2.7 57.4 57.4 57.4 100.0 
St; Clie UME! 6.6055 caw core eeeeess a 2.0 aineane aaeae ey 2.0 2.0 100.0 
Grand Rapids Terminal ............. a ate eee aur a Py 0.4 1.5 1.5 1.5 1.5 
GOAT IN OREN CI 6 6 so. o. ares seiziececo sie e:¥l, rete. 6.2 62.0 68.2 252.1 ehes 252.1 320.3 6.600.0 4.8 
ROCHE VENOW  o o:cc0 o clo ccna ens ae se aeece seats Sens ‘tack kaa “2.8 (pA 340.0 21.0 
PEON COMOLGE © ois5c 65.5 02a eect end ees 38.9 238.2 2tiG. 754.6 1.2 755.8 1,082.9 4,357.0 23.7 
Yazoo & Mississippi Valley.......... 6.6 reais 6.6 14.8 sai 14.8 21.4 1,370.0 15.6 aeses 
BGa We Gh CCR WIEN corals: aves, cag asco, saree oO oeceine 11.0 eer 11.0 11.0 902.3 2.0 See note. 
Kentucky & Indiana Bridge & R.R. Co... 7.2 3.4 10.6 10.6 20.0 53.0 weeds 
Lackawanna & Wyoming Valiey........ aus : ieee 1.0 2.4 3.4 3.4 22.6 15.0 wasais wisn. 
BiG WOLIOW. (oo ossiw csc cuss ces oti eset dine-« 14.1 466.7 480.8 720.0 46.2 766.2 1,247.0 1,141.9 100.0 26.1 See note. 
Behe SIRE ois one 8 v3 Sco nie wie woe ewes siete 4.0 V7.1 $1.1 Meee 14.5 14.5 95.6 392.0 24.4 raed wae 
Louisville & Nashville.f «.......cceeses 7.0 D cinaha 7.0 445.5 38.8 484.3 491.3 3,775.0 13.0 arta 
Wale GONERAE. a nig.c coe 5 cs ewes eelee eas 146.6 44.7 191.3 exne sees nwa 191.3 910.6 21.0 99.8 
Marquette & South Eastern ........... yh) Pay ret 3.7 er 3.7 3.7 56.0 6.6 3.7 
WEISHOGI SCENE oo ceva civ eo. s ov wie de eee 126.0 23.9 149.9 231.9 3.3 235.2 385.1 5,212.6 7.4 5.3 
WEOBUC ONIN a ie: «tee siscersrereei eee Ke Bie ee wavs 4.7 4.7 31.0 eee 31.0 $5.7 $25.0 4.3 
NEQMORGRUOE c <cipicicicie ce cin vee cielo wee 0.5 ECE 0.5 mee waded rote 0.5 53.6 0.9 
Monongahela Connecting ............. re Suet 4.0 4.0 4.0 55.0 8.0 
Morgan’s La. & Tex.—(see So. Pac.). 
Nashville, Chattanooga & St. Louis.... wieee-e Pee 89.8 4.2 97.0 97.0 1,236.5 7.8 
New York & Long Branch............. 38.0 38.0 ou . oi 38,0 38.0 100.0 
New York Central Lines: 
New York Central & Hudson River... 145.9 145.9 1,711.9 973.7 2,685.6 2,831.6 2,843.5 99.5 dada 
Boston & Alpe. «cccccccececeoeess 198.4 198.4 ata 2.9 ye ? 352 57.0 26.7 
MiChigat CONGCERE § « < deoxcic.<.ces v0.00 660 sane 272,0 272.0 984.4 19.1 1,003.5 100.0 ; 
Lake Shore & Michigan Southern..... 8.3 514.7 523.0 909.6 20.5 930.1 100.0 
Cleve., Cin., Chic. & St. Louis.7....... Soee ates Sauer 382. 290.2 873.0 49.5 
Lake Erie & Western .........0...00- aoa ee eee 9.7 8.9 18.6 6 2.3 
Pittsburgh & Lake Erie.............. Be 147.1 147.1 21.5 2.9 24.4 oe “a 90.0 
Chicago, Indiana & Southern ........ ae 2. 2.0 17.4 eee 17.4 4 3.2 6.4 
New York, New Haven & Hartford.f 23.3 228.3 251.6 395.0 280.9 675.9 927.5 2,029.2 46.4 
New York, Ontario & Western......... 28.0 108.3 136.3 1.5 1.5 137.8 492.3 28.0 agence 
NOEFOIE .& WESlCER caus cc ce cesta ciesiens eat 28.7 28.7 1,387. 5 224.3 1,611.8 1,640.5 1,882.0 87.2 See note. 
Norfolk & Western—(see note)...... aners ae 26. aa 26.0 26.0 aes of carats 
Northern Pacific: <2. cigars meicw cies eres 5.5 13.9 19.4 1,012.0 238.7 1,251.6 1,271.0 5,445.7 23.3 140.6 
OHIO VENOe TICCIEIC 6.0 ocd cticslevieeuene< ‘ caress er 16.0 a 16.0 16.0 30.0 Sao in haa 
Ore. R.R. & Nav. Co.—(see Union Pac.). 
Oregon Short Line—(see Union Pac..). 
Pennsylvania, including controlled lines, 
East and West of Pittsburgh.y ...... 17.8 459.0 476.8 2,263.5 2,292.4 4,555.9 5,082.8 TARE «sco 
Peoria © Pekin Union sc. cjccs cstwnvews a as aver Seka 6.2 6.5 E27 26 16.7 76.0 atied 
GEG: MAROC ULO! | o:oca-0.0%0.6. rere -vecues we wes 6.1 6.1 : ee re 6.1 1,917.5 0.3 See note. 
Philadelphia & Reading, including At- 
lantiec City R. R. and other controlled 
11 a WE SRS a ae a ere re 4.0 431.2 445.2 254.5 125.1 379.6 824.8 1,235.3 66.8 57.1 
Pitts. & Lake Erie—(see N. Y. Central). 
Queen & Crescent Route: 
Alabama Great DOUDREID: << csicewnwee 73.5 aastee 73.5 fata wae Saag 73.5 290.5 25.3 
Cin., N. Or. & Texas Pacific......... 267.0 68.0 335.0 0.9 nit 0.9 235.9 335.9 100. 0 
Richmond, [oe Bow tes & Potomac.. eene ee - 9.8 77.9 87.7 87.7 87.7 100.0 
St. Louis & San Francisco ............ 25.0 16.2 "41.2 331.3 16.5 347.8 389.0 4.767.2 8.1 
St. Louis Merchants’ Bridge Terminal... ..... 5.7 5.7 reece 1.1 Et 6.8 9.9 69.0 
San Pedro, Los Angeles & Salt Lake.... 52 poe i aes aa wasn V2 30664 ....: 
SGADOGEG Alt LAO 6 cdiicce docislare es : eter Poe 213.6 213.6 213.6 2,436.5 8.8 
OUEMOR MG 65.6 6/004 cea oka cioss are ge Garena Bere be 1,537.4 206.2 1,743.6 1,743.6 6,436.3 ..... 
Southern Illinois & Missouri Bridge.. 4.6 4.6 waisa awa wee 4.6 4.6 100.0 
Southern Pacific—Atlantie System : 
Texas & New QOvieans: 2c csc ccceveses 108.2 108.2 wee Bye 108.2 438.7 24.7 1.5 sata 
Louisiana ROMEO oie occa ciaje’s leon ere 103.6 103.6 eaats waa 103.6 140.3 73.9 wats ated 
Morgan’s Louisiana & Texas......... 95.3 95.3 ewes ae 95.3 282.0 33.8 0.9 xan 
Galve eston, Harrisburg & San Antonio. 90.0 eee 90.0 eer waa 90.0 1,275.5 7.0 50.5 wee 
Southern Pacific—Pacifie System....... 1,820.8 132.0 1,952.8 95.4 oe 95.4 2,048.2 5.816.4 35.0 192.9 155.0 
Staten Island Rapid Transit ......... 4 8.2 9.6 8.9 747 20.6 30.2 30.2 100.0 pale ee 
Terminal R.R. Association of St. Louls.. 6.0 6.0 wien 1.3 a A (AL 12.6 56.3 
UistGr Gy DiGlnWOhe as cccceeeocececades 25.0 a wnee 25.0 eave anon 25.0 126.3 19.8 
IUMIEAUD, fools Soccer suatare “ov ofa ec wal acg aah eal ote e oie ae ere 0.6 0.6 2.4 2.4 3.0 7.4 40.5 
ORIG WRG asics H6 6 cece eneneades < 804.3 417.7 1,222.0 1:2 2 ee 1,233.1 3.300.9 37.12 
Qreron- SHOKt BanO sc ecc a viewsesc oes 340.3 aaa 340.3 eee sans 340,83 1,302.3 26.1 
GCreson Te G Naw CObs ccscaceewes 419.5 i 419.5 ae ore ate 419.5 1,251.9 33.5 
WIR cig tics tice ewe ad cd -wcin cee ac /¢ nee ‘4 eae 202.1 36.5 238.6 238.6 796.7 30.0 Reta: 
WES cg Mare oh ou gic tates oe Cmain selena oie aa 1.2 T.2 4,726.7 113.8 1,840.5 1,847.7 1,974.7 93.6 See note. 
Wabash Pittsburgh Terminal .......... 4.8 4.8 aa Sedote edate 4.8 63.5 7.4 Sader 
Washington: Southern 2.00. cececsceoes : aie 34.2 34.2 34.2 34.2. 100.0 
Wisconsi Central 6oiics cs cicwcce ec cease aawave a ; 4.4 4.4 4.4 783.2 0.5 
TBOUAE, 4 bibicie side aiadas see earmtinne ase ws 5,0: 52. 0 6,879.7 11,9381.7 39,561.4 9,216.1 48,777.5 60,709.2 153754.8 
*Increase shown in column 8, as compared with mileage reported to the Interstate Commerce Commission one year ago, and printed in the Rail- 
road Gazette of April 17, 1908. 
+Copied from table of one year ago. Corrected figures not received. 
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RAILWAY OFFICERS ON THE 1909 OUTLOOK. 





The following answers to our circular letter of inquiry on 
railway conditions throughout the country are printed in the 
same form as in previous years. We classify them geograph- 
ically, but have agreed in each case to protect the identity of 
the writer. 

QUESTION 1—HOW DOES THE GENERAL OUTLOOK 
FOR 1909 APPEAR TO YOU COMPARED WITH THE 
OUTLOOK A YEAR AGO AT THIS TIME, AND WITH THE 
NORMAL OUTLOOK IN YOUR TERRITORY? DO YOU 
CONSIDER THAT THE IMPROVEMENT IN CONDITIONS 
IS GOING TO BE SLOW OR RAPID? 

Answers from Roads in Central West, and Trunk Lines. 


Road A.—-The outlook at this time is decidedly better than 
a year ago, but I think the improvement in conditions is likely 
to be rather slow. —Vice-President. 

Road B.—The general outlook for 1909 appears better than 
the outlook a year ago. The business in prospect, however, 
will fall somewhat below the normal volume in this territory. 
I think the improvement in conditions will be rather slow. 

—President. 


Road C.—The general outlook is very much better than it 
was a year ago at this time, but it is hardly up to normal. 
I think that the improvement in conditions will be moderate. 

——President. 


Road D.—The generai outlook for next year is good, but I 
think prosperity will grow slowly. —General Manager. 


Road E.—The general outlook for 1909 at this time is much 
more encouraging than was the outlook a year ago, but con- 
‘ ditions are still below normal throughout western Illinois. 
—Vice-President. 


Road F.— The general outlook for 1909 appears to us to be 
a little brighter than that of a year ago. I believe that the 
return of better times will be slow and gradual. P 

—Vice-President. 


Road G.—The general outlook for 1909 seems reasonably 
good, although traffic conditions will not compare with the 
year 1907. —President. 


Road H.—The general outlook for 1909 appears to me to be 
considerably better than a year ago. Business at that time 
had received a severe setback and the only prospect in sight 
was a considerable period of stagnation. At the present time, 
however, business has been improving gradually for a number 


of months, and has reached a considerable volume, althouga. 


not quite up to the volume of two years ago. In my opinion 
there is going to be improvement from now on, but it will be 
gradual and depend a good deal on ihe early and intelligent 
settlement of the traffic debate in Congress. —President. 


Road I.---The general outlook for 1909 appears more favor- 
able than the outlook for the ensuing year appeared on Decem- 
ber 3, 1907, and the normal outlook in territory local to our 
road is more favorable than in December, 1907, but does not 
indicate anything more than the average conditions obtain- 
ing in an agricultural territory. The improvement in condi- 
tions is going to be slow. —Receiver. 


Road J.—There seems to be a general improvement in the 
volume of business, although there is a downward tendency 
in prices. I think improvement in conditions will be slow, 
which will probably be an advantage in the long run. 

—President. 


Road K--The outlook for 1909 appears better than that of 
a year ago at this time for the reason that no one seemed 
to know how far the depression would go, and all realized 
that the coming year would bring with it a presidential 
election. A year ago there was a great deal of depression 
that was hidden because of the desire of all concerned to be 


brave and not howl calamity. To-day the feeling is very’ 


much better. All concerned seem to be satisfied with the 
result of the election, namely, that industrial conditions will 
not be disturbed, and that it will be easier to obtain money 
under satisfactory conditions and at normal rates of interest. 
—Vice-President. 


Road L.—The general outlook for 1909 appears better than 
a year ago and about normal. —General Manager. 
Road M.-—The general outlook for 1909 appears better than 
the outlook a year ago at this time. I consider that improve- 
ment in conditions will be and should be slow. 
—President. 
Road N.—There is a marked difference in conditions of 
business aS compared with a year ago. Our traffic officers 
have made a thorough canvass of the situation, and the 
general trend of replies received from shippers is that they 
expect better business during the coming year. It is com- 
paratively safe to say that there will be a decided improve- 
ment over 1908, although the general impression is that it 
will be gradual, beginning about February 1. Last year every 
day brought reports of furnaces and mills being closed. Now 
advices are being received of furnaces being kindled and mills 
started up. One very important factor will be the ability and 
the necessity of the railways to buy rolling stock, rails and 
other materials necessary for maintenance and improvement. 
—Receiver. 
East—Answers to Question 1. 


Road A.--The general outlook for 1909 looks better than the 
outlook a year ago. Improvement is going to be gradual. 
—Assistant General Manager. 

Road B.--The general outlook for the year 1909 is most 

promising and satisfactory and in every particular far better 

than at this time a year ago. While the improvement in 

general conditions is going to be steady and continuous the 

indications are that it will be slow and sure, and thus lead 

to greater stability and permanency than if more rapid. 

—President. 


Road C.—As at this time last year the business depression 
throughout the country had become acute and railway earn- 
ings everywhere had began correspondingly to diminish, the 
outlook, by comparison for the next 12 months, seems to us 
to be more favorable than a year ago. Business conditions 
are showing evidence of improvement, but the improvement 
has not yet become pronounced or regular. One week it seems 
to snow signs of much activity and perhaps the following 
week will not be correspondingly satisfactory, although hold- 
ing what improvement has been made. —-President. 


Road D.—The general outlook is very bright. The improve- 
ment in general conditions we believe will be rapid. 
—President. 


Road E.—The general outlook for 1909 appears to be con- 
siderably better than the outlook a year ago. Improvement 
in conditions I think will be gradual rather than rapid. The 
month of October showed a very large improvement over the 
previous months, although we do not expect the further im- 
provement to be so rapid. —Vice-President. 

Road F.—The general outlook appears much better in our 
territory, but is about 10 per cent. less than normal. Improve- 
ment is going to be slow. —President. 

Road G.—The general outlook for 1909 appears to be better, 
and I think the improvement in conditions is going to be 
rapid. —President. 

South—Answers to Question 1. 


Road A.—At this time in 1907 (November) the business of 
our line commenced to go oft at a rate so great that we were 
not able to form any conclusion as to where it would stop. 
This year there is considerable improvement, and the generai 
feeling of the territory is strong toward a favorable outlook 
for 1909. —General Manager. 

Road B.—The general outiook for 1909 in this section ap- 
pears good. New land is being put in cultivation; new indus- 
tries are locating with us; new transportation lines are being 
built; immigration is moderately heavy; all of which indi- 
cates healthy business conditions. As this territory did not 
feel the full effects of the recent depression as compared with 
other sections, a return to conditions existing prior to Novem- 
ber, 1907, will not be so apparent. —President. 


Road C.—I believe that the general outlook for 1909 in 
this territory is more favorable than was the outlook for 1908. 
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I think that the improvement in conditions will be gradual 
and steady. I do not look for rapid improvement. 
—General Manager. 
Road D.—Notwithstanding the failure of the cotton crop 
in the part of Louisiana, owing to the boll weevil pest, the 
general outlook for 1909, compared with the previous year, 
is very promising, and we look for a slow but steady im- 
provement. —President. 


Road E.—The general outlook for the year 1909 as compared 
with the outlook a year ago at this time appears to me to be 
favorable to an increase in business. The improvement in 
conditions will be gradual but I think it will be substantial. 

—President. 

Road F.—The general outlook for 1909 appears much more 
promising than it did 60 days ago. However, we believe that 
the improvement in conditions will naturally be slow. 

—Vice-President. 

Road G.—The general outlook for 1909 appears to be better 
than a year ago at this time, but below the average for the 
two years preceding 1908. I consider that the improvement 
in conditions will not be rapid as, after money is provided, 
a certain time has to elapse for drawings to be prepared 
before inquiries can be sent out for new work, and orders 
will not be placed until after the inquiries are in. 

—President. 

Road H.—The general outlook for business for 1909 appears 
to be somewhat better than the closing months of 1908. I 
do not look for any great improvement until after the revision 
of the tariff is made. —General Manager. 


Road I.--The outlook for 1909 appears radically better than 
a year ago and is equal to the normal outlook in our territory. 
Improvement in business, we believe, will be slow but sure. 

—General Manager. 


Road J.—The outlook for 1909 in this particular territory 
is good and healthy. I think that the recovery from the re- 
cent depression will be slow, however, especially in view of 
the fact that this territory, to a certain extent, has suffered 
considerably from the boll weevil pest. 

—General Manager. 


+ Southwest—Answers to Question 1. 


Road A.—Outlook for business is greatly improved over last 
year. In this section of the country the return to activity 
has been as rapid as was the effect of the panic last year. 

—Vice-President. 

Road B.—The improvement in conditions, if any, is going 

to be slow and gradual. —Vice-President. 


Road C.—At this time our earnings show an improvement 
over the same time last. year, and we believe that the outlook 
for 1909 is encouraging and that business will gradually im- 
prove, but at the same time we believe that the improve- 
ment will be slow. —Vice-President. 


Road D.—The general outlook for 1909 appears to be much 
more favorable than at the same time last year, and I think 
that the improved conditions are going to continue, but not 
rapidly. However, as the business of this company hinges 
entirely upon crop conditions, and is not materially influenced 
by financial fluctuations, and as it is impossible to predict 
what the 1909 crop will be, the above reference to the general 
outlook is based entirely upon the healthy tone that seems to 
prevail in all lines of commercial business at this time. 

—Vice-President. 

Road E.—The general outlook for 1909 is very good. I 
think that the improvement in conditions will be very rapid. 
In fact, we have had a marked improvement in conditions 
in west Texas territory for the last three years. 

—General Superintendent. 
West—Answers to Question 1. 
Road A.—The general outlook is considerably better than 
it was last year at this time. Improvement will be rather 
Slow. —President. 
toad B.—The outlook in our territory is that improvement 
will be slow. —President. 

Road C.—The general outlook for 1909 appears to be much 
better and healthier than it was a year ago, and in this 
immediate vicinity business conditions are about normal at 
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the present time. We look for still further improvement, but 
do not think that it will take place very rapidly. 
—General Superintendent. 
Road D.—General outlook good. Improvement in conditions 
fairly rapid. —President. 
Road E.--The outlook for 1909 is decidedly better than a 
year ago. Confidence has practically recovered, and while 
we do not anticipate rapid improvement, we believe that 
improvement will not be marked by slowness. 
—Vice-President. 
Road F.—The general outlook for the coming year and for 
this territory is very bright, and I believe the improvement 
will be slow until early spring, when I think it will be very 
rapid. —Vice-President. 
Transcontinental and Pacific—Answers to Question 1. 
Road A.—Unquvestionably the general outlook for 1909 is 
better than that of a year ago and is nearly normal. The 
crops have been fairly good and are commanding high prices. 
The country in general is rich and growing richer. 
—President. 
Road B.-—The outlook for 1909 is very much better in our 
territory than it was a year ago. Agricultural results for the 
year just past were very good. Much fall plowing has been 
done and all conditions for a favorable crop next year are 
good for this season of the year. —President. 
Road C.—The outlook is improved. The improvement in 
conditions, I think, will be slow. —Vice-President. 
Road J).—Outlook brighter. 


Road E.—In my opinion, the general railway outlook is on 
the whole much more favorable than in December a year ago. 
At that time we were just entering a period of depression 
which profoundly affected the traffic and revenue. Indica- 
tions are that railway traffic is beginning to show the effect 
of a better feeling; that business conditions are improved, 
and, with a gradual restoration of confidence, we may look 
forward hopefully to the future; should, as seems to be the 
trend of public opinion, the railway interests be allowed to 
rest, and be given an opportunity to recover from the effects 
of the flood of legislation passed in the last two years. We 
do not look for any unusual or rapid growth, but rather for 
a slow recovery which will gradually bring us back to normal 
conditions. —Vice-President. 

Road F.—The general outlook for 1909 appears to me a 
great deal better than a year ago at this time. I believe the 
improvement will be steady until normal conditions are again 
reached. —President. 


—Vice-President. 


Mexico—Answers to Question 1. 


Road A.—The calendar year 1909 will show a substantial 
improvement over this year. I do not think the improvement 
will be rapid in this country. —President. 

Road B.—The outlook for 1909 here is not as good as it was 
a year ago on account of the low price of silver. We antici- 
pate that the improvement in conditions will be slow until 
silver goes up above 5d cents per ounce. 

—General Manager. 


QUESTION 2—WHAT KINDS OF TRAFFIC ON YOUR 
LINE OFFER THE BEST PROMISE AND WHAT KINDS 
OFFER THE POOREST PROMISE FOR 1909, AS COM- 
PARED WITH A NORMAL YEAR? 


Central West and Trunk Lines—Answers to Question 2. 


Road A.—Our lines run through an agricultural territory 
and the population is prosperous because of the fairly good 
crop marketed at high prices. As a result, we have a good 
raovement of grain in our wheat territory, with a favorable 
effect on earnings, and we should also get an improved busi- 
ness in general merchandise. In our territory, where corn 
is the stable product, it now appears that there will be a 
very large amount of feeding, which always results in a 
light tonnage compared with what would be handled if the 
corn were moved in its original condition. 

—Vice-President. 

Road B.-—Iron and steel apparently offer the best promise 

for 1909. —Vice-President. 


Road C.—Iron and general industries offer the best promise, 
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but I think all business will improve together. I cannot select 
anything offering poor promise for next year. 
—General Manager. 
Road. D.—Agricultural products and coal appear to be more 
nearly normal than do manufactured products, the output of 
which is far below normal at this time, with promise of only 
a slight improvement. —Vice-President. 
Road E.—The lumber business offers the best promise of 
any business at the present time. In our locality I think that 
outside of building materials other business will be about the 
same. —Vice-President. 
Road F.—The coal traffic offers the best promise and the 
grain traffic the least. —President. 
Road G.—Our traffic is so diversified that it is hard to an- 
swer this question accurately. I am inclined to think, how- 
ever, that we shall see the greatest improvement in the move- 
ment of high class articles. We hope also for an increased 
movement in coal and in steel products. We do not expect 
much improvement in live stock and farm products. 
—President. 
Road H.—As applied to this line, the traffic in clay products, 
such as sewer pipe, fireboxes, brick, etc., are likely to show 
better results in 1909 than coal, lumber or agricultural prod- 
ucts. As at present indicated, the poorest cutlook is for the 
traffic in bituminous coal. —Receiver. 
Road I1.—We are dependent upoi the manufacturer for our 
traffic. —Vice-President. 
Road J.—Lumber traffic offers the best promise for 1909, 
and I think coal offers the poorest. 
—General Manager. 
Road K.—There is no special kind of traffic on our line 
that offers the best promise. Sixty per cent. of our business 
is coal and coke, and as it increases so increase the other 
classes of business. —President. 
Roqd L.—A large proportion of our tonnage is coai and 
cre, and naturally we look to these products for the largest 
increase in our earnings. The largest percentage of increase, 
however, will probably appear in iron and steel products. 
The long, dry spell which prevailed in this section of the 
country injured the grain crop very materially on this road 
and we cannot look for any great increase in that line of 
freight during the next season. —Receiver. 


East—Answers to Question 2. 

Road A,—The increase will be well distributed. General 
improvement expected. —Assistant General Manager. 

Road B.—It is difficult at this time to reach any conclu- 
sions as to what kinds of traffic offer the best promise and 
what the poorest for 1909 as compared with the normal year. 
It seems, however, as though the raw materials required for 
fabrication into various manufactured articles, as well as 
the product thereof, will probably show the greatest improve- 
ment in traffic for the reason that the various industries have 
suffered during the past year a greater shrinkage of business 


than any other interest furnishihg tonnage for railway trans- 
portation. —President. 


Road C.—Traffic in our territory is most largely derived 
from textile and other manufacturing industries, and as to 
them all there is a much more hopeful field than there was 


at this time last year. —President. 
Road D.—Our principal commodities are coal and lumber 
and both promise well for the coming year. 


—President. 

Road E.—Anthracite offers the best promise, merchandise 
the poorest. —President. 
Road F.—AII traffic on our line is good. —President. 


South—Answers to Question 2. 


Road A.—Our heaviest tonnage is in cotton—cotton factory 
products, lumber and fruit. The improvement in cotton is 
much more promising now than the other things, but we 
anticipate that lumber will take full place by next spring. 

—General Manager. 


Road B.—The coal mining and agricultural industries along 


this line will show the best promise. Nothing promises poorly. 
—President. 
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Road C.—Lumber and naval stores are our best promises 
of traffic. —General Manager. 
Road D.---There has been no change in the character of 
cultivation in the past year, the principal crops being cotton, 
sugar and rice. We expect a large movement of lumber dur- 
ing the coming year owing to the recovery of swamp lands 
by the state drainage canals recently built. 
—President. 
Road E.—The traffic which ofters the best promise for 1909 
is merchandise, coal, lumber, grain and manufactured prod- 
ucts. While up to the present time the movement of cotton 
has been heavier than last year, it is difficult to determine 
yet whether or not this heavy movement will continue or 


whether a large business of cotton will be healthy for higher 
prices. , —President. 


Road F.---The traffic on this road is 90 per cent. coal. The 
tonnage at present is light, but I think it will improve after 
the first of the year. —General Manager. 

Road G.—The traffic which offers the best promise on our 
line is lumber and that which seems to offer the poorest 
promise is grain. These conditions are brought about on the 
one hand by the renewal of building operations; on the other 
by the high price of corn. —General Manager. 

Road H.—Our lumber business promises to be the best busi- 


ness in sight for 1909 and cotton will be the poorest. 
—General Manager. 


Southwest—Answers to Question 2. 


Road A.--The products of agriculture seem to offer the 
best promise for 1909. General business shows no improve- 
ment. —Vice-President. 


ftoad B.—We believe that the improvement will be general 
but more marked in lumber and building material, although 
many of the lumber and timber plants that were closed 
down during the past are gradually resuming operation, and 
we believe that the demand for supplies and material will 
cause a more free movement of this traffic. 
—Vice-President. 
Road C.—With the continuance of the improved conditions 
all kinds of traffic along this line offer good promise. 
—Vice-President. 
Road D.—AlIl kinds of agricultural traffic and traffic inci- 


dent to building up new country will be offered during 1909. 
—General Superintendent. 


West—Answers to Question 2. 


Road A.—The traffic of this line is about normal at present, 
and 1 expect it will continue so during 1909, the tonnaye de- 
pending on the operation of mines and smelters. 

—General Superintendent. 

Koad B.—Our traffic is chiefly timber products. The prom- 
ise for a heavy increase in 1908 seems exceptionally good. 

—President. 

Road C.—Ore shipments offer the best promise. 

—Vice-President. 
Road P.---Lumber and wheat are the kinds of traffic that 


offer the best promise for 1909. No change in other products. 
—Vice-President. 


Transcontinental and Pacific—Answers to Question 2. 
Road A.—Our tonnage in manufactured articles shows still 
a large decrease aS compared with a year ago, but is not 
below that of 1906. The same applies to coal and ore and all 
necessary business of mining camps and to new enterprises 
in general, notably railway material. But what might be 
called the ordinary, every-day business of an agricultural 
country; that is, crop movement and the movement of sup- 
plies used by the agricultural class, is as good as at any time. 
—President. 
Roed B.—I1 cannot specialize the lines of business in the 
manner suggested. The handling of construction material for 
large railway enterprises will not be as great in 1909 as 
during the past two years. —President. 
Road C.—We are dependent largely on crops and it is too 
early yet to estimate for next year. —Vice-President. 


Road D.—The traffic is picking up. —Vice-President. 
Road E.—The decrease in traffic on our line during the 
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present year has been principally in coal, lumber and manu- 
factured products. Crop conditions have been good and ship- 
ments of fruit and other products of the soil very satisfac- 
tory. Prospects for the 1909 crop in the territory served by 
us are promising; shipments of citrus fruits from southern 
California are expected to be fully up to normal; planting 
of fall seed has been on a generous scale, particularly in the 
Northwest, where the farmers are planting increased acreage 
because of the failure of the spring what crop in 1908. We 
may therefore expect satisfactory tonnage of agricultural prod- 
ucts for 1909, and with prospective gradual revival of manu- 
facturing and other industries tonnage of other commodities 
should be better than during 1908. —President. 


Mexico—Answers to Question 2. 
Road A.—The traffic connected with the mining industry 


At present it looks as though cotton would 


promises best. 
—President. 


be the poorest. 
Road B.—Lumber and wood offer the best promise and ore 
the poorest promise for 1909, as compared with a normal year. 
—Vice-President. 
QUESTION 3—WAS BETTERMENT WORK OTHER 
THAN THE STRICT NECESSITIES OF MAINTENANCE, 
ENTIRELY DISCONTINUED ON YOUR ROAD DURING 
1908? IF SO, WHEN DO YOU THINK YOU ARE LIKELY 
TO TAKE IT UP AGAIN? 
Central West and Trunk Lines—Answers to Question 3. 
Road A.—We did not build any new line during 1908 but 
did a considerable amount of grade revision and ballasting, 
and our pians for 1909 are along the same lines. 
—Vice-President. 
Road B.—Betterment work was not materially discontinued 
on our reads during the year 1908. There was a reduction 
perhaps of 50 per cent. of the amount usually performed. 
We shall take up this work during the coming year. 
—President. 
Road C.—Beiterment work was not suspended. We shall 
keep on with it in 1909. —Vice-President. 
oad D.—Betterment work was largely suspended by us 
during 1908. We did considerably more than many other 
roads but not as much as we would have done had times been 
better. We have not decided about next year, but it is prob- 
able that we will continue improvements and we may very 
likely increase them. —-General Manager. 
Road H.—During 1908 this property was well maintained 
and some betterment work was undertaken, but only of a 
limited character. This same policy will be continued 
throughout the current year. —Vice-President. 
Road F.—Betterment and other work was not discontinued 
on our line during the depression of 1908. 
—Vice-President. 
Road G.—Heavy improvement work was discontinued July 
1, 1907, but resumed again July 1, 1908, and the work that 
was started will be practically completed by July 1, 1909. 
—President. 
Road H.—Except during the last few months of 1908, not 
only was betterment work discontinued but ordinary main- 
tenance was greatly curtailed. This latter, however, was a 
temporary measure and our maintenance, both of way, struc- 
tures and equipment, is now on a normal basis. It is impos- 
sible to foretell when we shall again feel able to resume 
betterment work, but it will probably be six months hence at 
the earliest. —President. 
Road I.—Betterment work was not entirely discontinued 
during 1908, having been carried along cautiously and in less 
degree than normally on some work which we were doing. 
Our total expenditure in 1909 for this will probably be less 
than in the normal year, but we expect to resume regular 
betterment work now stopped for the winter after May 1, 1909. 
—Receiver. 
Road J.—Betterment work other than strict necessities for 
up-keep was entirely discontinued. It will probably be re- 
sumed in April, if the conditions continue to improve. 
—Vice-President. 
Road K.—Betterment work not absolutely necessary was 
discontinued during 1908, and we do not contemplate any 
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change in this program until general business conditions 
look brighter. —General Manager. 

Road L.—Work was not discontinued on our road during 
1908. About seven miles of double track was being built in 
which there were five tunnels, and this work has been carried 
on continuously besides some other improvement work. 

—President. 

Road M.—AIl betterment work of every kind was discon- 
tinued on this road in 1907 when it became apparent that a 
financial and business depression was impending. Since the 
appointment of the receiver we have been authorized to com- 
plete certain improvements which had been started in 1906- 
1907 and at which work is now under way, consisting prin- 
cipally of the completion of a cut-off line, construction of 
repair shops, roundhouse and terminal yard, with some raii 
betterments, etc. —Receiver. 

East—Answers to Question 3. 

Road A.-—Betterment work was not entirely discontinued 
on our road during 1908, but was carried along throughout 
the year on a basis somewhat reduced from that of previous 
years. With the improvement of traffic and earnings on the 
lines of this company, we shall proceed with our betterment 
work on the same scale as in former years. 

—President. 

Road B.—-Betterment work other than concluding matters 
that were in process has been pretty generally held up, and 
as the winter season is not a time when this kind of work 
can be carried on in this region, nothing definite as to the 
resumption of improvement work will be considered until 
the opening of spring, wnen it will be possible to determine 
whether the improvement in business conditions warrant re- 
sumption. —President. 

Road C.—Part of our betterment work was carried on as 
usual and is now under full headway. —President. 

Road D.--Betterment work was prosecuted and maintenance 
work kept up to the standard. 

—Assistant General Manager. 
toad E.—Betterment work was not entirely discontinued 
during 1908, although no heavy work was undertaken. We 
do not expect to undertake any heavy work for some time. 
—Vice-President. 

Road F.—Betterment work, except strict necessitics, was 
entirely discontinued. We do not expect to take it up again 
to any extent until we are relieved from the government by 
commission. —President. 

Road G.—Betterment work on our line was continued dur- 
ing 1908 the same as usual. —President. 


South—Answers to Question 3. 


Road A.—AIl betterment work last year was discontinued 
and all expenditures were held as low as was possible con- 
sistent with safety. It does not appear that we shall be able 
to take up any improvement work before the summer of 
1909. —General Manager. 

Road B.—No extensive betterments are in contemplation. 
We have continued to make only such betterments as were 
absolutely necessary. —President. 

Road C.—We did not discontinue any important work ex- 
cept actual construction during the depression. Full forces 
were maintained in every department. 

—General Manager. 


Road D.—No new betterment work was done during 1908. 
—President. 
Road E.—During 1908 we continued only such construction 
work as was absolutely necessary. We have continued with 
the work that was on hand and required completion. Any 
new construction work will be taken up gradually as the 
conditions of business may warrant. —President. 
Road F.—Betterment work, other than the necessities of 
maintenance, has not been resumed to any extent. We shall 
not undertake any extensive betterment work until conditions 
assume a more normal aspect, although we contemplate some 
additional mileage during the early part of 1909. 
—Vice-President. 
Road G.—The betterment work on our road was not dis- 
continued. On the contrary, we took advantage of the ex- 
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cellent supply of labor to push betterment work, and. the 
physical condition of our roadbed and locomotive power is 
much better than it ever has been before. —President. 
Road H.—IlAttle betterment work was necessary this year 
and very iittle will be required in 1909. 
—Generai Manager. 
Road I.—Betterment work, other than strict necessities of 
maintenance, was discontinued during 1908, and will not be 
resumed except in a very moderate way until the end of the 
present fiscal year (June 30, 1909). 
—General Manager. 
Road J.-—Our people think from the present outlook that 
it may be possible for us to build another section of about 
80 miles during 1909, or at least start work on it. 
—General Manager. 


Southwest—Answers to Question 3. 


Road A.—Some necessary improvement work was under- 
taken after the opening of the current fiscal year, but on a 
restricted scale. With continued prosperity we may be able 
to maintain our usual stride in this direction. 

—Vice-President. 

Road B.—Betterment work was either discontinued or cur- 
tailed, but during the present fiscal year we have begun again 
on a few of the more important jobs. —Vice-President. 

Road C.—The betterment work on our road has been kept 
well in hand, and the physical condition in many respects 
improved. Under normal conditions we should have bought 
additional heavy rails during 1908 as well as increased our 
shop and other facilities to some extent, but we deferred on 
account of conditions that prevailed; otherwise our property 
has been fully maintained. —Vice-President. 

Road D.—Betterment work was not discontinued on this 
line during 1908 except in so far as it was necessary to use 
the machines and men in repairing damage brought about by 
the unprecedented floods in the early part of the year. We 
made no reduction during the panic in the forces employed 
in any of our shops. —Vice-President. 

Read E.-—-All our improvement, including heavy ballasting 
and bridge work, has been carried on through 1908, and we 
intend to carry on permanent bridge work, building of sta- 
tions and other improvements, and to complete our ballast 
work during 1908. —General Superintendent. 


West—Answers to Question 3. 


Road A.—We shall not take up betterment work again until 
traffic increases. —President. 
Road B.—-Betterment work during 1908 was confined to 
strict necessities of maintenance. Expect to resume normal 
betterment work during 1909. —General Superintendent. 
Road C.--No betterment work was contemplated in 1908. 
Construction work to some extent was abandoned during the 
early part of the year, but is now again under way and will 
be about completed by the close of the year. 
—Vice-Presiaent. 
Road D.—A great deal of betterment work has been finished 
this year and considerable is now under way which will be 
continued in 1909. —Vice-President. 


Transcontinental and Pacific—Answers to Question 3. 


Rvad A-—Betterment work on our line was continued to a 
large extent all through 1908, though much of that which 
had been proposed was abandoned. A large proportion of this 
latter has been taken up again and a fair amount is now 
being done. —President. 

road B-—There was no letting up in betterment work on 
our road during the past year. We went right ahead with 
all improvements of every character, both in the maintenance 
of way and equipment. Our equipment never was in as good 
condition as it is to-day. The rest of the property is in first- 
class shape. —President. 

Road C.—Our betterment work was largely discontinued. 
Some now has been resumed, but I cannot definitely state of 
future action. —Vice-President. 


Read D.—Our work was not discontinued. 
—Vice-President. 
Road E.—Betterment work was not entirely discontinued 
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on our lines during 1908 although it was largely curtailed, 
and new work which was not regarded as urgent was de- 
ferred, action on these matters being governed in every case 
by the circumstances. In the past few months we have re- 
sumed work on many projects which we consider necessary 
for the economical operation of the lines. 


—Vice-President. 
Road F.—We have in mind no special betterment work for 
1909. —President. 


Mexico—Answers to Question 3. 


Road A.—Betterment work was entirely discontinued a 
year ago but has been resumed in a moderate way. 
—President. 
Road B.—Betterment work was continued without inter- 
ruption and also work on our new extension. 
—General Manayer. 


QUESTION 4—DURING 1908 HAVE YOU FOUND ANY 
MATERIAL ECONOMY IN OPERATION DUE TO THE IN- 
CREASED EFFICIENCY IN EMPLOYEES? OUR _ IM- 
PRESSION HAS BEEN THAT $1.00 HAS GONE MUCH 
FURTHER THIS YEAR THAN IN MANY YEARS PAST 
BECAUSE OF THE ELIMINATION OF THE LEAST ABLE 
WORKERS, AND OF THE GENERAL DESIRE TO RETAIN 
POSITIONS. 

Central West and Trunk Lines—Answers to Question 4. 


Road A.—We cannot find that we profited to any appre- 
ciable extent during 1908 as the result of increased efficiency 
of employees. —Vice-President. 

Road B.—Unfortunately we have not found any material 
economy in operation due to the increased efficiency of em- 
ployees. It is doubtful whether a dollar has gone further this 
year than in the past. —President. 

Road C.—We have found increased economy. We believe 
that we get from 20 to 25 per cent. more efficiency. 

—Vice-President. 


Road D.—We have found material economy in operation on 
account of efficiency, especially in shop and track labor; also 
in freight houses and everywhere that common labor is used, 
and to some extent in our clerical forces, as we have been 
able better to select men or retain those that give best results. 

—General Manager. 


Road E.—Greater efficiency has been obtained among the 
workmen, especially in the mechanical department. This was 
partially due to rates in force and partially because of more 
careful attention to details on the part of those in charge. 

—Vice-President. 

Road F.—There was a general improvement in the labor 
situation during the past depression. We get more labor for 
$1 now than we did a year ago. —Vice-President. 

road G.—There has been marked economy in operation due 
to increased efficiency of employees. —President 

Road H.—I agree with you that the efficiency of employees 
generally has been decidedly greater during 1908 than in the 
previous few years, due to the weeding out of the poorer 
workmen and to the knowledge on the part of the men who 
were retained that jobs were scarce. —President. 

Road I.—Our impression has been that $1 has gone much 
further this year than in many years past because of the 
elimination of the least able workers and of the general 
desire to retain positions. —Receiver. 

Road J.—There has undoubtedly been some improvement in 
the efficiency of the labor employed within the last year, but 
this is probably due to the fact that only the best labor has 
been retained and the more inefficient labor has been laid off, 
which naturally raises the average efficiency. 

—Vice-President. 

Road K.—We have found material economy. The quitters, 
clock watchers and drones were weeded out. Our best men 
wanted to retain their positions and showed their mettle by 
delivering the goods during the hard times. —President. 

Road L.—I believe part of the economy in operation during 
1908 was due to the increased efficiency of employees. 

—General Manager. 


Road M.—I am informed that during 1908 there was mate- 

















Sic Luiaiee tad aaa a ee 








DECEMBER 25, 1908. 


rial economy in operation, due to the increased efficiency of 
employees, and that a dollar has gone much further than in 
recent years past for the reasons stated above. 
—President. 
Road N.—There has been without doubt a considerable 
economy due to the reason; also an improvement in the serv- 
ice, particularly in the transportation department, due both 
to the elimination of the least able workers and to the in- 
creased desire to render such service as would secure consid- 
eration for retention in the service. —Receiver. 


East—Answers to Question 4. 


Road A.—Material economy in operation and in maintenance 
has been effected due to the increased efficiency of employees, 
and it seems as if the railways of the country generally are 
likly to benefit permanently in this direction from the reduc- 
tion in business during the past year and the consequent 
surplus labor of all kinds. —President. 

Road B.—It is difficult to give detailed illustrations of the 
increase of efficiency of employees resulting from the business 
depression and the large reduction in the number of men, 
but we find generally a much greater willingness on the part 
of those who were fortunate enough to be retained in service 
to do better work and to be less critical about conditions of 
labor, schedules, etc. —President. 

Road C.—-We have found considerable economy in operation, 
due to the increased service of employees. —President. 

Road D.-—-The fact that positions have not been so easily 
obtained as they were in 1907 has no doubt had its effect in 
increasing efficiency. --Assistant General Manager. 

Road E.-—Generally, we are inclined to think there has been 
increased efficiency of employees for the reasons which you 
have given. —Vice-President. 

Road F.—Efficiency has increased about 15 per cent. 

—President. 

Road G.—We find a great economy in operation due to the 

increased efficiency of employees, and find that $1 has gone 


much farther this year than in many years past. 
—President. 


South—Answers to Question 4. 


Road A.—We find efficiency in labor from every standpoint, 
but more especially in the weeding out of new, inexperienced 
and inefficient employees when casting off our surplus. There- 
fore a dollar has gone much further than usual. I should say 
the increase in efficiency amounted to from 20 to 25 per cent. 

: —General Manager. 

Road B.—We have found no economy. The character of 
our line and the traffic handled preclude any extensive econo- 
mies in the line suggested. —President. 

,oad C.—We have found no material economy in operation 
due to the increased efficiency of employees. 

—General Manager. 

Road D.—There has been some material economy in opera- 
tion during 1908 due to the increased efficiency of employees. 
To what extent, hewever, it is not possible to state in definite 
terms. This increased efficiency is due to retaining in the 
employ of our company the best men we couid obtain, while 
a year ago when labor was scarce we were not afforded an 
opportunity to make the selection that has been possible 
during the past year. —President. 

Road E.—We have found that we have been able to effect, 
some economy in operation due to closer management and to 
a realization by the employee that conditions have been con- 
siderably changed. We believe that we have got better re- 
sults for every dollar spent during the past five or six months 
than for the same period last year. —General Manager. 

Road F.—The efficiency of our employees has been better 
during the depression. —President. 

Road G.—We have noticed very little increased efficiency in 
employees. The national and state legislation, by enacting 
laws unfavorable to the corporations, has had the effect of 
making al! classes of workers dissatisfied. 

—General Manager. 

Road H.—During 1908 we have found material economy in 
operation resulting from increased efficiency of employees. 

—General Manager. 
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Road I.—We found shortly after the panic commenced that 
we were able to obtain labor somewhat cheaper and the ef- 


ficiency of the same improved to a certain extent. 
—General Manager. 


Southwest—Answers to Question 4. 


Road A.—Unquestionably we have been able to conduct our 
business with much greater efficiency and despatch, thereby 
getting a better outlay for our money. The slack business 
enabled us to weed our undesirable employees and line up 
our organization on a much better footing. The value of a 
job more strongly impressed itself on the men and they were 
eager to make extra effort on this account. At the same time 
the railway did not unnecessarily increase their duties. 

—Vice-President. 

Road B.—There has been some economy in operation, due 
to increased efficiency of employees, more particularly, how- 
ever, in the maintenance departments. 

—Vice-President. 

Road C.-—-There has been some improvement, due to in- 
creased efficiency of employees brought about by the very 
reasons given in your inquiry. —Vice-President. 

Road D.—I think economy in operation is manifested and 
that it is due to increased efficiency displayed by employees 
during the panic year. I agree with you in thinking that a 
dollar has gone much further this year than in many years 
past. —Vice-President. 

Road E.—We have had quite an increased efficiency over 
last year during 1908. —General Superintendent. 


West—Answers to Question 4. 
Road A.—We have found next to no economy. Schedules 
are the same. " —President. 
Road B.—Yes; operating conditions are much better. 
—President. 
Road C.—During 1908 we have found material economy in 
operation due to the retention of the most competent em- 
ployees during the period of depression. 
—General Superintendent. 
Road D.—We have found labor much more efficient during 
1908 than during 1907. We have had no chance to notice any 
difference in the operating, but the increase in the efficiency 
of labor was very near 100 per cent. —President. 
Road E.—The panic beginning with October, 1907, forced the 
trimming down of all pay-roll expenses, which had the salu- 
tary effect of calling employees’ attention to the fact that 
positions were not being distributed for the asking, result- 
ing in retaining in the railway service men satisfied with 
their positions and more able than would have otherwise been 
the case. Excessive rental charges and general living ex- 
penses were materially reduced, though salaries of those re- 
tained in service were kept the same as in 1907. Naturally 
the dollar increased in value to the holder. 
—Vice-President. 
Road F.—I believe the increased efficiency of work of em- 
ployees in 1908 was fully 33% per cent., due to the surplus 
of labor this year as compared with the extreme shortage of 
labor last year. —Vice-President. 


Transcontinental and Pacific—Answers to Question 4. 


Road A.-—It is unquestionable that during 1908 there has 
been a marked increase in the efficiency of employees, and 
you are quite right in the impression that a dollar has gone 
further than in many years past because of the elimination 
of the least able workers and of the general desire to retain 
positions. —President. 

Road B.—There has been an increased efficiency of em- 
ployees which has resulted in considerable economy. There 
has been a better feeling among railway employees in their 
desire to serve the company.. They are also waking up to the 
fact that their best interest lies with the company in co- 
operating with it for better business methods and in trying 
to avoid hasty, foolish and unnecessary legislation. 

—President. 

Road C.—There has been material economy in the increased 
efficiency of employees, but it is difficult to tell how much. 
The older men have been employed and naturally are more 
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efficient than the surplus of men we have had to take into 
our service the last few years. —Vice-President. 


Road D.—#fficiency has increased. —Vice-President. 


Road E.—In the past few months we have been able to 
bring about more economical operation, partly because light 
traffic permitted the clearing of yards and the reduction of 
the number of trains on our single-track lines, enabling us 
to reduce forces as well as overtime. Naturally selection was 
exercised in making reductions, the inexperienced and in- 
efficient employees being dropped. Through better distribu- 
tion of motive power, reduction of speed and attention to 
loading, we have increased trainloads so that we are getting 
much more work from the force employed than under 19085 
conditions. This has been offset to a certain extent, however, 
by very high wage schedules and very short regular day's 
work for telegraph operators. —Vice-President. 


Road F —There is no doubt that we are getting better serv- 
ice and results from the labor we are now employing at less 
wages than we did a year ago. —President. 


Mexico—Answers to Question 4. 


voad A.—There has been a decided economy in operation 
owing to the increased efficiency of employees simply because 
there are so many idle railway men that those in the service 
were much more careful to comply with the rules and regula- 
tions of the company and behave themselves than they had 
been when the demand was in excess of the supply. 
—President. 
Road B.—The efficiency of our employees has been very 
much better during the past year than it was before. 
—General Manager. 


QUESTION 5—TO MAKE THIS SPECIFIC, HOW DO 
YOUR LABOR COSTS COMPARE WITH THOSE OF LAST 
DECEMBER FOR A GIVEN AMOUNT OF WORK DONE? 


Central West and Trunk Lines—Answers to Question 5. 


toad A.—We do not find any appreciable difference. 
—Vice-President. 


Road B.--The costs of labor at present do not differ ma- 
terially from those of a year ago. —President. 
Road C.—Ovur labor costs have been decreased. 
—General Manager. 


Road D.—Without going into detail I can say that the pay- 
rolls, for instance in the car department, have been very 
greatly reduced, and yet the equipment has been maintained 
and even improved and an increased number of cars have 
been put through the shop with a less number of men. 

—Vice-President. 


Road E.—It is impossible, except in a few minor instances, 
to compare unit costs of labor where the costs depend solely 
upon the individual employee. Most costs are influenced large- 
ly by conditions over which the individual has no control. 
This is particularly true in the train, station and yard serv- 
ice, whose pay-rolls are over 50 per cent. of our total labor 
bill. Only a little of our shop work is on a piece-work basis, 
so that here also no exact comparison can be made. 

—President. 


Road F.—Labor costs are practically on a par for a given 
amount of work performed with those of last December. 
—Vice-President. 


Road G.—The only difference in our labor cost is in our 
section laborers. Last year at this time we were paying 
$1.50; to-day we are paying $1.35. The wages for other classes 
of labor skilled and unskilled were not reduced. 

—Vice-President. 


Road H.—Data for an accurate comparison of this month 
with December, 1907, are not yet available. 
July, 1908, with July, 1907, when business was at a high point, 
shows that with a decrease of gross ton-mile handled of a 
little less than 23 per cent., a decrease in the various items 
making up the cost of conducting transportation under con- 
trol of superintendents amounting to 35 per cent. was effected, 
a large part of which was due to the elimination of overtime 
on the road. The men entered upon the work with enthusiasm 


and interest that went a long way toward the improvement 
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of the service and the enforcement of discipline. It was a 
comparatively easy matter. —Vice-President. 


East—Answers to Question 5. 


Road A.—It is difficult to get any very accurate estimate 
of what this increased efficiency amounts to for a given kind 
of work. It is only possible to give an estimate, and this 
seems to be somewhere from 10 to 12% per cent. 

—President. 


Road B.-—We estimate a saving of 10 per cent. 
—President. 
read C.—The labor cost as measured in costs per ton-mile, 
car-mile or ton-mile, and in tons handled at stations, cars 
delivered at yards, etc., show a decrease. 
—Assistant General Manager. 
Road D.—I am unable to make any comparisons as you 
suggest. Our labor costs during the past few months have 
been very much lower than they were for the corresponding 
months last year. We are convinced that this is due to the 
increased efficiency of employees, but it is doubtless aiso in- 
fluenced by the very favorable weather conditions. 
—Vice-President. 
Road E.—There has been no change in the rates paid labor. 
Decrease in labor cost has been due to reduction in number 


of men. Any decrease in daily or monthly earnings of men 
has been due to a decrease in hours work. 
—President. 
Road F.—Our labor costs are about 75 per cent. as compared 
with those of last year. —President. 
South—Answers to Question 5. 
Road A.—No change. —President. 


Road B.—Our labor cost represents about 70 per cent. of 
the price we paid for the year previous. 
—General Manager. 
Road C.—This quescion cannot be answered specifically, but 
I should say that there should be an increased efficiency this 
year of at least 5 per cent. in the labor cost, as compared 
with December, 1907. —President. 
Road D.—There has been practically no change in the labor 
cost as compared with last December, for a given amount of 
work done. —General Manager. 


Road E.—It is a hard matter to state specifically the diifer- 
ence in cost of labor of December, 1908, as compared with 
December, 1907. There has been no reduction in rate of com- 
pensation and the increased efficiency probably amounts to 
as much as 5 per cent. —General Manager. 

Road F.—Labor costs here have not decreased to any great 
extent. In this matter I have to depend mostly upon other 
men of experience in railway lines, as the South has not had 
enough railway construction to have any large number of 
able workmen. The salaries I have to pay to get northern 
men here are in excess of the wages paid for like service for 
the north on account of changing and moving families, and 
a great many inducements have to be offered to get men to 
come. South. —General Manager. 


Southwest—Answers to Question 5. 


Road A.—We have not fully worked up any statistics cover- 
ing your inquiry except at some important points where large 
forces are employed and where our estimates of labor cost 
for work done indicate an improvement of fully 10 per cent. 

—Vice-President. 

Road B.—Our labor cost for this year compared with the 
same period last year is decidedly in favor of the present 
time, not that we have reduced the compensation of labor 
but that labor has increased in efficiency. 

—Vice-President. 

Road C.—I believe we are getting at least 10 per cent. in- 
crease in efficiency. —General Superintendent. 


West—Answers to Question 5. 


Road A.—Our cests are about the same. —President. 


Road B.—Our costs are about 10 per cent. less. 
—President. 


Road C.—Labor costs for a given amount of work are less 
this year. —General Superintendent. 
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Road D.—No appreciable difference, but greater ease in 
securing men for the work at hand. —Vice-President. 
Transcontinental and Pacific—Answers to Question 5. 


Road A.—General consensus of opinion seems to be that the 
greatest efficiency has been from 15 to 25 per cent. 
—President. 
Road B.--The cost for a given amount of work done at the 
present time is materially less than it was last December for 
the reasons set forth. Our train mileage cost is less than 
last year and we are handling more tons per train. It is the 
unanimous opinion of our officers that the efficiency of the 
shop forces is very much greater than it was last December. 
—Vice-President. 


Mexico—Answers to Question 5. 


Road A.—-I should say roughly that our labor costs us about 
two-thirds of what it did a year ago for the same amount of 
work. —President. 

Road B.---The cost at the present time, as compared with 
a year ago, is 20 per cent. less for a given amount of work 
done. —General Manager. 


QUESTION 6—HOW DO COSTS OF MATERIALS COM- 
PARE WITH THOSE OF A YEAR AGO? 


Central West and Trunk Lines—Answers to Question 6. 


Road A.—The costs of ties and lumber is less than a year 
ago, and that is true also of some articles made of steel. 
—Vice-President. 
Road B.—The costs of materials are about 10 per cent. less 
than a year ago. —President. 
Road C.—Materials generally lower, especially ties and lum- 
ber products. Other material has generally been somewhat 
reduced in price. —General Manager. 
Road D.—In some few instances, contracts covering th 
year’s supply of certain materials have been placed at a de- 
creased figure, but in our recent negotiations higher prices 
than those asked iast year have prevailed. These contracts 
were not let. —Vice-President. 
Road, E.—Materials are somewhat cheaper than they were 
a year ago. —Vice-President. 
Road F.—The cost of materials does not vary much from 
a year ago. —President. 
Road G—The prices for materials generally average very 
little less than a year ago because reductions in the cost of 
some miscellaneous articles have been small in the aggregate, 
as compared with the large item of ties, fuel, coal and rails, 
where no reduction has been made. —President 
Road H.—Costs of material do not show an appreciable 
variation from a year ago. —Receiver. 
Road I.—The cost of our principal materials, such as struc- 
tural steel, rail and machinery, are about the same as they 
were a year ago. Coai is about the only item that has been 
cheaper. —President. 
Road J.—There has been a slight reduction in nearly all 
kinds of material, except certain lines of standard supplies. 
—Vice-President. 
Road K.—There is little change in the cost of the material 
this year compared with a year ago. Some items, however, 
show a decrease. —General Manager. 
Road L.—There has been no material change in the cost of 
materials as compared with a year ago. —President. 
Road M.—Prices are slightly over what they were a year 
ago, although the manufacturer, as a rule, did not feel that 
orders would be forthcoming at any price that would be profit- 
able and no concessicns have been made. On such materials 
as we have been purchasing the deliveries are much better. 
The lumber market is showing a little more strength at the 
present time and prices are about on the same basis as a 
year ago. —Heceiver. 
East—Answers to Question 6. 


Road A.—It is difficult to give any but an estimate of the 
relative decrease in the cost of all kinds of materials used 
by railways compared with those of a year ago since the re- 
ductions in different articles vary widely from none at all, 
in the case of steel rails, to other lines of materials the prices 


RAILROAD AGE GAZETTE. 


1647 


of which are less by as much as from 25 to 33% per cent. I 
should say the average reduction in the cost of materials was 
from 15 to 20 per cent. —President. 
Road B.—The cost of materials has not radically changed 
although there have been reductions here and there which, 
as.a whole, have had a favorable effect upon the operating 
expenses. —President. 
Road C.—Cost of materials will average about 5 per cent. 
cheaper. —President. 
Read D.—Substantially no change. —General Manager. 
Road E.—The cost of materials is probably on an average 
from 10 to 15 per cent. below what it was a year ago. 
—Vice-President. 
Road F.—Lumber and ties have decreased from 13 to 25 
per cent. Metals have decreased from 7 to 28 per cent. 
—President. 
Road G.—The cost for materials is considerably less, say 25 
per cent., than it was a year ago. 


South—Answers to Question 6. 
Road A.—Taken as a whole, there is a reduction of 10 per 
cent. in material. —General Manager. 
Road B.—Lumber, etc., much lower; iron and steel articles 
lower, but not proportionately. —President. 
Road C.—Costs of materials little affected. 
—General Manager. 
Road D.—Railway material is somewhat cheaper and more 
easily obtained than a year ago. —President. 
Road E.—The cost of material this year, as compared with 
the same period last year, is slightly less, but on some of the 
principal items such as iron and steel, there has been no 
reduction. —President. 
Road F.—There is a slight decrease in supplies for the 
maintenance of way and motive power departments. 
—General Manager. 
Road G.--Costs of materials, generally speaking, are less 
than they were a year ago. —General Manager. 
Road H.—Cost of material compared with a year ago is 
very much less. —General Manager. 
Southwest—Answers to Question 6. 
Road A.—-Approximately 20 per cent. less. 
—Vice-President. 
Road B-—There has been a slight decrease in the cost of 
lumber and of some few other articles; however, the largest 
item of materia] used has remained about the same. 
—Vice-President. 
Road C.—Although we are not in the market for any un- 
usual amount of supplies and materials, we find some reduc- 
tion in such supplies and materials as we are now purchasing. 
—Vice-President. 
Road D.—With the exception of lumber and timber, there 
has been no appreciable change in the cost of materials. The 
cost of timber, lumber and ties has decreased during the last 
12 months. —Vice-President. 
Road E.—Cost of materials is running about the same as 
a year ago. Perhaps steel is a little low, but would seem 
to be going up. Lumber is rather cheaper, but is going up, 
our purchases having been almost the same as in February, 
1907, and as in the early part of this year. —President. 
West—Answers to Question 6. 
Road A.—Costs are somewhat less. 
Road B.—Our costs are 5 per cent. less. 
Road C.—There is not very much difference in the cost of 
materials except probably a slight decrease. 
—General Superintendent. 
Road D.—There has been a small reduction in the cost of 
material, not about 10 per cent. —President. 
Road E.—We figure a decrease of about 5 per cent. on gen- 
eral supplies and operation. —Vice-President. 
Road F.—Cost of materials this year has been about 10 per 
cent. lower than lest year. —Vice-President. 


—President. 
—President. 


Transcontinental and Pacific—Answers to Question 6. 
Road A.—The cost of material is somewhat less than that 
of a year ago, possibly 10 per cent. —President. 
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Road B.—Material costs do not vary greatly from a year 
ago, except in certain classes of wooden material and some 
of the metals. —President. 

Road C.---There has been a decrease in the prices of ma- 
terial such as lumber, ties, track fastenings, materials used 
in car repairs and in shops. Prices are considerably higher 
than normal, defining normal as the average price for the 
last 10 years. Pig iron costs from 16 to 20 per cent. less 
than one year ago; iron and steel bars and billets from 10 to 
12 per cent. less; steel rails no change; lumber from 10 to 
15 per cent. less, and unweighted average on all acid ma- 
terials would be from 7 to 8 per cent. less. Since materials 
cover about one-third of the operating expenses, the other 
two-thirds being labor, the effect of material reductions on 
the total operating estimate would probably be less than 3 
per cent. —Vice-President. 

Road D.—Costs of material are lower at present than a year 
ago. This is especially true of ties. —President. 

Mexico—Answers to Question 6. 


Road A.—The cost of material has not been reduced ex- 
tensively. —President. 


Road B.—The cost of materials and supplics is less than it 
was a year ago. —General Manager. 

QUESTION 7—WILL THERE BE ANY MORE HARM 
DONE IN THE NEAR FUTURE BY RECKLESS STATE 
LAW MAKING IN YOUR TERRITORY, OR DO YOU 
THINK THAT THE CRISIS HAS PASSED, AND THAT 
THE TENDENCY NOW WILL BE FOR CONSERVATIVE 
LAWS RATHER THAN RADICAL ONES? 


Central West and Trunk Lines-—Answers to Question 7. 


Road A.—I doubt if there will be any serious anti-railway 
legislation among the states in our territory in the immediate 
future. —Vice-President. 

Road B.—I do not believe that much further harm will be 
done by reckless state law making in this territory. I think 
the crisis has been passed and that the tendency is towards 
conservatism in rate legislation. —President. 

Road C.—Can only hope for more conservatism. There 
appear evidences of it. —Vice-President. 

Road Y).—God only knows what politics may do! I am 
simply hopeful. —General Manager. 

Road E.—I do not believe that there will be much, if any, 
further state legislation in Illinois during the coming year 
that will affect the railways. I believe that the legislator, 
of even average ability, has come to understand that the 
campaign against railways was carried beyond the safety 
limit, and that further adverse legislation would result dis- 
astrously. —Vice-President. 

Road F.—I think we have passed the crisis of reckless 
state law making and the people have come, to a greater 
or less extent, to see the folly of their ways, and I look for 
legislation in this quarter to be more conservative than that 
of a year ago. —Vice-President. 

Road G.—We think there will be very little harmful legis- 
lation in 1909. —President. 

Road H.—The wave of hostile legislation directed at the 
railways by the state legislatures has largely spent its force, 
and for a time there will probably be few new radical laws. 
The recently enacted laws, however, are still on the statute 
books, and it will take some time before public sentiment 
which will favor doing justice to the roads will become strong 
enough to secure their repeal or modification. This is as 
necessary to the prosperity of the roads as insurance against 
new attacks. —President. 

Road I.—We consider that the crisis has passed, and that 
the tendency from now on is likely to be toward interpreta- 
tion of the existing laws in a less radical manner than here- 
tofore and is not likely to lead to the passage of laws any 
more radical than those already on the statute books. We 
do not look for the passage of laws during the coming year 
any more conservative than those already enacted, but feel 
that nothing more radical than those passed will be enacted. 

—Receiver. 

Road J.—There seems to be a more healthy public opinion 

in connection with railways and other corporate develop- 
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ments, and I think the crisis has been passed in the Vir- 
ginias. —President. 
Road K.—I do not anticipate that the railway laws of the 
state of Illinois will be changed in the near future. Under- 
stand that in this state our railway commission does not 
determine our minimum rates. The schedule of rates they 
have prepared for us are maximum rates, and are, generaliy 
speaking, distance rates for use on one line of railway; being 
maximum rates, they do not interfere with the making of 
joint rates by connecting carriers to meet commercial con- 
ditions and competition, as so long as we do not exceed the 
maximum rate for a given distance on one line of railway, 
the commission does not interfere with us. While they main- 
tain a freight classification, it is based largely on the western 
classification, and I have not found it operating against us 
to any extent. —Vice-President. 
Road L.—We hope the crisis is past in this state for reck- 
less law making, but the state is still suffering from that law 
making and will continue to suffer until some modification 
and absolute assurance of conservative action in the future. 
—General Manager. 


Road M.—We do not anticipate that future legislation in 
this state will be without due consideration of the rights of 
the railways. —Receiver. 


East—Answers to Question 7. 


Road A.—It seems as though the craze for passing unjust 
laws regulating railways and reducing their revenues should 
be over, for the time being at least, and that the railways 
may fairly count upon a period—of what length, it is impos- 
sible to say—during which they will be freed from the 
harassing uncertainty of what may result to them from the 
effects of ill-advised legislation such as has been passed. 

—President. 

Road B.-—-In this section there has not been much reckless 
state law making affecting corporations, and we have no 
reason to anticipate serious difficulties in this direction in 
the immediate future. —President. 

Road C.—We believe the crisis has passed and there will 
be no more radical laws made. —President. 


Road D.—There has been no reckless state law making in: 


this territory, ner is there liable to be. 
‘ —Assistant General Manager. 
Road E.—The tendency of future railway laws we believe 
wil] be conservative rather than radical. 
—Vice-President. 
Road F.—Think the reckless law making will be stopped 
as to creation of new laws, but there is a good deal of in- 
ertia regarding the old ones, and the activity of the legis- 
latures ought now to be directed to repealing most of the 
legislation of the past few years. —President. 
Road G.—I do not think there will be any more harm done 
in the near future by reckless state law making in our state 
as I am inclined to think that the public in general as well 
as the legislature has had a good lesson, and I believe the 
tendency is rather to favor railway operations at this time 
than otherwise. —President. 


South—Answers to Question 7. 


Road A.—This is a pretty hard question and one that ] 
have not satisfied myself upon. There is no question about 
the present temper of the people, but I have my doubts as to 
continuation of the present calm when business returns to 
the peak load for the railways, and freight becomes con- 
gested, causing delays, damages and annoyance to people. 
This must, of course, to a greater or less degree occur, when 
we have our full load and more. I think our troubles will 
be felt more during that period through juries than with 
the law makers. I think we will have a rest from radical 
law making for some time, although we may expect an occa- 
sional break-loose by some individual party or parties in our 
state legislatures, and it is not improbable that the same 
may occur in our national legislature. I think good effect, 
however, will be felt for a long period. 

—General Manager. 


Road B.-—There will be more foolish laws passed in Arkan- 
sas, but not of such an extremely virulent character as in the 
past. —President. 
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Road C.—I1 anticipate that in this section (Florida) we 
will have further radical law, and I do not think the crisis has 
fully passed. —General Manager. 

Road D.—We look for conservative action in Louisiana dur- 
ing the coming year. —President. 

Road E.—My opinion is that the future will show a tendency 
towards conservatism in the matter of legislation, both federal 
and state, as applied to corporations. —President. 

Road F.—We do not believe that there will be any reckless 
state law making in our territory in the near future. In fact, 
the last session of the Mississippi legislature was inclined to 
treat the railways more fairly than in the past. There were 
a few unreasonable members that were ready to jump on the 
railway, as well as other corporations, on the least probable 
provocation, and in some cases on no provocation at all; but 
we believe the financial depression has done much to bring 
about a realization of the fact that an antagonistic feeling 
toward the railways would most undoubtedly tend to still fur- 
ther depress, rather than aid. Local feeling in our territory 
is less antagonistic to railway and other corporations than a 
year ago, and we believe that there is kindlier feeling toward 
same. —Vice-President. 

Road G.—In my opinion a reaction against the anti-railway 
legislation has set in and that the tendency now will be for 
the conservative laws rather than radical ones. (Alabama.) 

—President. 


Road H.—We believe that reckless law making has, for a 
time, at least, run its course. —General Manager. 
Road I.—I do not look for as much reckless law making 


‘by the state legislatures in this immediate neighborhood for 


the next few years. The tendency among the business men 
and also the high class agriculturists is that enough agitation 
has been had up to this time, and that a more sane and safe 
course will be pursued in the future. 

—General Manager. 


Southwest—Answers to Question 7. 

Road A.—We have been preaching the slogan of ‘fewer laws 
and better laws,” and there is unquestionably a decided change 
in the sentiment of the people toward corporations in this 
stdte. We hope for saner and safer legislation. 

—Vice-President. 

Road B.—While the demagogue has not been as noisy re- 
cently as heretofore, his power for evil still exists, and other 
drastic legislation can be anticipated unless strongly out- 
spoken public opinion declares to the contrary. (Texas.) 

—Vice-President. 

Road C.—It is our opinion that the people are growing more 
conservative, as they are becoming more thoroughly informed, 
and that there is less liability of reckless state law making 
in our territory; this, in our opinion, will apply to the whole 
country. —Vice-President. 

Road D.—If I hadn’t been advised that our Governor had 
threatened to have a bill introduced and passed reducing pas- 
senger tariff 3344 per cent., and if I didn’t know that the 
“farmers, merchants, lawyers, doctors, preachers” and others, 
who would derive absolutely no benefit by a reduction, on 
the contrary be the means of working against their interests 
in reducing the earnings of transportation lines for the benefit 
of foreigners and outside agencies, by petitioning the railway 
commission for a reduction in the freight rate on cotton to 
the extent of 20 per cent., I would say that I don’t think there 
will be much more harm done in the near future by reckless 
law making in our territory. —Vice-President. 

Road E.—I think that the crisis of reckless state law mak- 
ing in our country has passed. The “fewer laws and better 
laws” movement in Texas has taken hold, and I believe we 
will see some decided improvements during the session of the 
thirty-first legislature, which convenes during the year. I 
believe that the conservative members who were elected dur- 
ing the year will advocate amendments to the more radical 
laws that will make them satisfactory to capital interest. 

—General Superintendent. 


West—Answers to Question 7. 
Road A.-—Things do not look promising. —President. 
Road B.—More conservative in the future. —President. 
Road C.-—Do not look for any reckless state law making in 
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this territory in near future, and am of opinion that the 
tendency will be for conservative laws rather than radicai 
ones. —General Superintendent. 
Road D.—I do not anticipate any serious harm from reck- 
less law making in this section, except in order quite material- 
ly to increase taxation. The disposition seems to be to make 
the railways bear as large a proportion of that as is possible. 
—President. 
Road E.—The action of the past six months of the state 
railway commission would certainly give the impression that 
no radical changes are contemplated by it against the rail- 
ways of this state. My judgment is that the recent embarragss- 
ing business conditions has been an object lesson that will 
have its effect in defeating any radical laws that may be pre- 
sented for the consideration of this winter's legislature. 
(Nevada. ) —Vice-President. 
Road F.—It is very difficult to predict what action the rail- 
way commissions in Oregon and Washington will take during 
1909. They are agitating rate reductions in both states which 
will seriously affect revenues, and the matter will probably 
have to be fought out in the courts; with what results it is 
impossible to state. —Vice-President. 


Transcontinental and Pacific—Answers to Question 7. 

Road A.—There is a general lessening of the hostility to 
railways throughout the western territory and a return to 
the belief that legislation in the direction of repression may 
have gone too far. This is most marked in the newer states 
which passed laws resulting in the absolute cessation of rail- 
way construction and consequent needed development. But 
during the last two years radical men have been appointed 
to office and these men have not yet fully learned that public 
opinion has changed or is changing except so far as they 
have learned it by being rebuked by the courts. It would be 
too much to say that the change in popular sentiment has as 
yet resulted in modification of actual oppressive laws, but 
there is a greater disposition to stop and think twice before 
issuing stringent orders. —President. 

Road B.—My impression is that there will be less reckless 
state law making in the states from the Great Lakes to the 
Pacific ocean. —President. 

Road C.—It is difficult to tell what will be done but the 
tendency is more conservative. We are hopeful that will con- 
tinue as the necessity for it is great. —Vice-President. 

Road D.-—More conservative. —Vice-President. 

Road E.--—Nothing short of omniscience could answer 
whether there will be any more harm done by reckless legis- 
lation. We are convinced, however, that a much better under- 
standing exists to-day between the public and the carriers 
than has ever previously existed. Much has been done in the 
way of educating and informing the public as to the difficulties 
confronting the carriers; a review of the attitude of the news- 
papers published in territory traversed by our lines, reflecting 
as they do the state of public opinion, shows that one year 
ago over 26 per cent. were rabidly anti-corporation and anti- 
railway, whereas, now, the percentage is about 11 per cent. 

As an evidence of the state of public opinion, the Illinois 
Manufacturers’ Association recently passed a resolution which, 
among other things, requested: 

“All senators and representatives of Illinois in the national and state 
legislatures to discourage all measures having a tendency to continue or 
aggravate the agitation against corporate interests and to support all 
legislation, which without injury to their own constituents will tend 
to allay the hostility toward business conducted under corporate form.” 

We are, therefore, hopeful for the future. 

—Vice-President. 

Road F.—I believe the era of reckless state law making is 
past and that the tendency now will be for conservative laws 
rather than radical ones. —President. 

QUESTION 8—IS LOCAL POPULAR FEELING IN YOUR 
TERRITORY MORE OR LESS ANTI-RAILWAY AND 
ANTI-CORPORATION THAN IT WAS LAST DECEMBER? 
DO YOU SEE ANY SIGNS OF REACTION TOWARDS A 
KINDLIER FEELING? 


Central West and Trunk Lines—Answers to Question 8. 
Road A.—Apparently the public is coming to understand 
to some extent that anti-railway and anti-corporation legisla- 
tion has been based more upon political than upon other 
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necessities, and I think a good many of our citizens are com- 
ing to understand that what they realiy need is more and 
better railways and rates that will warrant new construction 
as well as additions and betterments. —Vice-President. 
Road B.—It is difficult at this time to place any estimate 
upon the popular feeling in this territory as to anti-railway 
and anti-corporation laws. We have thought at times that 
we should see a reaction towards a kindlier tone, and we are 
inclined to believe after all that there may be some improve 
ment in this respect. —President. 
Road C.—-There is less hostility. —President. 
Road D.—Popular feeling is now favoring railways more 
than it did a year ago. The public beiter understands that 
there is a limitation to the drastic applications to the railways. 
—General Manager. 
Road E.—I believe there is to-day a greater feeling of 
toleration among all interested in transportation than was 
the case last year. —Vice-President. 
koad F'.—Anti-railway legislation is not as popular as it 
was a year ago. —Vice-President. 
Road G.—-Anti-railway hostility shows signs of waning. 
—President. 
Road H.—-Popular feeling in our territory is certainly less 
hostile to railways and corporations than it was last year 
at this time. The feeling could hardly be characterized as 
friendly, but- it is now more disposed to listen to the argu- 
inent of the “other fellow.”” Some of the more conservative 
newspapers have within the last few months changed their 
tone and now seem to be endeavoring to bring about a fairer 
state of public mind toward the railways. I believe the work 
of railway business, however, and of the Railway Employees’ 


and Investors’ Association is bound to produce good results ° 


in educating public opinion. —President. 
Road I.—-Our opinion is that local popuiar feeling is less 
anti-railway and anti-corporation than last December, al- 
though it is hardly to be assumed that the feeling is enough 
kindlier te influence favorable legislation. While the feeling 
of animosity has sensibly decreased, the friendliness or desire 
for reversal of previous actions is not sufficient to be of much 
effect within the next 12 months. —Receiver. 
Road J.—The local popular feeling in our territory is much 
more favorable, but there still remains a tendency among 
members of the legislature to gain notoriety by display cf 
animosity toward all corporate wealth. —President. 
Road K.—I think the fire has burned out, although the anti- 
railway feeling here was more a reflected one than of direct 
origin. I found the souice of many of the grievances against 
railways to be those given in the newspapers. I have found 
men engaged in work-a-day employment, i.e., men working 
by the day in shops and factories and stores, with grievances 
against railways who had never shipped a pound of freight, 
and seldom ridden -on railway cars except on excursion rates. 
I have also observed that many of the traveling men I have 
met on railway trains with grievances against the railways 
would recite verbatim the newspaper articles that I had read 
the day before. In other words, if the newspapers were to 
state from day te day that the railways were doing all in 
their power to serve the public, that their rates were reason- 
able, and that their passenger trains were comfortable, the 
first man you meet on the street would tell you the same 
thing. Our clever law makers keep very close to the feelings 
of their constituients, and many of them have made their 
careers at home through their hostile attitude towards the 
railways at the state capitols. I believe they feel they have 
worked the game to the limit, and now will let the pendulum 
swing the other way. —Vice-President. 
Road L.—There are signs of reaction towards railways and 
corporations, except when they go before a jury. 
—General Manage;. 
Road M.—The local popular feeling in our territory is less 
anti-railway or anti-corporation than it was last December, 
and I see marked signs of reaction towards a kindlier feeling. 
—President. 
Road N.---We believe there is a fuller realization of the 
necessity for large corporations to handle the first industry 
of this country and of the close relationship that exists be- 
tween the well-being of the railways and the prosperity of 
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the nation. With the national and state elections over, the 
incentive for pernicious agitation is to some extent removed, 
and the general desire seems to be to get back to work. 
—Receiver. 
East—Answers to Question 8. 

Road A.—It would seem from all that can be gathered as 
to the present temper of popular feeling in the territory 
through which this line runs that there is very much less 
anti-railway and anti-corporation feeling than existed last 
December, or for some years. There certainly seems to be 
good signs of a reaction and a much kindlier attitude of the 
public in general and the politicians in particular than has 
existed for some time. —President. 

Road B.-—Popular feeling continues to be more or less an- 
tagonistic to railways and other corporations, but the business 
depression has had a salutary effect and we believe that senti- 
ment generally is in this particular improving. 

—President. 

Road (.—There is some marked improvement but it is not 
general. However, inere is a reaction under way. 

—President. 

Road D.—1t is known that there is a more friendly attitude 
toward this particular railway, and it is believed that the gen- 
eral attitude of the public, and particularly of the intelligent. 
working class, toward railways has been educated to a bet- 
ter understanding of the relationship that the prosperity of 
the railway bears to the prosperity of the country. 

—-Assistant General Manager. 

Road E.—There is an apparent reaction towards a kindlier 
feeling. —Vice-President. 

Road F.—Local popular feeling is less hostile. There are 
signs of a reaction. —President. 

Road G.—-Local popular feeling in our territory against rail- 
ways and other corporations is less than last year. 

—President. 
South—Answers to Question 8. 


Road A.—Very much less. —General Manager. 
Road B.—-Hostility is less. There are indications of a 
kindlier feeling. —President. 
Road C.—The local feeling in our territory is, I might say, 
slightly less anti-railway and anti-corporation. The reaction, 
if any, is slow. —President. 
Road D.—Local feeling towards railways in our territory is 
very kindly and the people are disposed to encourage railway 
construction and new enterprises in every way possible. 
—President. 
Road E.—I think the popular feeling in our territory is less 
antagonistic to railways and corporations than it was a year 
ago, and there are evidences of a reaction towards a better 
feeling—one of harmony and of realization that the pros- 
perity of the railway and corporation is closely allied to pros- 
perity at large. —President. 
Road F.—The local popular feeling in our territory is less 
anti-railway and anti-corporation than it was a year ago, and 
there is a reaction towards kindlier relations. 
—President. 
Road G.—There is very iittle if any change in the business 
feeling in this section against railways and corporations gen- 
erally from last December, anda I see no marked signs of reac- 
tion towards a kindlier feeling. (Marylan@). 
—General Manager. 
Road H.—ULocal popular feeling is very decidedly less anti- 
railway and anti-corporation than it was a year ago. There 
has been a decided reaction towards a kindlier feeling. As 
an illustration of this point, I may mention the fact that 
steam railways had been forced by the state of Aiabama and 
other southern states to reduce passenger rates. To be con- 
sistent representatives of these railways proposed to the legis: 
lature of Mississippi that a corresponding reduction be made 
in that state, but the members of the Mississippi legislature 
by a large majority declined to accept this sacrifice, and 
stated that the people of the state of Mississippi would not 
be carried off their feet by the public clamor in favor of anti- 
railway laws. They desired efficiency of service and not reck- 
less reduction of transportation rates. —General Manager. 
Road I.—The popular feeling in our territory seems to be 
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less anti-railway than it was last December, and a better 

feeling and a closer relationship seems to be coming between 

railways and the public at large. —General Manager. 
Southwest—Answers to Question 8. 


Road A.—In my judgment the hostility is decidedly less. 
—Vice-President. 
Road B.—-Local popular feeling is much less anti-railway 
and anti-corporation than it was last. The great difficulty, 
however, is to get popular opinion to express itself so that 
politicians and demagogues will give heed. 
—Vice-President. 
Road C.—I think I see signs of reaction towards a kindlier 
feeling in our territory. There are not so many personal 
injury suits brought, but I do not see that it has had any 
effect on the verdicts of juries when personal injury suits are 
brought, nor do I see that it has had any effect on the Court 
of Appeals when a case reaches that tribune, nor the Supreme 
Court when it is carried up to that last resort. 
—Vice-President. 
Road D.—Local popular feeling in our territory is less anti- 
railway and anti-corporation than it was last December. 
—General Superintendent. 


West—Answers to Question 8. 


Road A.—There is little difference from last year. (Minne- 
sota. ) —President. 

Road B.—There is much kindlier feeling. (North Dakota.) 
—Presideni. 


Road C.—-There seems to be a much kindlier feeling towards 
railways and other corporations than there was a year ago. 
—General Superintendent. 
Road D.—I do not think the anti-railway or anti-corporation 
feeling has increased during the past year, and I am rather 
inclined to think it has decreased a little. (Idaho.) 
—President. 
Road E.—Local popular feeling in this territory last Decem- 
ber was strongly anti-railway and anti-corporation. We notice 
that the more rabid have changed front very materially and 
a general reaction towards a general and more thorough 
understanding as to the right of the public vs. corporations is 
manifested in the interests of both. (Nevada.) 
—Vice-President. 
Road F.—The local popular feeling is very much improved 
over a year ago, and it is less anti-railway and anti-corpora- 
tion. I believe this condition will continue to improve. 
(Oregon. ) —Vice-President. 
Transcontinental and Pacific—Answers to Question 8. 
Road A.—-The general feeling in our territory is less op- 
posed to railways and to corporations than it was last Decem- 
ber. The sensible business people are waking up to the fact 
that they cannot have good railways and good railway service 
without reasonable laws and co-operation. —President. 
Road B.—The popular local feeling is more friendly, but 
the antagonistic feeling is not yet extinguished. 
—Vice-President. 
Road C.—There are signs of reaction—at least there is 
much less talk and agitation. —President. 
Road D.—I believe the feeling in our territory is less anti- 
railway and anti-corporation than it was last December. 
—President. 
QUESTION 9—WHAT !IS YOUR ESTIMATE OF THE 
WORK WHICH THE INTERSTATE COMMERCE COMMIS- 
SION IS DOING UNDER THE NEW LAWS? 
Central West and Trunk Lines—Answers to Question 9. 


Road A.—I find it difficult to answer your inquiry. The 
effect of the law and the work of the commission has been to 
add very greatly to the cost of operation, but I do not think 
there is any warrant for saying that such results have come 
from intention. In the matter of rate publications the car- 
riers have been involved in tremendous unnecessary expense, 
but the commission has recently shown that it appreciates 
that fact, and its later rulings have been more practicable. 

—Vice-President. 

Road B.—The work which the commission has been doing 

under the new laws has not been of great service to the com- 


RAILROAD AGE 


GAZETTE. 1651 


munity, but in many respects I believe it has been a hindrance 
rather than a help to the business as a whole. General- 
ly, however, we must admit that the company has been bene- 
fited rather than harmed by the recent congressional rate 
legislation. —Vice-President. 
Road C.—I believe the work of the commission has been 
for good in general. After some of the sore spots have been 
rubbed out, the general average of benefits, both to railways 
and to the public, will be to the credit of the commission. 
—General Manager. 


Road D—I believe the work which the commission is 
doing is for good, and that, while the manner of bringing 
about the changes was unnecessarily severe, the results will 
be satisfactory. No one can maintain that publicity and 
proper supervision of the handling of earnings and expenses 
of railway properties are not good things for the investor in, 
and the managements of, the railways. The trouble is not 
with the Interstate Commerce Commission; it is rather with 
the numerous state commissions, and entire satisfaction will 
not be given to all interested until a commission is placed 
in charge of the entire transportation business throughout 
the country. Such a commission should be organized, I be- 
lieve, by selecting a representative from each state—the posi- 
tion to be either elective or appointive—and one commissioner 
at large, representing the Federal government. This commis- 
sion should meet at Washington, pass upon such rules and 
regulations as might be necessary, and upon adjournment, 
the members could return home, and each, as chairman of 
the local commission, regulate the railway affairs of the state, 
in accordance with the general policy laid down at the gen- 
eral session. By such a plan, each state would have its local 
commission, presided over, and under the control of, a repre- 
sentative of the Interstate Commerce Commission. However, 
the local commission should have no authority to legislate 
or pass rulings that would not be in conformity with the 
policies outlined by the commission in convention. By this 
arrangement there would be but one commission and one 
general policy to be observed; and yet the local interests of 
each state would be fully served and general satisfaction 
would result. The reason for providing for the local commis- 
sions is that the transportation business of this country is 
too great to be properly handled from any one point, such 
as Washington, D. C., and in order to get the best results, 
the questions to be considered should be handled by persons 
familiar with the conditions to be encountered, and such 
persons only should constitute the local commissions. 

—Vice-President. 

Road E.--1 think the work of the commission has been as 
fair under the new law as it would be possible for that board 
of men, coming into the business unprepared to make it. 

—Vice-President. 

Road F.-—Undoubtedly the commission makes unfair prac- 
tices impossible but the reports and statistics required have 
entailed increased expense in the accounting and traffic de- 
partments. —President. 

Road G.—The work of the commission is a difficult one to 
perform, as the questions dealt with are not only highly tech- 
nical, but require an immense amount of study. Further- 
more, the commission has somewhat contradictory functions. 
Its most important function is, as a judicial body, to represent 
all classes of citizens (not simply the shipping public, but all 
citizens), even those who are connected with the railways. 
In addition to this, it has immensely important administra- 
tive duties, promulgating orders, over-seeing the operation 
of the Safety Appliance Law, and other laws. Last, but not 
least, it has an important function as a prosecuting body. 
It is not to be wondered at that it is next to impossible to 
find seven men who are capable of performing these very 
dijlerent duties, and there is no doubt that railways have suf- 
fered to some extent by reason of the fact that the commis- 
sion is over-worked, and that few of the very important ques- 
tions can be considered by the entire commission sitting as a 
court. —President. 


Road H.—We feel that the work of the commission is in 
the line of progress and ultimate material benefit to railway 
properties and the interests of the people at large. Some 
details of the work would appear as burdensome and wholly 
unnecessary, and some restrictions of the freedom of action 
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we consider of temporary harm, but as a broad proposition 

the general work of the commission is beneficial and as 

further experience is gained by them we believe much ulti- 
mate benefit will result. —Receiver. 

Road I.—While I believe the commission has accomplished 
some good, it seems to me it is assuming too much arbitrary 
power and is interfering with details, so that it is producing 
and will continue to produce more harm than good. 

—President. 
toad J.—I believe the commission is doing its best to put 
the law into actual operation, so that all may judge whether 
the result therefrom will be beneficial or otherwise. 
—Vice-President. 

Road K.—In my opinion the commission is attempting en- 
tirely too much, and the passage of the hours of service law 
was a great mistake. It has done financial harm to all our 
interests and moral harm to many railway employees, and 
has benefited absolutely no one. —General Manager. 

Road L.—The commission is conservatively endeavoring to 
carry out the new laws. —President. 

Road M.—The work undertaken by the commission is of 
such great scope that it is hardly possible at this time to 
intelligently forecast the results likely to be accomplished. 
The commission is composed of able and fair-minded men, 
and we believe they have been impressed with the fact that 
present railway managements are willing and anxious to co- 
operate with them in their work. The principles upon which 
they are working to secure uniformity in methods of account- 
ing and practice, the elimination of discrimination, and the 
adjustment of differences between the shippers and the rail- 
ways, are based upon sound principles and in the end should 
be productive of much good. In all controversies there is 
much to be said on both sides, and the present attitude of the 
commission leads to the belief that it will be a tribunal where 
such differences will be adjusted to the common good of all. 
When conditions are better understood there will, no doubt, 
be revisions in the present laws which will place the com- 
mission in its logical position, and where it will be able to 
secure the best results. —Receiver. 

East—Answers to Question 9. 

Road A.—The work which the commission is accomplishing 
under the new laws is, generally speaking, fair and just to- 
wards the railways and such as should commend itself to 
the people of this country. While some decisions have been 
made that are of questionable legality and of far-reaching 
consequence to the carriers of the country if they are sus- 
tained by the courts, these decisions are not so many, nor 
do they indicate a spirit on the part of the commission at 
all antagonistic to the railway interests of the country gen- 
erally, or such as should lead the railways to feel that the 
administration of the Interstate Commerce Act by the com- 
mission is in the hands of men who are hostile or unfriendly 
to the railways ot the country. —President. 

Road B.—The Interstate Commerce Commission has found 
it necessary to do so much work in clearing the ground and 
preparing for proper interpretations of the comparatively new 
Interstate Commerce Law that it seems to have as yet done 
very little that can be considered harmful to any business 
interest, and we are of opinion that when the new law comes 
to be fully understood, its effect, upon the whole, will not 
be disastrous to the railway interests of the country, but this 
will of course depend most largely upon the wisdom exercised 
by the commission in its interpretation of the law. There 
appears, however, to be no evidence that the commission in- 
tends to deal unfairly or improperly with any part of the 
matter. —President. 

Road C.—The commission appears to be doing good work 
on the whole, and we have no complaints to make so far as 
treatment of this line is concerned. —Vice-President. 

Road D.--The effect of the commission has been to disor- 
ganize the conduct of business and to add greatly to the labor 
of the clerical department. —President. 

Road E.—The Interstate Commerce Commission is not cal- 
culated to improve the situation. The commission is trying 
to administer the affairs of the railways and not to regulate 
them. It cannot do so and will fail. The law will be modi- 
fied before the railways return to real prosperity. 

—President. 


Vor. XLV., No. 30. 


South—Answers to Question 9. 


koad A.—The work being done by the Interstate Commerce 
Commission involves a great expense upon the railways and 
the public without a corresponding benefit to the shipper. 
The system is top heavy and will have to be simplified. 
—President. 
ktoad B.—As a whole I think the Interstate Commerce Com- 
mission is the most conservative and fair body connected with 
the adjustment of railway rates. At times, however, the com- 
mission has been unfair to railways and has done harm in 
certain iocal territories. —General Manager. 
Road C.—The value of the work of the Interstate Commerce 
Commission under the recent laws cannot well be estimated 
or criticised yet. —President. 
Road D.—My estimate is that on the whole the commission 
is taking a very broad and liberal view of the questions pre- 
sented to it. I think its intentions are good and that any 
misiake in judgment which it makes can always be redressed 
by having recourse to the courts. —President. 


Road E.—Our opinion in regard to the work of the Inter- 
state Commission is that some of the laws are just but that 
others, while perhaps necessary, are very much of a burden 
to the railways by reason of making extra employees neces- 
Sary, requiring additional printing, etc. 

—Vice-President. 

Road F.—Our estimate is that the work of the Interstate 
Commission, generally speaking, is of benefit to the railways. 

—Genera’ Manager. 

Road G.—I believe that the work that is being done by the 
commission, while to a certain extent burdened with red tape, 
is productive of lots of good. The people at large have con- 
fidence in the work that is being done, and the railways 
themselves I believe are feeling that a certain amount of 
responsibility is being taken from their shoulders. I believe 
that the greatest amount of good comes from the feeling of 
the public that no special favors are being granted by the 
railways to individuals or ‘corporations that are not enjoyed 
by all. —General Manager. 


Southwest—Answers to Question 9. 


Road A.—The work of the Interstate Commission has been 
helpful to the railway interests as a whole. 
—Vice-President. 
Road B.-—I believe that the intent of the Interstate Com- 
merce Commission is a very good thing. I believe the com- 
mission has been mistaken in some of its rulings and inter- 
pretations, but I believe this is more a lack of knowledge 
of conditions than a desire to do harm. 
—General Superintendent. 


West—Answers to Question 9. 


Road A.—i think the work which the Interstate Commerce 
Commission is doing under the new laws is very poor. 
—President. 
Road B.—I think the work of the commission under the 
new laws is beneficial. —Superintendent. 
Road C.—i think the Interstate Commission, while it has 
caused us a lot of trouble, is, on the whole, a good thing, and 
I believe it is the only solution of the prospective difficulties 
between the mass of the people and the railway corporations. 
In other words, I think it better to have the national govern- 
ment contro] these things than to have it attempted by state 
legislation. JI believe it is impossible to get two commissions 
with ideas near enough together to give rulings under which 
a railway operating in two or more states could possibly do 
business. —President. 
Road D.—We estimate the work of the Interstate Commis- 
sion under the new laws as a whole as being greatly beneficial 
alike to railways and their patrons. 
—Vice-President. 


Transcontinental and Pacific—Answers to Question 9. 


Road A.—-Taken as a whole, the present interstate commerce 
law is beneficial in its working rather than otherwise. 
Whether or not it will continue to be so depends on its ad- 
ministration by the commission. The latter body needs 
strengthening but is unquestionably earnest and doing the 
best that it can as now constituted. I believe there is danger 
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in the vast powers which it possesses and am strongly of the 
opinion that there should be two bodies, one judicial and one 
administrative as advocated, I believe, by a majority of t*e 
commissioners. —President. 
Road B.—The work of the commission has been generally 
satisfactory. It seems to be conducted upon a satisfactory 
business basis along national lines. —Vice-Presideni. 
Road C.—I think the commission is attempting to stretch 
the line and to apply it where it is not applicable—to inde- 
pendent steamship ‘companies, for instance. 
—-Vice-President. 
Road D.--We think the Interstate Commerce Commission 
has been very fair, except in the interpretation of the Safety 
Appliance Acts, wherein practical impossibilities are expected 
of carriers. Our experience with our own inspectors shows 
that without calm and unprejudiced supervision they can 
do a vast amount of harm. If they are guided by strained 
and harsh interpretations of specifications, they may actually 
paralyze action. We think a condition somewhat similar to 
that outlined above prevails with the Interstate Commerce 
Commission inspectors, and that with reasonable and fair 
instructions from their superior officers many of the troubles 
that the carriers now experience would disappear, and that 
without violation of any legal requirement. 
—Vice-President. 
Road E.--I believe the work as a whole being done by the 
Interstate Commission is ail right, but it has a enormous 
task. I believe results will show improvement as time 
goes on. I believe that more harm has been done by radical 
state railway legislation and state railway commissions than 
by the Interstate Commerce Commission. —Presidenl. 


QUESTION 10—ARE THE STATE COMMISSIONS IN 
YOUR TERRITORY DISPOSED TO BE FAIR OR UNFAIR 
AND ARE THEY BECOMING MORE CONSERVATIVE OR 
MORE RADICAL AS TIME GOES ON? 


Central West and Trunk Lines—Answers to Question 10. 


Road A.—It is hardly possible to answer this question, 
where, as in our case, the application is to serve different 
states having commissions of different capacities and dis- 
position. —Vice-President. 

Road B.—I beiieve the state laws prohibit any one qualified 
by experience from going on a railway commission, and the 
result, aside from disposition or political requirements, neces- 
sarily includes many mistakes that are embarrassing for the 
carriers and unfortunate for the public. 

—Vice-President. 

Road C.—The state commissions in our territory are dis- 
posed to be quite fair. The gentlemen composing these bodies 
are thoughtful, intelligent and conservative men. 

—President. 

Road D.—The state commissions are disposed to be fair 
and they are becoming more conservative. 

—Vice-President. 

Road E£.—We operate through six states and in most of 
them we have not been greatly embarrassed by the state 
commissions. They have thus far not exercised generally 
unfair power as in most cases they have the apparent right 
to Go. We have been able to keep in close touch with them 
in a friendly free manner and by reasonable presentation 
of our side of the question cannot complain that in actual 
application they nave been unreasonable generally speaking. 
On some points, of course, we have differed, but under the 
circumstances we feel reasonably satisfied with them. 

—Vice-President. 

Road F.—I consider the state commission, if properly man- 
aged, a good thing for all concerned, but when there is an 
interstate commission working in conflict with one, two, 
three or ten siate commissions, results are far from being 
satisfactory. —Vice-President. 

Road G.—The state commissions in our territory try to be 
fair and are quite conservative, and if the railways will be 
fair with them and give them correct information, I do not 
think they will have any trouble, although I believe that the 
dual commission system is bad in principle and that we 
should have one federal commission. —Vice-President. 

Road H.-—The attitude of the state commissioners in our 
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territory continues to be generally fair. During the recent 
anti-railway agitation these commissions were usually the 
least radical of any of the state bodies which had to do with 
railways. I think the tendency is, as they become more 
familiar with the problems that confront the railways, for 
them to handle such matters in a broader manner. Our ex- 
perience has been that the longer a commissioner has served 
the greater consideration he shows in dealing with the rail- 
ways. —President. 
Road I.-—-State commissions are disposed to be fair and we 
look for more conservative treatment as experience is gained 
by the commissions, and believe that the experience being 
gained will prompt the appointive power to place more prac- 
tical and experienced men on the state commissions which 
will tend to make them more efficient and of more benefit 
to the railways and the public, and that as they gain experi- 
ence they will tend to follow more closely the spirits and 
methods of the Interstate Commerce Commission, thus de- 
creasing objectionable radicalism. —Receiver. 


Road J.—The state of Virginia has a railway commission 
composed of three members, all of whom are high grade, con- 
servative men, and, so far as I know, all of their actions have 
been prompted and governed by fairness and justice. The 
state of West Virginia has never had a railway commission, 
though an effort will probably be made at the next session 
of the legislature in January to create such a commission, 
which will, I think, result favorably to the railways if proper 
men are selected, but should political motives govern, the 
results will be unfavorable. —President. 

Road K.—I believe that our state commission is disposed 
to be fair to the railways. I have not had occasion to meet 
with the commissions in adjoining states, but I have no com- 
plaint to make of the Illinois commission. 

—Vice-President. 

Road L.—The state commissions in our territory are dis- 
posed to be fair. I have never considered them radical, but 
on the contrary conservative. —President. 

Road M.—We have had considerable dealings with the rail- 
way commission of Ohio, and while it is governed by the 
existing laws under which it works, we have at all times 
found it disposed to be fair, and to give due consideration to 
all circumstances surrounding any particular case, in an 
honest endeavor to secure the exact facts in each case and 
render decision without bias. The great benefit to be derived, 
both from the work of the Interstate Commerce Commission 
and the various state commissions, is that it will bring about 
a fuller understanding of the great problem of transportation 
and make it possible for railways to secure a fair and im- 
partial hearing in any case that may be brought against them. 
If it were possible to entirely eliminate politics from the con- 
sideration of these questions, placing the various commis- 
sions upon the same plane as the Supreme Court, the railways 
would have little to fear and much to expect from the delib- 
erations of these bodies. —Receiver. 


East—Answers to Question 10. 


Road A.—Generally speaking, the attitude and action of the 
state commissions in the territory through which this line 
runs are not essentially different from that of the Interstate 
Commerce Commission, as outlined above. It cannot be said, 
however, from what has transpired during the last year, that 
these state commissions are becoming more conservative, and, 
on the other hand, it cannot be claimed that they are grow- 
ing more radical or extreme in their action. It appears, 
however, as though their tendency is all the time to under- 
take to regulate the railways more and more in the details 
of their operations, a course of action which it would seem 
from every standpoint it would be unwise for the commis- 
sion to pursue, as by so doing the result must ultimately be 
to load themselves up with a lot of unimportant detail work 
which they never can handle to‘the satisfaction of themselves 
or the public, and thus make it impossible to give the more 
important and far-reaching questions in which the public and 
the railways are interested the time required to investigate 
them with the care and attention which their importance 
demands. —President. 

Road B.—State commissions in this section of the country 
have always been most reasonable and conservative in their 
interpretation of the law and of the relations that existed 
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between the railways and the public. We have no reason 
to suppose that this satisfactory condition will be changed 
materially. —President. 
Road C.—The state railway commission in this state, so far 
as it has gone, seems to be very fair. However, this com- 
mission is less than a year old and hence has not been organ- 
ized long enough to outline its policy. (Pennsylvania. ) 
—President. 
Road D.—We have found these state commissions to be ex- 
tremely fair. They are largely composed of men without ex- 
perience in railway management and training and they have 
made mistakes. But their position has on the whole been 
consistently conservative. —Vice-President. 
Road E.—We have found the state commissions unfair. 
They are playing politics. —President. 
Road F.—The state commissions are more conservative than 
they used to be and they are trying to co-operate, though they 
are still radical to a greater or less degree. 
—President. 
Road G.—The state commissions are eminently fair. The 
commission in this state (Massachusetts) is the oldest of 
the state commissions; its powers are but regulatory. Its 
members serve usually through long periods and therefore 
become experienced and with experience conservative. There 
is no reason to expect any change in this attitude. 
—-Assistant General Manager. 


South—Answers to Question 10. 


Road A.—A state commission is but chaff, and is wafted on 
the winds of public opinion. Personally the commissioners 
are always inclined to be as fair as they know how, but they 
are inexperienced, unfamiliar with the railway situation and 
always fighting for the job at the next election so that no 
railway man can form a conclusion as to what he may expect 
six or twelve months hence. Right now, there is a calm. 

—General Manager. 

Road B.—The state commissions are as bad as they can be. 

« Arkansas. ) —General Manager. 


Road C.—The state commission has been extremely drastic 
and unfair during the last year, and I hardly care to venture 
an opinion on its course for the coming year; however, it 
is barely possible that the situation from this standpoint has 
slightly improved during the last 12 months. (Florida). 

—General Manager. 

Road D.—The state commission in Louisiana is well dis- 
posed and inclined to be conservative, but in common with 
the commissions of other states, it needs experience, and until 
this is attained the railways must suffer more or less in 
consequence. —President. 

Road E.—State commmissions in our territory are disposed 
to be fair and I think as time goes on they are becoming more 
conservative. —President. 

Road F.—The state commission in this territory (Alabama) 
was appointed during the anti-railway administration, and it 
felt charged with the duty of correcting abuses which were 
believed to exist on the railways. It is my opinion that the 
reaction in public opinion will have a certain effect on the 
attitude of the commission. —President. 

Road G.—The state commissions in our territory are be- 
coming more conservative and are showing greater disposi- 
tion to be fair in their relationship with the railways. 

—General Manager. 

Road H.—The state commission of Louisiana is very fair 
and conservative; the Arkansas commission is inclined to be 
a little radical and is very closely allied with political affilia- 
tions, which makes its judgment biased at times; however, 
I believe the outcome of the present litigation between the 
railways and the railway commission of the state will result 
in a mutual understanding that will be beneficial for all 
parties concerned. —General Manager. 

Southwest—Answers to Question 10. 

Road A.—The Texas commission has been disposed to be 

fair and is becoming more and more conservative. 
—Vice-President. 

Road B.—State railway commissions are disposed to be 

unfair to the railways. Their idea of regulating rates seems 
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to be invariably to reduce them, at the same time issuing 
many orders to railway companies which require increased 
expense. These commissions are becoming more radical as 
time goes on, and while their powers are already extensive, 
they appeal to every successive legislature to still further in- 
crease them. The principal trouble with commissions regu- 
lating railways is that, with few exceptions, none of their 
members are men who have had any experience or knowl- 
edge, save of the most superficial kind, concerning the intri- 
cate questions of railway operations which they are called 
upon to regulate. —Vice-President. 
Road C.—We believe that all commissions are more dis- 
posed to be fair and just than heretofore. This is largely 
being brought about by the more liberal education as to true 
conditions and the growing opinion to deal fairly and justly. 
F —Vice-President. 
Road D.—I believe our state commissioners (Texas) are 
disposed to be as fair as they think their constitutents will 
submit them to be, and they are becoming more conservative 
and less radical as they become better acquainted with the 
duties of the office to which they are elected, and more 
familiar with the affairs of the railway companies, gleaned 
from a personal inspection of the property in company with 
the managing officers of them. —Vice-President. 
Road #£.—I could write a book on the Texas commission! 
I believe that the longer any railway commission remains 
in office the less harmful it is to railway interests. 
—General Superintendent. 


West—Answers to Question 10. 


Road A.—I think the state commissions try to be fair but 
ignorant laws and public opinion gives them little chance to 
exercise leniency. (Minnesota.) ~ —President. 

Road B.--The state commissions are becoming more con- 
servative. (North Dakota.) —President. 

Road C.—The commission of this state seems to be fair and 
reasonable. (Montana. ) —General Superintendent. 


Road D.—The Nevada commission cannot be said to be thor- 
oughly fair to the railways of the state, and we think its 
unfairness is probably caused by the reason that it came 
into being through channels that were more or less inoculated 
with the anti-corporation sentiment. The commissioners nec- 
essarily feel that some public action must be forthcoming 
to convince the public that their exists a necessity for the 
proper protection of the rights of railway patrons. Nevada 
being sparsely settled is served by few purely local roads and 
it emphasizes the fact that the commission came into exist- 
ence at least 10 years ahead of any needs the state might have 
for its services. —Vice-President. 

Road E£.--State railway commissions in this territory 
(Oregon) are unfair and are not disposed to handle cases 
which they prosecute on a business basis, but show a disposi- 
tion to curry favor with the public so as to strengthen them- 
selves with the people, with a view of having the commissions 
continued. —Vice-President. 


Transcontinental and Pacific—Answers to Question 10. 


Road A.—The state commissions are of various sorts. Most 
of them are composed of men wholly without experience, 
elected or appointed because of their radical views and filled 
with the idea that continuance in office depends upon their 
ability to harass the railways in every possible way. It is 
to be remarked, however, that the longer they remain in 
office the more they realize the injustice of what is expected 
of them by the public and the more they come to see the 
railway side of the question, but only a few of them are 
courageous enough to act on their best judgment, and at 
present the only relief is by application to the Federal courts 
in which, because of the permanence of their office, there is 
some hope of getting justice. —President. 

Road B.—The state commissions in our territory are dis- 
posed to be fair and J think they are realizing the fact that 
attempting to manage railways is a very difficult task, and 
that this is tempering their judgment very materially. 

—President. 

Road C.-—Some state commissions are fair and some unfair. 

It is impossible definitely to estimate what will occur. 
—President. 
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Road D.—I think the work of the commissions is fair. 
—Vice-President. 
Road E.—We think the change in the attitude of the public 
towards corporations has already had some effect on the state 
commissions. We are optimistic and think as time goes on 
they will become quite as fair as the Interstate Commission. 
—Vice-President. 
Road F.—I believe our Nevada state commission is dis- 
posed to be fair, although it started out with what the rail- 
ways considered a very unfair reduction in freight and pas- 
senger rates. This, however, was harmless because the roads 
tied their hands by injunction process. —President. 





BROWN FEED WATER HEATER FOR LOCOMOTIVES. 





The Brown feed water heater, though a comparatively new 
invention, has been used on a Chicago, Milwaukee and St. 
Paul locomotive in a bad water district of South Dakota for 
19 months without any engine failures or delays from leaks 
or other causes due to the heater. This application of feed 
water heater to locomotive practice was made by W. H. Brown 
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the drum. The steam passes through the tubes and is con- 
densed by the circulating water, thus giving up its heat, the 
water of condensation being all returned to the tank through 
the left injector holes. 

A water coil made of larger pipes is fitted in the smoke-box 
directly under the stack as shown in the illustration. The 
purpose of this coil is to produce a gentle circulation, separate 
the mud and purify the water. The heater drum and coil are 
supplied with blow-off cocks so that they can be washed out 
and kept free from mud. In the table below is a comparison 
of the performance for the month of February, 1908, of C., 
M. & St. P. engine 167 equipped with the Brown feed water 


heater and engine 88 of the same class without the heater: 
Coal 
y——- Miles——_, Coal Tonnage per 100 
Train. Ton. consumed. per train. ton-miles. 


Engine No. 88........ 844 473,800 141,900 561 29.95 
Engine No. 167........ 1,278 834,300 191,400 653 22.94 


It will be seen that engine 167 shows 34 per cent. more train 
miles, 14 per cent. greater tonnage and a saving of 24 per 
cent. in coal per 100 ton miles. 

An interesting discovery was made in connection with the 
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General Plan of Brown Feed Water Heater Applied to C. M. & St. P. Locomotive. 


of Minneapolis, Minn. The heater is now being put on three 
additional locomotives of the St. Paul, the illustration here- 
with showing the method of application. The Minneapolis & 
St. Louis is also applying it to ten locomotives and the Iowa 
Central is to equip a few for trial. 

The heater consists of a drum about 6 ft. long and 27 in. 


FE Sere eS Sa LOR, |, Spe ee ees : a > 


ja 



















__ 12 Lagging 5 4 
* =a : i 
Se : 
=) 2 [-) a i 
@ Q @ keked |! 
23" ‘SRivets i f 
ionic = - --—-~-~---'-~-—-—~—~----~4//-|------- - KS 
7 
x 
“ o"sheet 
1 lo , 
as ! 2 Pipe : 
| Ce) 3" 4 Oe 
| j 269, 4 Fives, 60 /ong. 
dj owe aS —— _-< irik on Sn AP RE = =— A 
fi ass a Ps SSNs 
Se) ORR 7 eee --/184" ~——--->) 





ni LEER EE AE 


Drum of Brown Feed Water Heater. 


ey 


in diameter, located on the top of the boiler, either in front of 
or behind the dome. The drum is fitted with tube plates set a 
short distance from each end and contains 269 tubes *4-in. in 
diameter and 60 in. long. The water from the injector passes 
into the heater and around the tubes. A portion of the ex- 
haust is shunted from the exhaust cavity of both cylinders 
and carried by 2-in. pipes to the bulkhead in the front end of 


use of artesian water, which caused foaming when fed to the 
boiler before heating, but when previously heated the gas was 
liberated and no foaming was experienced. 





FOREIGN RAILWAY NOTES. 

Locomotives with Schmidt-Garbe superheaters, which num- 
bered 2,728 last February, had increased to 3,455 by the mid- 
dle of October, 1,789 of which were on the Prussian State 
Railroads, and 428 in little Belgium. They are in use in all 
the principal European countries. 

The coal production of Germany (the whole empire) in the 
first half of 1908 was 124,120,123 kilometric tons, which was 
5.8 per cent. more than in the corresponding half of 1907. 
More than nine-tenths of this coal was from Prussian mines. 
The exports were 12,466,608 tons; the imports, 10,344,351. 


If some genius will invent an effective elephant-catcher to 
attach to a locomotive, he will probably find interested atten- 
tion at the offices of the Siamese railroads. ast June a 
freight train on its way to Bangkok ran into a full-grown wild 
elephant in the dark. The consequences were the derailment 
of two locomotives and of 14 cars and irreparable damage to 
the elephant. 





@eneral News Section. 


Senger station at Buffalo have resulted in the railways giving 


The Michigan Central is using telephones for train despatch- 
ing between Detroit and Jackson. 

The Railway Commission of Canada has issued an order 
requiring the daily inspection of electric bells at all railway 
crossings. 

The State Corporation Commission of Oklahoma has or- 
dered the steam railways and street railways to send to the 
commission telegraphic reports of all serious accidents. 


John J. Hannahan, Grand Master of the Brotherhood of 
Locomotive Firemen, has resigned his office to take the Vice- 
Presidency of the American Automatic Stoker Company of 
Chicago. 

On the Southern Pacific lines west of El Paso, 252 track 
foremen received from the company just before Christmas 
each a present of a fat turkey. The recipients of these gifts 
appear to be chiefly those section masters who live on their 
sections remote from towns. 


At New Rochelle, N. Y., last week Justice Keogh in the 
Supreme Court of New York, acting on a suit brought by 
the state against the Erie Railroad, sustained the law of 
the state passed last year limiting the working time of tele- 
graphers to eight hours a day. 

In 1907 the city of New York lost $1,026,272 by running 
its municipal ferries. The Dock Department’s net earnings 
in 1907, exclusive of the ferry expenses, were $1,121,092, so 
that the large revenue which the department formerly re- 
turned to the city has been cut down almost to nothing. 


Citizens of York county, Pennsylvania, residing along the 
line of the Pennsylvania’s new freight railway, parallel to its 
main line, have petitioned the state railway commissioners 
to require the road to carry passengers, and also run local 
freight trains. In particular they want a milk train to 
Philadelphia. 


The Nebraska Supreme Court in a case against the Omaha 
& Council Bluffs Railway Company, December 17, held that a 
pedestrian is not required to take the same: care in crossing 
the tracks of a street railway as in crossing the tracks of a 
steam railway. The court said that this holding was at va- 
riance with decisions in other states, but that it regarded the 
distinction as proper. 


Three railways in Michigan have come to the relief of the 
state treasury. Although railway taxes will not be due until 
April the railways preferred to have deposited in the hands 
of Attorney-General Bird for the relief of the state treasury 
$750,000, which can be used to great advantage at this time. 
The road and the amounts advanced are: Michigan Central, 
$400,900; Chicago & North Western, $200,000, and Pere Mar- 
quette, $150,000. 


Representatives of the Missouri, Kansas & Texas and of the 
employees of that road have gone to Washington to lay before 
Messrs. Knapp. and Neill a disagreement concerning wages 
to be paid during the coming year. Although Messrs. Knapp 
and Neill are ex-officio conciliators on behalf of the govern- 
ment, they are called upon in this case as individuals, the 
parties at difference having agreed to refer their questions to 
these two gentlemen. 


A commission of postmasters and other officers of the Post- 
office department, reporting to the Postmaster-General, recom- 
mends that the pneumatic tubes now in use between main and 
branch offices in Boston, New York, Philadelphia, Chicago anil 
St. Louis be continued under their present status; that is 
to say, that the government should not buy the tubes. The 


contracts under which the tubes are now used (for conveying . 


mail matter) run for nearly eight years longer, and as the 
service appears to be still in experimental condition, five or 
six years hence will be soon enough for the government to 
think of acquiring ownership. 


Conditions exacted by the city relative to a union pas- 


notice that they have abandoned the project. It was pro- 
posed to have a station at Fillmore avenue, on the extreme 
eastern outskirts of the city. No further consideration will 
be given until certain obstacles are removed. Chief among 
these is the requirement that the New York Central maintain 
a station at Exchange street, now occupied as a passenger 
terminal, and also what is known as the Terrace station. To 
this all the other roads are opposed, such an advantage being. 
considered detrimental to their individual competitive inter- 
ests. Thus end negotiations initiated by the city eight years 
ago. 





Bolivian Railways. 





The diplomatic question raised by the submission to Con- 
gress by the Bolivian government of proposals for a partial 
change in the route of the projected railways, previously de- 
termined by convention with Argentina, has been practically 
solved by an agreement embodied in a protocol indefinitely 
suspending the operation of this convention. The original 
plan provided for direct lines between La Paz and Buenos 
Ayres, with the object of bringing the two republics into 
closer commercial relations. 

Dr. Eleodoro Villazon, Bolivian Minister at Buenos Ayres, 
has announced that the contracts between his government 
and the American syndicate headed by Speyer & Co. and 
the National City Bank of New York for the construction 
of various railways would be carried out with all possible 
speed. 

This syndicate has already built a line from La Paz to 
Oruro, and as the gage of the new lines will be the same as 
that of the British line running from Oruro to Uyuni, which 
has a branch to Antofagasta, in Chili, the latter port will be 
in direct touch with the Bolivian railways. The roads to 
be constructed will place Northern Bolivia in closer com- 
munication with the Pacific ports when the Panama canal is 
opened. The contracts with Speyer & Co. and the National 
City Bank are now embodied in law, and two companies have 
been formed with a subscribed capital of $27,500,00C, con- 
tributed in almost equal proportions by the companies and 
the Bolivian government. Many Americaiis are engaged in 
the development of the mineral resources of Bolivia.—Press 
Despatch, Dec. 18. 





Fifteen Passengers Killed in France. 





A press despatch of December 16 from Limoges, France, re- 
ports a collision, followed by fire, in a tunnel between Limoges 
and Brive, resulting in the death of 15 persons and the injury 
of 30 others. Most of the victims were pinned beneath the 
wreckage and burned to death. . 





Railway Damage Suits in Texas. 





N. A. Stedman, attorney for most of the railways in Texas, 
on December 6 issued a long statement about suits for per- 
sonal injuries against the companies. From 1891 to 1903, Mr. 
Stedman said, personal injury payments made by Texas rail- 
ways greatly increased. As a result of a campaign of educa- 
tion carried on by the roads these payments decreased from 
1903 to 1906, but they advanced again during 1907 and 1908. 
Although the railway mileage in the state increased between 
1891 and 1908 only one and one-half times and receipts from 
operation increased only two and one-fourth times, the per- 
sonal injury payments for 1908 exceeded those for 1891 more 
than eight times. The payments in the fiscal year’ ended 
June 30, 1908, were $1,800,000, equal to one-half of what it cost 
to run the Texas state government. 

These payments are much larger per mile in Texas than 
elsewhere. Mr. Stedman gave the following figures: The Mis 
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souri, Kansas & Texas of Texas paid $248 per mile as against 
$57.55 by the same road in Kansas. The Texas & Pacific in 
Texas paid $160 per mile as against $41 per mile for the 
same road in Arkansas and Louisiana. The Galveston, Har- 
risburg & San Antonio paid $205 per mile as against $74 paid 
by the Southern Pacific lines west of the Rio Grande. The 
Frisco paid in Texas $191 per mile as against $72 outside 
of Texas. The Gulf, Colorado & Santa Fe paid $140 per mile 
as against $53 by the Atchison lines outside of Texas. The 
train mileage of the lines outside of Texas is so much larger 
than that of the lines inside Texas with which they are com- 
pared that the amount of personal injury payments per mile 
should be less in Texas than outside. 

The large amount of successful personal injury litigation 
against the railways of Texas is attributed to personal injury 
bureaus that systematically foment this kind of litigation, 
and whose success is largely due to the hostile public senti- 
ment toward railways. Mr. Stedman in his letter appeals for 
a public sentiment more friendly to the roads, which, instead 
of causing juries to render unjust decisions against them, will 
enable them to put in jail the blackmailers who seek to prey 
upon them. 


James O. Fagan. 


Out of a signal tower in one of the dirtiest and most sordid 
of the suburbs of Boston James Fagan has come to the Har- 
vard University lecture platform. President Eliot has se- 
lected him, and President Roosevelt has called him to the 
White House to discuss railway matters. The public over 
the whole of the United States is hearing of him and begin- 
ning to wonder what kind of a man he is. 

Mr. Fagan is tall and thin, loosely built, but not awkward. 
On first seeing him one is attracted by the look of earnest- 
ness in his gray eyes, and one feels that this is a man who 
really believes in his work. He seems, indeed, more fitted 
to the lecture platform than to the signal tower, and it is 
hard to believe that for 22 years he has been pulling the 
shining levers in his little cage. Lacking the air which is 
generally attributed to the college professor, Fagan betrays 
a diffidence and a dislike to talk of himself which one scarce- 
ly expects to find in a man who is so much in the public 
eye. When he starts to talk on his favorite subject of rail- 
roading and railway problems, however, he is no longer 
diffident; his eyes light up, and he explains his views in a 
way that shows not only that he believes in them himself 
but that he also intends you to believe in them. 

The little tower in which he has been working and think- 
ing these 22 years is as dingy and unattractive as its sur- 
roundings and is no different from the hundreds of other 
railway signal towers scattered throughout the country. The 
steel levers, the clicking telegraph instrument, the dreary 
view up and down the tracks—the average student of econ- 
omics would not consider these the most advantageous sur- 
roundings for mental effort, but here Fagan has learned 
enough about railway problems to qualify him as a lecturer 
in Harvard University. Eight hours a day of work in the 
tower and almost as much again of study in his little home 
in Waltham have made him one of the most remarkable men 
in this country to-day.—New York Tribune. 





Meeting of Telegraph Superintendents at St. Paul. 

The Western division of the Railway Telegraph Superin- 
tendents’ Association held a meeting at St. Paul, Minn., Decem- 
ber 14, with a large attendance. The members were enter- 
tained at the Transportation Club by Harry C. Hope, of St. 
Paul, Superintendent of Telegraph of the Chicago, St. Paul, 
Minneapolis & Omaha, and a former president of the asso- 
ciation. Mr. Hope is president of the Transportation Club 
of St. Paul. The principal discussion at the meeting was 
on the use of telephones for train despatching, on which this 
body has already passed approving resolutions. Mr. Drew, 
Secretary of the association, says that there are now railway 
lines aggregating 4,900 miles in length on which train orders 
are sent by telephone; and a length of 7,700 miles of line 
in addition to this which is now being equipped for tele- 
phone despatching. Mr. Camp, of the Canadian Pacific, Presi- 
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dent of the association, says that the Canadian Pacific has 
130 miles of telephone lines in use and has ordered material 
for 1,032 miles more. lt does not appear, however, that these 
Canadian Pacific telephone lines are used for train despatch- 
ing. 

George T. Slade, General Manager of the Northern Pacific, 


. being invited to address the meeting, complimented the tele- 


graph superintendents on the ability and enterprise with 
which they had kept pace with the growing needs of the 
railway service, by the introduction of improved methods in 
telegraphing; and now they are to make still further and 
better progress by adopting the telephone and the selector 
calling apparatus. One defect in the telegraph service has 
been the fact that it is so generally in the hands of immature 
persons. Older persons cannot readily learn to be telegraph 
operators. With the telephone it will be possible to select 
a better class of operators as the only vital qualification is 
the ability to speak the English language. There is no reason 
why we should not have henceforth an improved personnel 
in the handling of train orders. Tuition, instruction and 
supervision should also be improved. In most departments 
the instructor or supervisor goes over the road and sees 
the subordinates, but hitherto, on the majority of railways, 
we have put the supervision of the forces who handle train 
orders in the hands of the chief train despatcher, who usually 
cannot come in personal contact with his men and so can 
give them no counsel, advice or instruction, except at long 
range. Many young men who might have succeeded have 
failed because of the lack of this instruction and counsel. 





MEETINGS AND CONVENTIONS. 





The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 





Arr BRAKE AssociaTIon.—F. M. Nellis, 53 State St., Boston, Mass. ; 
June, 1909. 
AMERICAN INSTITUTE OF ELECTRICAL ENGINEERS.—R. W. Pope, 33 West 
39th St., New York; second Friday in month; New York. 
AMERICAN RaILway ASSOCIATION.—W. F. Allen, 24 Park Pl., New 
York; May, 1909; New York. 

AMERICAN RAILWAY BRIDGE AND BUILDING ASSOCIATION.—S. F. Patter- 
son, B. & M., Concord, N. H.; Oct. 19, 1909; Jacksonville, Fla. 

AMERICAN RAILWAY ENGINEERING AND MaIntT. oF Way Assoc.—E. H. 
Fritch, Monadnock Bldg., Chicago; March 16-18, 1909; Chicago. 

AMERICAN RaILway MASTER MECHANICS’ ASSOCIATION.—J. W. Taylor, 
Old Colony Bldg., Chicago; June 16-18, 1909; Atlantic City. 

AMERICAN SOCIETY OF CIVIL ENGINEERS.—C. W. Hunt, 220 W. 57th 

. St. N. ¥.; 1st and 3d Wed., except July and Aug.; New York. 

AMERICAN SOCIETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 2% 
W. 39th St., New York; Jan. 12, 1909; New York. 

AMERICAN STREET AND INTERURBAN RAILWAY ASSOCIATION.—B. V. 
Swenson, 29 W. 39th St., New York. 

ASSOCIATION OF AMERICAN RAILWAY ACCOUNTING OFFICERS.—C. G. 
Phillips, 143 Dearborn St., Chicago; April 28, 1909; Cincinnati. 

ASSOCIATION OF RAILWAY CLAIM AGENTS.—C. L. Young, C. & N.-W. Ry., 
Chicago, Ill.; May, 1909; Detroit, Mich. 

ASSOCIATION OF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 
Wisconsin Central Ry., Chicago; June 23-25, 1909; Detroit. 

ASSOCIATION OF TRANSPORTATION AND CAR ACCOUNTING OFFICERS.— 
G. P. Conard, 24 Park Pl., New York. 

CANADIAN RAILWAY CLuB.—James Powell, Grand Trunk: Ry., Montreal, 
Que. ; 1st Tues. in month, except June, July and Aug.; Montreal. 

CANADIAN SOCIETY OF CIVIL ENGINEERS.—Clement H. McLeod, Montreal, 
Que.; January; Montreal. 

CENTRAL RatLway CLus.—H. D. Vought, 95 Liberty St., New York; 
2d Friday ‘in January, March, May, Sept. and Nov.; Buffalo. 

FREIGHT CLAIM ASSocIATION.—Warren P. Taylor, Rich., Fred. & Pot. 
R.R., Richmond. Va.: June 16, 1909; Old Point Comfort, Va. 

INTERNATIONAL MASTER BoILER MAKERS’ ASSOCIATION.—Harry D. 
Vought, 62 Liberty St., New York; May, 19€9; Louisville, Ky. 

INTERNATIONAL RAILWAY FuEL ASSOCIATION.—D. B. Sebastian, La Salle 
St. Station, Chicago; June, 1909. 

Iowa RatLtway Cius.—W. B. Harrison, Union Station, Des Moines, 
Iowa; 2d Friday in month, except July and August; Des Moines. 

Master Car BUILDERS’ ASSOCIATION.—J. W. Taylor, Old Colony Bldg., 
Chicago; June 21-23, 1909; Atlantie City. 

NEW ENGLAND RAILROAD CLUB.—G. H. Frazier, 10 Oliver St., Boston, 
Mass.: 2d Tues. in month, ex. June, July. Aug. and Sept.; Boston. 

New York RAILroaD CLuB.—H. D. Vought, 95 Liberty St., New York; 
3d Friday in month, except June, July and August; New York. 

NorTH-WeEsT RariLway CLus.—T. W. Flannagan, Soo Line, Minn.; 1st 
Tues. after 2d Mon., ex. June. July, Aug.; St. Paul and Minn. 

RAILWAY CLUB oF [PITTSBURGH.—J. D. Conway, Pittsburgh, Pa.; 4th 
Friday in month, except June, July and August; Pittsburgh. 

RAILWAY SIGNAL ASSOCIATION.—C. C. Rosenberg, 12 North Linden St., 
Bethlehem, Pa.; March 15, 1909: Chicago. 

ROADMASTERS’ AND MAINTENANCE OF WAY ASSOCIATION.—Walter E. 
Emery, P. & P. U. Ry., Peoria, Ill.; Nov., 1909: Washington. 

St. Lours Ratitway Cuus.—B. W. Frauenthal, Union Station, St. Louis, 
Mo.; 2d Friday in month, except June, July and Aug.; St. Louis. 

SOUTHERN AND SOUTHWESTERN Ry. Cuiusp.—A. J. Merrill. Prudential! 
Bldg.. Atlanta; 3d Thurs. Jan., April, Aug. and Nov.: Atlanta. 

TRAVELING ENGINEERS’ ASSOCIATION.—W. O. Thompson, N. Y. C. & H. 
R. R.R., East Buffalo, N. Y.: September, 1909: Denver. 

WESTERN RAILWAY CLUB.—J. W. Taylor, Old Colony Bldg.. Chicago: 3a 
Tuesday each month, except June, July and August; Chicago. 

WESTERN SOCIETY OF ENGINEERS.—J. H. Warder, Monadnock Bldg., 
Chicago: 1st Wednesday, except July and August; Chicago. 
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Craffic News. 


The Chicago, Rock Island & Pacific has turned its milk and 
cream traffic over to the United States Express Company. 
The action was taken because of the trouble and expense 
incident to handling this business in Chicago. 


The first movement of Canadian grain to Mexico under the 
new iariff conditions was begun Dec. 15, when H. H. Cooper, 
representing a Mexican syndicate, arrived in Winnipeg to 
ship wheat and oats south via Vancouver. The grain will 
go to the west coast of Mexico via the Canadian-Mexican Line 
to Manzanillo. The rate is 50 cents per 100 lbs. on wheat 
and 47 cents on oats to the City of Mexico. Mr. Cooper says 
that from 8,000,000 to 16,000,000 bushels of hard wheat from 
Canada will be taken in Mexico if it can be moved, as the soft 
Kansas variety cannot compete with the hard Northern grain 
in spite of a difference of 10 cents in favor of the Kansas rates. 





Passenger officers of the Wheeling & Lake Erie and the 
Wabash-Pittsburgh Terminal have announced, following a 
meeting in Pittsburgh on December 16, that they will reduce 
their single-trip rate between Pittsburgh and Chicago from 
$9 to $8. These roads handle through passenger business be- 
tween Toledo and Pittsburgh in connection with the Wabash. 
The Wabash, however, is not a party to the move, the object 
of which is to get for the roads mentioned a larger share of 
the Chicago-Pittsburgh business. The Wabash and its connec- 
tions now run only one passenger daily between Chicago and 
Pittsburgh. It is not likely that the reduction will be put into 
effect until after a conference. 


Z. T. Haven, Special Master of the Federal court in the 
case involving the validity of the order of the Kansas Board 
of Railroad Commissioners requiring a reduction of 20 per 
cent. in freight rates, has ruled that the Leavenworth & 
Tepeka shall be treated in the hearing as distinct from the 
Union Pacific, which owns 49 per cent. of its stock, and from 
the Atchison, Topeka & Santa Fe, which owns 51 per cent. 
of its stock. It has been shown in the testimony that the 
Leavenworth & Topeka, considered alone, has been unprofit- 
able; and it is contended that, as applied to it, the order of 
the Commission is confiscatory. The suit of the Leavenworth 
& Topeka is being used as a test of the validity of the Com- 
mission’s order. 


The Interstate Commerce Commission, in a recent ruling 
in conference, held that where a railway hauls supplies for 
a hotel free it must be sure the hotel confines itself to feed- 
ing only travelers on that road. On the request of the Atchi- 
son, Topeka & Santa Fe, the Commission has decided to give 
further consideration to the subject. The Santa Fe years ago 
induced Fred Harvey to establish a string of hotels on its 
lines from Kansas to California, because it was believed that 
the expense of hauling dining cars across the thinly-populated 
country in the West, through which the road runs, would 
be excessive. Some of the hotels then established, and now 
managed by a corporation under the name of Fred Harvey, 
have become famous resorts for tourists. It is stated that 
strict enforcement of the Commission’s ruling would make 
these hotels unprofitable. 





INTERSTATE COMMERCE COMMISSION. 





Yet again lower rates to more distant points on the same 
line are held reasonable where severe competition exists at 
the more distant points and not at the nearer points. 


It is proper to rate illustrated post cards as holiday cards 
rather than as paper photographic cards and cardboard (cut 
in shape), since the latter class might be more properly 
defined as photographic mounts. 


Tallow in barrels or other packages with cloth covers takes 
third class rates in western classification, whereas the same 
article in barrels or casks with wooden tops is rated at 
fourth class. The method of enclosure being within the choice 
of the shipper, the difference in rates is reasonable. 


No allowance for the weights of stakes used to secure 
lumber on a flat car was made in the tariff of the Chicago, 
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Milwaukee & St. Paul when certain shipments of lumber were 
made, and later the tariff of the St. Paul was changed so as 
to make such an allowance. The commission, therefore, al- 
lowed reparation for shipments made before the tariff was 
amended. 





Minimum Weights and Hay Shipments in Small Cars. 





Kansas City Hay Dealers’ Association v. Missouri Pacific 
et al. Opinion by Commissioner Harlan. 

The published tariffs of the defendant, in fixing minimum 
carloaad weights, bases this weight entirely on the length of 
cars used, regardiess of their width and height. The result 
is that although the minimum weight prescribed in the pub- 
lished tariffs for a car of given length can be loaded into 
cars of that length having the proper width and height, it 
cannot be loaded into cars of the same length that are de- 
ficient in those particulars. The complainant’s contention 
seems to be based on the ruling of the commission in Wiemer 
et al. v. Chicago & North-Western et al., 12 I. C. C., Rep. 462; 
but in the Wiemer case there was the added factor that the 
defendant was allowing a lower minimum weight on the 
same kind of shipment to shippers at one town than to 
shippers at another. No such conditions exist in this pro- 
ceeding. While uniformity in decisions of the commission 
is highly desirable, and while the conclusions reached by 
the commission in one case, touching the reasonableness of 
a rule or regulation affecting rates, ought ordinarily to afford 
a guide in another case, in which the same rule or regulation 
is involved, it must nevertheless not be forgotten that reason- 
ableness is ordinarily a question of fact, which should be 
decided in any proceeding on the record made in that pro- 
ceeding, and the conclusions of fact arrived at in one case 
are not binding ordinarily in a subsequent proceeding be- 
tween another group of litigants. 

It is shown that 65 to 70 per cent. of the hay cars coming 
into Kansas City consigned to complainants were loaded 
to, or in excess of, the minimum weights required in the pub- 
lished tariffs of the defendant, a fact strongly suggesting that 
all cars with more care in loading could have carried the re- 
quired weight. Moreover, 90 per cent. of the cars outbound 
from Kansas City were loaded to the required minimum 
weight, or in excess. This is explained by the statements 
that dealers had bales of different sizes and could fill up re- 
maining spaces, while farmers could only fill the car with 
one size of bales and so possibly would leave some space un- 
filled. The difficulty in loading hay is that there is no bale 
of recognized standard, either with respect to size or weight. 
Bales are now of less weight than formerly, and defendant 
suggests that since dealers buy the hay by the pound and 
seli by the bale, this decrease in weight per bale is ex- 
plained by the effort of the dealers to make a greater profit 
at the expense of the consumer. The evidence in this case, 
however, does not establish this contention; nevertheless, 
the fact remains that if the complainant prevails on the com- 
mission to lower the minimum weight for cars of a certain 
length, the rate on hay is thereby lowered. It has been 
shown that hay is not a particularly profitable shipment 
for the railways to carry, and the commission does not favor 
a reduction in the rate. The complaint is therefore dismissed, 
with the exception of its application to 34-ft. and 36-ft. cars, 
having a height of 6 ft. 9 in., and less, inside measurement. 
The minimum weight for such cars should be reduced to 
17,500 lbs. for 34-ft. cars and 20,000 lbs. for 36-ft. cars. 





STATE COMMISSIONS. 





The New York Public Service Commission, First District, 
has dismissed the complaint asking to have the fare reduced 
from 10 cents to 5 cents between New York and Flushing. 
It is plainly shown that with the 10 cent fare, the business 
is carried at a loss, and a reduction of the fare will not cause 
a sufficiently large increase in business to make it show a 
profit because of the proximity of the station of the Long 
Island Railroad to the Flushing terminus, the railway af- 
fording a quicker means of reaching Manhattan than the 
trolley cars, which “start out from the same point not more 
than half filled.” 
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Testimony in Missouri Rate Case. 


The taking of testimony in the suit involving the validity 
of the Missouri 2-cent fare and commodity freight rate laws 
was resumed by Judge Smith McPherson in the Federal court 
at Kansas City, Mo., last week. Alexander Douglas, Fourth 
Vice-President of the St. Louis & San Francisco, said that 
under the 2-cent fare his road’s traffic had increased and its 
earnings declined. Had the same average rate been in effect 
in the fiscal year 1908 as in the previous year earnings would 
have shown an inerease of $1,455,767 instead of a decrease 
of $242,564. A. D. Bethard, Assistant General Manager of 
the Missouri, Kansas & Texas, gave detailed figures showing 
the advances in wages of railway trainmen since 1900. C. J. 
McPherson, Assistant to the General Manager of the Missouri 
Pacific, said state freight was more costly to haul than in- 
terstate because it required about four times as many cars 
to do a given amount of work, and local traffic usually could 
be handled only in day time, while through traffic could be 
handled night and day. 

P. 8. Eustis, Passenger Traffic Manager of the Chicago, Bur- 
lington & Quincy, said that although 73 per cent. of the total 
number of passengers on this road in the fiscal year 1907 
were state passengers, they furnished only 48 per cent. of 
the earnings, while the 27 per cent. of interstate passengers 
furnished 52 per cent. of the earnings. 

J. W. Kendrick, Second Vice-President of the Atchison, To- 
peka & Santa Fe, said that on this road’s branch from S.‘. 
Joseph to Lexington it cost 2.8 times as much to handle 
freight traffic as on the main line. The average haul on 
state business was 44 miles; on interstate, 87. It costs 1.22 
cents per ton-mile to operate trains on the branch while on 
the main line the same work is done for four mills. Mr. 
IKxendrick said that almost all the local lines west of the Mis- 
sissippi were operated at a loss. He said the 2-cent fare legis- 
lation and other reductions in rates and losses in traffic had 
caused abandonment of double track work in Illinois and 
Missouri. Frank Nay, General Auditor of the Chicago, Rock 
Island & Pacific, said that the increase of passenger revenue 
on this road in 1906-7 was 30 per cent., and in 1907-8, under 
the 2-cent fare, 9 per cent. The average rate per passenger- 
mile increased 10 per cent. in the former year and decreased 
22 per cent. in the latter. He cited figures showing that in 
states where the 2-cent fare was in effect travel had increased 
and earnings declined, while in other states both increased. 


Freight Car Balance and Performance in July, 1908. 


Arthur Hale, Chairman of the Committee on Car Efficiency 
of the American Railway Association, in presenting statistical 
bulletin No. 36, covering car balance and performance for July, 
1908, says: 

“During the period covered by this report, the number of 
surplus available cars averaged 306,120 daily, this number 
being 14.26 per cent. of the total cars on all lines included in 
this statement. There were in addition, bad order cars equal 
to 10.18 per cent. of the total cars, making 24.44 per cent. of 
the equipment that contributed nothing to the mileage, ton- 
nage or earnings. Adjusting the averages as in previous 
statements we secure the following: 

Average miles Average ton-miles Average earnings 


-———-per day..——, —per car per day— --per car per day.-— 
Ine.surp. Exc.surp. Inc.surp. Exc.surp. Inc. surp. Exe. surp. 


ears. cars. cars, cars. ears. cars. 
December, 1907 21.9 23.9 289 316 $1.98 $2.17 
January, 1908 20.8 24.9 277 325 1.81 2.17 
February, 1908 19.7 23.8 ag 328 1.82 2.20 
March, 1908 21.2 25.5 290 348 1.95 2.34 
April, 1908 19.6 24.5 258 324 1.83 2.29 
May, 1908 19.3 24.8 254 329 p WES 6 2.22 
June, 1908 19.6 24.7 276 347 1.88 2.37 
July. 1908 20.0 24.8 275 342 1.84 2.26 


“It will be noted that the mileage, both in the actual and 
adjusted figures, shows a slight improvement over June, while 
the adjusted ton mileage per car and earnings per car have 
decreased. As the tons per loaded car is unchanged, this 
decrease would seem to be entirely due to the slight decrease 
in loaded mileage. 

“In the car balance figures, there is indication of an increas. 
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ing use of foreign equipment. Cars on their home lines have 
decreased from 78 per cent., the figures maintained during 
April, May and June, to 77 per cent. for July. There are 
also marked increases in the foreign cars in use in several 
of the groups, and the number of groups using cars in excess 
of their ownership has increased from four in June to six 
in July. As noted above, the shop cars equalled 10.18 per cent. 
of the total, as compared with 9.69 per cent. during June. 
The total increase in shop cars since November, 1907, equals 
4.91 per cent. of the total equipment. Reports received in 
connection with surplus and shortage reports, indicate that 
the number of shop cars was reduced, beginning with August, 
so we may consider the July percentage as the maximum.” 

The accompanying table shows by group car balance and 
performance in July, 1908. 


Car Surpluses and Shortages. 





Arthur Hale, Chairman of the Committee on Car Efficiency 
of the American Railway Association, in presenting bulletin 
No. 37, giving a summary of car surpluses and shortages by 
groups from November 27, 1907, to December 9, 1908, says: 

“The surplus on the date of this report totaled 175,643, 
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Car Surpluses and Shortages in 1908. 


the highest figure since September 2. The total increase 
in surplus in the two weeks from the date of our last 
report equals 42,814, of which 22,356 are box cars and 14,962 
coal and gondola. The increase is quite general in the East- 
ern, Middle, Western and Northwestern territory, while the 
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Hearing in Pullman Case. 





Commissioner Lane, of the Interstate Commerce Commis- 
sion, continued to take testimony in the case of George 8S. 
Loftus at Chicago until December i6. The testimony of Will- 
iam Hough, Assistant Auditor of the Pullman Company, 
showed that practically every important railway on the North 
American continent excepting the Chicago, Milwaukee & St. 
Paul, the New York, New Haven & Hartford, the Great North- 
ern and the Canadian Pacific, run Pullman sleeping and 
parlor cars. 

Richmond Dean, General Manager of the Pullman Com- 
pany, who was a witness, said he thought 15 to 20 per cent. 
was a reasonable profit for a public service corporation. He 
stated that the net earnings of the company had declined 
within recent years owing to iess favorable contracts with 
the railways and increasing expenses. The company always 
fears a reduction in its revenues through the withdrawal from 
their contracts of roads using large numbers of cars. Mr. 
Dean was asked if a reduction of 25 per cent. in the price 
of an upper berth would not increase the number of pas- 
sengers liauled per car and thereby greatly increase the reve- 
nues of the company. He said that experience showed that 
this would not be the result. The New Haven had for years 
been charging between Boston and New York $2 for a lower 
berth and $1.50 for an upper, and the lowers were always 
taken first. A similar experiment was made four or five 
years ago by the Chicago & Alton, the Illinois Central and 
the Wabash, on a night excursion between Chicago and St. 
Louis. Passengers were sold tickets at 50 cents less if they 
would take an upper berth, but out of 192 of each kind of 
berths, only 14 lowers were left unoccupied while only 41 
uppers were taken. Mr. Dean admitted that this showed that 
the public preferred lower berths, but said it also showed 
that a lower price for upper berths would not increase the 
cemand for them. 

Referring to a contract made with the Pennsylvania in 1900 
he said this had already entailed, on the basis of the previous 
contract, a loss of over $300,000. The contracts are usually 
made by the president, vice-president and himself with the 
corresponding officers of the railways, but he said he had 
no knowledge of whether any railway officers were stock- 
holders in the Pullman Company. He stated that the porters 
are paid $25 a month, and in addition porters and conductors 
are given an extra month’s pay each year if their records at 
the end of the year are satisfactory. These extra payments 
amounted to $185,000 during last year. He thought the com- 
pensation of porters was as much as the same men could get 
elsewhere, and that the tipping system was not due to their 
small pay, but to the selfish desire of some passengers to 
get better service than others. Mr. Dean said that the only 











Car SURPLUSES AND SHORTAGES, FROM NOVEMBER 27, 1907, TO DECEMBER 9, 1908, INCLUSIVE. 











c Surpluses. —~ c Shortages 
oal, Coal 
Number gondola gondola 
oO and Other and Other 

Date. roads. Box. Flat. hopper. kinds. Total. Box. Flat. hopper kinds. Total 
December: Ds SIO <2 ce case cen 161 67,550 15,336 58,816 33,941 175,643 1,134 73 276 196 1,679 
Nowembet- 25, 1908s ....o.c. occ weecenens 160 45,194 12,157 43,854 31,624 132,829 7,923 178 900 209 9,210 
COLOROP 2a, BOO crease 6c se es ee ci qinieng 158 39,383 10,185 31,541 29,80. 110,912 8,175 167 2,261 236 10,839 
September 30, 1908................. 160 42,593 10,365 49,795 31,039 133,792 7,313 450 224 127 8,114 
AUGGRE. BSe OG co. oc ase ose ee oe Sere 160 106,367 13,494 92,500 40,642 253,003 465 90 105 194 85 
UU ab 1 GS 166 120,580 14,401 125,739 47,960 308,680 115 37 330 27 509 
UMC ee RIN «ale cig bos ceca e ames 163 123,112 18,042 130,149 41,995 313,298 266 34 120 31 451 
WEEN ae NOG ease 5 5 0/2 oor hace eiancicionisael 160 144,697 20,075 162,695 54,487 381,904 82 13 12 18 125 
BAPE eg COMES = 60.6. ahi aie sind <6 ie acelwimrerd 159 147,971 24,350 186,742 59,542 413,605 145 42 16 64 267 
March SS 0 ae ee re 160 103,509 25,122 119,205 49,206 297,042 533 151 250 1,007 
Pebruaty 19) 19068..¢ oes. 0c cesceess 161 113,77 30,088 134,217 44,432 322,513 697 141 249 162 1,249 
SRUUREG: Soe POOR ob occ ce esis ce bales 161 124,622 27,328 142,888 48,292 342,580 392 132 79 135 738 
MCCOMIDER ake TOO es 6 orci oye hen eroreore 158 87,714 14,740 64,556 42,300 209,310 187 81 191 265 724 
November 27, 1906. <c60s ccc ccs vcveans 160 16,246 3.645 10,028 10,429 40,348 11,908 868 2,964 2,224 17,964 











Southern and Southwestern groups show some improvement. 
Shop reports show a continued decrease in the number of bad 
order cars, the decrease for this period approximating 10,000 
cars. It will be noted that the shortages reported in the re- 
ports for October and November have been materially reduced, 
those remaining being scattered and of little importance.” 
The accompanying table shows the surpluses and shortages 
for the period covered by the report and the chart shows the 
surpluses and shortages in 1908. 





thing that prevented the railways from owning their own 
sleeping cars was the constant efforts of the Pullman Com- 
Pany to give them better and cheaper service. With respect 
to the efforts of the company to make improvements, he said 
it spent a great deal of money in experimenting with material. 
It had provided a new berth curtain because the public ob- 
jected to the stuffiness of the old, and it now had several 
factories experimenting to make a material to replace the 
plush which covers the seats of cars and which travelers 
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complain of as hot in summer and as objectionable because 
it collects and holds dirt. Mr. Dean submitted a table which 
showed that 7,081,283 lower berths had been occupied on Pull- 
man cars between Chicago and St. Paul during the fiscal 
year 1908, as compared with 1,727,509 uppers. Of the total, 
572,603 berths had been used by persons having Pullman 
passes. In fifteen years, Mr. Dean said, depreciation of cars 
and other equipment of the company has been $23,884,000; 
during the past. fiscal year it was $2,362,900. 

Mr. Hough introduced figures to show that if rates were 
reduced as asked in Mr. Loftus’ complaint, the gross earnings 
of the company on business between Chicago and St. Paul 
would be $4,932 per car and gross expenses $5,088, making 
a net loss of $156 per car per year. Gross earnings per car 
per year from this business now are $6,005. 

B. H. Boussman, Assistant Auditor of the Chicago, Mil- 
waukee & St. Paul, stated this road, which owns the sleep- 
ing cars it uses, earns about $10,000 per car per year between 
Chicago and St. Paul. 

A novel feature of the hearing was the introduction of the 
testimony of two women, Mrs. Anna L. McNulty, Secretary 
of the National Art Society of Chicago, and Mrs. Anna E. 
Warwick, an employee of a Chicago department store, to show 
that upper berths were undesirable from the feminine view- 
point. They both said they thought an upper berth not worth 
half as much as a lower. 

Officers of the Pullman Company claim that the company 
is in constant danger from a potential competition at the 
hands of the railways. The railways have grown so strong 
that the loss of one leading system would be a staggering 
blow to the Pullman Company. Contracts with the railways 
are not as favorable as they were years ago. It was a uni- 
versal custom formerly to pay mileage for Pullman cars and 
there were no exemptions if the cars earned certain amounts. 
There were many maintenance contracts where the railways 
attended to all the repairs on the coach features of a ear, 
only the Pullman features being repaired by Pullman. At 
one time the mileage receipts exceeded the amount expended 
in repairs, whereas now the repairs average $2,400 per car in 
excess of mileage. Last year’s mileage aggregated $600,000 
as against more than $2,000,000 a few years ago. There is 
scarcely any competition for the manufacturing department, 
so far as sleeping cars are concerned, although the Amer- 
ican Car & Foundry Co. sometimes bids on such cars for the 
few roads which run their own sleepers. * * * Every time 
the Puilman Company makes a new contract the road exacts 
new conditions, and the Pullman Company earnings per car 
are very much iess than they were 15 years ago. The rail- 
ways object to the use of old cars and Pullman has to keep 
adding to the unserviceable list. “We have a large number 
on hand now that we would like to dispose of if we could 
get somebody to buy them.” 





New Tariffs for Rock Island and Frisco Systems. 





Under the direction of W. B. Biddle, Third Vice-President, 
the freight traffic department of the Rock Island-Frisco Lines 
is experimenting with a method of tariff-making that it is 
expected will result in a material simplification of tariffs on 
a number of commodities. 

The idea is to have a single tariff for a single commodity 
instead of several. The Chicago & Eastern Illinois is having 
printed a tariff on lumber which will soon cancel all lumber 
tarilfs now in effect, and which will be a compilation of local, 
joint and proportional rates on forest products, c. L., from 
Burlington, Iowa; Davenport, iowa; Evansville, Ind.; Joppa, 
lll.; Memphis, Tenn.; Moline, Ill.; Mt. Vernon, Ind.; Musca- 
tine, Iowa; Rock Island, Ill.; St. Louis, Mo., and Thebes, III; 
and also from points in Arkansas, Louisiana, Missouri, Mis- 
sissippi, Oklahoma and Texas to pvints in Illinois, Indiana, 
Kentucky, Michigan, Missouri, New York, Ohio, Pennsylvania, 
West Virginia and Wisconsin; also to Atlantic seaboard, in- 
terior eastern and Canadian poirits. 

The tariff when printed wi!! bear a note from the Inter- 
state Commerce Commission stating that “as an assistance 
in reaching simplicity and clearness in tariff construction 
and contemplating eventual statement of rates in specific,’ 
the Commission has given special authority to the Chicago 


& Eastern Illinois temporarily and subject to revocation, to 
issue this tariff. The Chicago & Eastern Illinois will state 
that “in the publication of this tariff, it is the desire of these 
companies (Rock Island-Frisco) to place in the hands of their 
shippers and connections clear and complete information as 
to lumber rates, not only from the gateways, but in a special 
section provide rates to the particular gateways, so that the 
person using this issue will have in one tariff complete in- 
formation concerning rates from the point of origin to the 
final destination.” Shippers are asked to communicate to F. 
C. Reilly, General Freight Agent of the Chicago & Eastern 
Illinois, any suggestions or criticisms they may have to offer 
for making the tariff more complete and perfect. 

What action shall be taken about tariffs on other commodi- 
ties will depend on how the new tariff on lumber works. 
Should it prove the success expected the Rock Island-Frisco 
lines may issue one tariff on grain, one on cotton, etc. 





Freight Traffic Clerks’ Club of St. Louis. 

The Freight Traffic Clerks’ Club of St. Louis has been organ- 
ized with the following officers: President, W. I. Jones; First 
Vice-President, W. Culp; Second Vice-President, L. M. Shep- 
ardson; Third Vice-President, E. L. Johnson; Secretary, F. 
B. Clark; Treasurer, J. G. Brice. The object of the club is. 
stated in the constitution and by-laws to be “to form a closer 
business and social relationship between chief, tariff and 
rate clerks of the St. Louis traffic offices and tariff commit- 
tees, and to discuss matters of importance relating to the 
compilation of tariffs, promulgation of rates and construction 
of publications.” Active members must be employees of rail- 
ways or railway associations such as those above mentioned. 
Officers of railways and chairmen of freight traffic committees 
and industrial freight bureaus are eligible for honorary mem- 
bership. 








Railroad Officers. 


ELECTIONS AND APPOINTMENTS. 








Executive, Financial and Legal Officers. 


John P. Ramsey, Vice-President and General Manager of the 
Chicago, Peoria & St. Louis, has been elected President. 


W. H. Newman, President of the New York Central & 
Hudson River and of most of its subsidiary companies, has 
resigned, effective February 1, 1909. No successor has as 
yet been chosen. 


Horace G. Burt, who has been employed by the English 
debenture stockholders to make a physical examination of 
the Chicago Great Western, has been appointed Receiver, suc- 
ceeding A. B. Stickney, who has resigned as Receiver but 
remains President. 


Herman M. Moors, whose appointment as Freight Claim 
Agent of Morgan’s Louisiana & Texas Railroad & Steam- 
ship Co., the Louisiana Western and the Southern Pacific 
Atlantic Steamship Lines, has been announced in _ these 
columns, was born at Galveston, Tex., on July 18, 
1880. He was educated in the public schoolS and Jesuit Col- 
lege. He began railway work August 1, 1897, in the joint 
offices of the Galveston, Houston & Henderson, the Interna- 
tional & Great Northern and the Missouri, Kansas & Texas. 
In October, 1901, he was promoted to General Clerk of the 
Missouri, Kansas & Texas in the St. Louis, Mo., office. In 
January, 1902, he was made Traveling Auditor at St. Louis. 
In July, 1902, he was made a Claim Investigator of the San 
Antonio & Aransas Pass at San Antonio, Tex., and on July 
18, 1905, was made Chief Clerk of the Claim Department, 
which position he held untii his present appointment. 


Operating Officers. 
D. D. Freeborn has been appointed Terminal Superintend- 
ent of the Mexican Central at Juarez and El Paso, Tex., suc- 
ceeding J. B. Wallace, promoted. 


S. B. Zartman, Trainmaster of the Seaboard Air Line at 
Richmond, Va., has been transferred to Jacksonville, Fla. 
A. Ramseur succeeds Mr. Zartman. 





ae 
Ran 


a ere 





Hani asia Sha Trebek caacteaeisPal 


SY aL Nd SE REA RAS, 


Ta EE 











SRR nics 





PT ee 


ANE Meee PROBES MNES EE 


FONE a IR 


Higa Uh 8 teh 


a Soha hans 





Po a8 ast 


ROR ACRE nc 





DECEMBER 25, 1908. 


H. W. Sheridan, Assistant Superintendent of the Sacramento 
division of the Southern Pacific, has been appointed Superin- 
tendent, succeeding D. Burkhalter, deceased. 


R. E. Comfort, Superintendent of the Interoceanic of Mexico 
at Puebla, Puebla, Mex., has been appointed General Superin- 
tendent, succeeding F. W. Baldwin, deceased. 


S. H. Shults, Assistant Division Superintendent of the Chi- 
cago, Burlington & Quincy at Brookfield, Mo., has been ap- 
pointed Superintendent of the Brookfield division, succeeding 
W. F. Thiehoff, promoted. 


William J. Davis, Superintendent of the Lake Erie & West- 
ern at Lafayette, Ind., has resigned to become General Man- 
ager of the Mississippi Valley Iron & Furnace Co. The resig- 
nation takes effect January 1. 


M. H. Reynolds; for the last two years in the despatching 
and train service offices of the Guadalajara division of the 
Mexican Central, has been appointed Chief Despatcher of the 
Mexican Railway, with office at Mexico City. 


L. C. Ullrich has been appointed Assistant to the General 
Manager of the Southern Railway, with office in Washington, 
Db. C. He is to have general charge of the office, the purchas- 
ing and distribution of fuel, the Dining Car department, and 
will also perform such other duties as may be assigned to him. 


Allan Purvis, Superintendent of the Fourth district, Central 
division, of the Canadian Pacific, with office at Souris, Man., 
has been appointed Superintendent of the Third district, Pa- 
cific division, with office at Nelson, B. C., succeeding D. C. 
Coleman, whose transfer to another district we have pre- 
viously announced. 


Frank R. Pechin, whose appointment as General Superin- 
tendent of the Chicago, St. Paul, Minneapolis & Omaha has 
been announced in these columns, was born in Chester county, 
Pa., June 29, 1857. He was educated in the public schools 
and at Downington Academy. He began railway work July 
20, 1880, as brakeman, and was later a conductor on the 
Chicago & North-Western. In December, 1889, he became a 
conductor on the Louisville Southern, now a part of the 
Southern Railway. In December, 1890, he returned to the 
Chicago & North-Western as conductor, and in June, 1897, 
was appointed Inspector of Passenger Service. In June, 1898, 
he was appointed Trainmaster at Chicago, and in May, 1899, 
Assistant Superintendent at Chicago. In February, 1902, he 
was appointed Superintendent of the Wisconsin division, 
which position he held until his recent appointment. 


Traffic Officers. 


S. E. Cruse has heen appointed Agent of the Canadian 
Pacific at Antwerp, Holland. 


J. B. Call has been appointed General Freight and Pas: 
senger Agent of the Green Bay & Western, succeeding W. C. 
Modisett, deceased. 


S. G. Lutz, Assistant General Freight Agent of the Minneap- 
olis & St. Louis and the Iowa Central, has been appointed 
Freight Traffic Manager, succeeding J. N. Tittemore, resigned 
to go with another road. 


Engineering and Rolling Stock Officers. 


M. J. Powers has been appointed Master Mechanic of the 
Denver & Rio Grande, at Pueblo, Colo., succeeding W. A. 
Randow, transferred. 


John Boden, Master Mechanic of the Ohio River division of 
the Baltimore & Ohio, has been transferred to Garret, Ind. 
H. D. Van Valen, General Foreman at Parkersburg, W. Va., 
succeeds Mr. Boden. 


G. J. Ray, Division Engineer of the Scranton division of 
the Delaware, Lackawanna & Western, has been appointed 
Chief Engineer, effective January 1, succeeding Lincoln Bush, 
whose resignation we have previously announced. 


Frank Hopper, Road Foreman of Equipment of the Chicago, 
Rock Island & Pacific at Dalhart, Tex., has been appointed 
Road Foreman of Equipment of the Dakota division and 
part of the Minnesota division, with office at Estherville, Iowa. 


Harold Keyes Lowry, whose appointment as Assistant Sig- 
nal Engineer of the Chicago, Milwaukee & St. Paul has been 
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announced in these columns, was born on March 24, 1880, at 
Milwaukee, Wis. After a three years’ course in Electrical 
Engineering in the Massachusetts Institute of Technology, 
he began railway work in the fall of 1904 in the Signal 
Department of the Chicago, Milwaukee & St. Paul. He was 
also employed in the same department during his summer 
vacations in 1902 and 1903. He has since been connected 
with the mechanical signal force of the same road as drafts- 
man and in charge of the installation of automatic block 
signals and electric interlocking. He was also Signal In- 
spector. 


Frank T. Darrow, whose appointment as Engineer of Main- 
tenance of Way of the Chicago, Burlington & Quincy Lines 
West cf the Missouri River has been announced in these 
columns, was born at 
Corning, Iowa, in 1875. 
He received his educa- 
tion at Allegheny Col- 
lege, Meadville, Pa., 
graduating in the class 
of 1897. He began loca- 
tion and maintenance 
work for the Chicago, 
Burlington & Quincy 
July 6, 1897. From 
1899 to 1901, he was en- 
gaged in construction 
work in Colorado, Wyo- 
ming and Montana on 
the Guernsey, TPrush 
and Cody lines of the 
Chicago, Burlington & 
Quincy. From 1902 to 
1903 he was Resident 
Engineer on the recon- 
struction of the Mis- 
souri River bridge at 
Plattsmouth, Neb. 
From 1903 to 1905 he 
was on special detail in bridge work, foundations and erection. 
From May to September, 1905, he was Manager of the Inter- 
national Contract Co., Seattle, Wash., and in October of the 
same year he was appointed Engineer of Maintenance of Way 
of the Nebraska district of the Chicago, Burlington & Quincy. 
On January 1, 1906, he was made Assistant Principal Engi- 
neer of the Lines West, which position he held until his 
appointment on November 4 as Engineer of Maintenance of 
Way. 





F, T, Darrow. 


Purchasing Officer. 


Henry E. Norton has been appointed Purchasing Agent of 
the St. Paul Union Stock Yards Co. and the Stock Yards Ter- 
minal Railway, succeeding C. E. Weber, resigned. 





OBITUARY. 
Thomas D. Connelly, General Agent of the Missouri Pacific 
at Los Angeles, Cal., died from a stroke of paralysis in Los 
Angeles on December 21. 


Frank G. Beatty, Secretary and General Freight and Pas- 
senger Agent of the Nevada County Narrow Gage Railroad, 
died on December 15. He was 68 years old. 


Dr. Thomas Gray, Vice-President of Rose Polytechnic Insti- 
tute, Terre Haute, Ind., and Professor of Dynamic and Elec- 
tric Engineering, died December 19, aged 58 years. 


W. J. Leake, General Counsel of the Washington Southern, 
and Director and General Counsel 6f the Richmond, Freder- 
icksburg & Potomac, died at Richmond, Va., on November 23. 


Garry Brown, Chief Accountant and Examiner of the Inter- 
state Commerce Commission, died at his home in New York 
on December 21. He had been with the Interstate Commerce 
Commission for about two years. 


E. L. Du Barry, Superintendent of Terminais of the Nor- 
folk & Western at Norfolk, Va., died of apoplexy on December 
4. He was 68 years old and began railway work in the Penn- 
sylvania nearly 50 years ago. He has been in the service of 
the Norfolk & Western for the past 28 years. 
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Railroad Construction. 


- New Incorporations, Surveys, Etc. 


ATCHISON, TopeKA & Santa Fe.—An officer of the Arizona 
& California writes that no new construction work was done 
during 1908 on the projected extension of this road from the 
Colorado river west to Bengal, Cal., 92 miles. (Oct. 2, p. 


1074.) 


BIRMINGHAM, CoLuMBuS & Sr. ANDREWS.—An officer writes 
that work is under way on an extension of this road from 
Morrison, Fla., to Green Head, five miles. (R. R. G., March 
13, p. 390.) 


CANADIAN Roaps.—Application is being made to the British 
Columbia Legislature for an act to incorporate a company 
with power to construct a line from Hardy Bay, B. C., west- 
erly to Quatsino Sound. H. Appleton, of Victoria, B. C., is 
acting for the applicants. 

The Pacific Coast Coal Mines, Ltd., has made application 
to the British Columbia Legislature for power to construct 
railways in Cranberry and Cedar districts and in Prince 
Rupert district, Vancouver Island. The lines are to be built 
to carry the company’s coal to a connecting point on the sea- 
shore, or to connect with existing railways. Barnard & Rob- 
ertson are solicitors for the company. 


CANADIAN Roaps (Etecrric).—Application is to be made to 
the Provincial government for permission to build electric 
lines from Ottawa, Ont., southeast to Morrisburg, 50 miles, 
thence southwest to Brockville, 33 miles, then to Darling, 60 
miles. A branch is also to be built east from Morrisburg. 
C. S. Cossitt, of Brockville, is to be President, and F. Iveson, 
of Metcalf, Secretary of the company. 

Plans are under way to form a company to build lines 
radiating from Woodstock, Ont., northeast through Plattsville 
and New Dundee to Guelph, 40 miles. Messrs. Baird and 
McKee, associated with other business men of Plattsville, and 
the Central Security Co., of Toronto, are said to be interested. 





CANANEA, YAQUI River & Paciric.—See Southern Pacific. 


CAROLINA, CLINCHFIELD & On10.—An officer writes that work 
is now under way by the MacArthur Construction Co., of 
New York, on 70 miles at various points between Dante, Va., 
south through North Carolina to Spartanburg, S. C. Surveys 
are being made for an extension from the present northern 
terminus at Dante, Va., north to Elkhorn City, Ky., 45 miles. 
(Oct: 46; ‘p. 1175.) 


DurRHAM & CITARLOTTE.—An officer writes that no work is 
now being done on the proposed extension of this road from 
Gulf, N. C., northeast to Pittsboro, 15 miles. Trains are now 
being operated over the new steel bridge being built over 
Deep river between Star and Gulf, to replace the wooden 
structure carried away by floods last August. 


END, OCHILTREE & WrESTERN.—An officer writes that terminal 
grounds have been secured, and location surveys and right 
of way are being secured, for this proposed line. The pro- 
jected route is from Dalhart, Tex., east to Ochiltree, 100 miles, 
passing through Dallam, Moore, Hutchinson, Hansford and 
Ochiltree counties. (Sept. 18, p. 980.) 


GRAND Trunk Paciric.—Engineers of this company have, it 
is said, secured a grade north from North Vancouver, B. C., 
through the Seymour Creek valley to Pemberton Meadows. 
It is probable that this route will be used for the branch north 
to the main line at Fort George instead of by way of Howe 
Sound and the Squamish. (R. R. G., March 13, p. 396.) 


HELENA, PARKIN & NortTIeERN.—Newspapers report that a 
contract has been given, by this company, to D. S. Watrous, 
of Parkin, Ark., to build its proposed line. The company was 
recently incorporated to build a iine from Whitmore, Ark., 
St. Francis county, north via Parkin to Marked Tree, Poinsett 
county, about 50 miles. The incorporators include: G. Casey, 
B. S. Watross and E. F. Cooley, of Lansing, Mich., and T. E. 
Hare, of Vandale, Ark. (Dec. 11, p. 1559.) 


Huron & Ontario.—Application is to be made by this com- 
pany to Parliament for an extension of time to commence 
work on the lines it has been authorized to build. The char- 
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ters already granted provide for building lines as follows: 
From Port Perry, Ontario county, Ont., west via Uxbridge to 
Kincardine, on Lake Huron, 150 miles; from Priceville, Grey 
county, Ont., north to Meaford, thence west via Owen Sound 
to Southampton, then southwest via Port Elgin and Tiverton 
to Kincardine, 95 miles; from Walkerton, Bruce county, south 
to Mildmay, thence west via Teeswater to Lucknow, then 
southwest to Goderich, 55 miles, with a connecting line from 
Lucknow northwest via Ripley to Kincardine, 20 miles. T. 
M. Sanders is Engineer, in charge of construction and equip- 
ment, and H. Middlemist, of Toronto, is Consulting Engineer. 


MExIcan Pactric Coast Line.—See Southern Pacific. 


Mexican Roaps (Enectric).—Emanuel Gallardo Cuesta and 
associates are back of a project to build an electric line from 
Guadalajara, Mex., south to Chapala, about 50 miles. It is 
announced that the construction of the line is assured. Former 
Governor David R. Francis, of St. Louis, Mo., is also said to 
be interested. 


St. Mary’s & WESTERN OntTARIO.—This company was incor- 
porated in 1905 to build a line from Woodstock, Ont., north- 
west to St. Mary’s, thence to Exeter and then south and west 
to Sarnia. Surveys have been made covering the whole of 
the route, about 125 miles. The line has been constructed 
between Embro and St. Mary’s, 18 miles, and is operated 
under lease by the Canadian Pacific. The Dominion govern- 
ment granted a subsidy at the rate of $3,200 a mile at the last 
session for the line between Woodstock and Exeter, 45 miles, 
which includes the constructed line between Embro and St. 
Mary’s. A subsidy contract has recently been entered into 
between the company and the government for the construc- 
tion of the unfinished sections. The town of St. Mary’s 
granted a bonus of $40,000 to the company to aid the con- 
struction. 

SouTHERN Paciric.—An officer of the Mexican Pacific Coast, 
building a line from Navojoa Sonora south to Guadalajara 
Jalisco, 730 miles, writes that work is under way by the 
Grant Bros. Construction Co., of Los Angeles, Cal., on the 
section from Quila, Sinaloa, Mex., south to the Rio de Piaxtla 
river, 60 miles. The Mexican Engineering & Construction Co.., 
of Mexico City, is doing the grading work on the southern end 
of the line from Orendain, Jalisco, north to Tiquila. (R. R. 
G., March 13, p. 396.) ; 

An officer of the Cananea, Yaqui River & Pacific writes that 
work is now. under way by the Grant Bros. Construction Co., 
of Los Angeles, Cal., on an extension from Aguascalientes, 
Sonora, to Nacimiento, 10 miles. 

ToPpeKA & NORTHWESTERN.—See Union Pacific. 

Union Paciric.—An officer writes that work is under way 
on the extension of the Topeka & Northwestern, from Onaga, 
Kan., northwest to Marysville, 32.44 miles. The Kilpatrick 
Bros. & Collins Co., of Beatrice, Neb., are the contractors. 
(R. R. G., March 13, p. 395.) 


Railrond Financial News. 


Boston & Worcester Etecrtric Co.’s.—A semi-annual dividend 
of $1 per share on preferred shares has been declared, pay- 
able January 1. This reduces the annual rate from $4 to 
$2 per share. 

Boston ELEVATED.—The Railroad Commission of Massachusetts 
has authorized the issue of $6,650,000 additional capital 
stock to be sold at $110 per share, the proceeds to be used 


to pay for construction and equipment of the proposed Cam- 
bridge subway. There was previously $13,300,000 stock out- 


standing of a total authorized issue of $23,000,000. 

CAROLINA, CLINCHFIELD & Onto.—The capital stock has been 
increased to $30,000,000, of which one-half is 6 per cent. pre- 
ferred. 











CHESAPEAKE & Oun10.—The directors have authorized $30,000.- 
000 general funding and improvement bonds. Bonds amount- 
ing to $11,000,000, running for 20 years and bearing interest 
at 5 per cent., have been sold to Kuhn, Loeb & Co. and 
J. P. Morgan & Co., New York. Part of the proceeds of 
this sale is to:be used to refund $7,500,000 6 per cent. notes 
due July 1, 1909. 
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Ciucaco & WESTERN INDIANA.—This company has sold to Will- 
iam Salomon & Co., New York, $12,271,000 consolidated 
mortgage 4 per cent. bonds, part of the proceeds of the 
sale to be used for retiring $8,000,000 collateral trust 5 
per cent. notes which mature February 1, 1910, but which 
are to be called for payment February 1, 1909. 


Cuicaco, BurRLINGroN & Quincy.—Directors ratified on Decem- 
ber 21 the purchase of a controljing interest in the common 
stock of the Colorado & Southern. Enough of the $31,000,- 
000 outstanding common stock has been bought to give 
control. Control of the Colorado & Southern was formerly 
held by Edwin Hawley and associates. 


DELAWARE & Hupson.—The New York Public Service Com- 
mission, Second district, has approved the issue of $230,000 
first and refunding 4 per cent. bonds to retire notes issued 
to buy Troy & New England securities, and has disapproved 
of an issue of bonds to refund notes, amounting to $4,665,- 
295, made in connection with the purchase of interests in 
the Hudson Valley Co. and the United Traction Co., and 
has also disapproved of the issue of bonds to reimburse 
the Delaware & Hudson for $2,500,000 advances for the 
purchase of coal properties. (Aug. 14, p. 74, and July 17, 
p. 556.) 

LrenHigH VALLEY.—P. A. B. Widener has been elected a director 
and a member of the Executive Committee, succeeding H. 
McK. Twombly, resigned. 


PENNSYLVANIA.—See Philadelphia, Baltimore & Washington. 


PHILADELPHIA, BALTIMORE & WASHINGTON.—The Pennsylvania 
has sold to Brown Brothers & Co. and E. B. Smith & Co., 
Philadelphia, Pa., $5,000,000 Philadelphia, Baltimore & 
Washington 4 per cent. serial bonds of 1909, due $500,000 
annually January 1, 1915, to and including January 1, 1924. 

SeaspoarpD AtrR LinNe.—The United States Circuit Court has 
authorized the receivers to issue $4,250,000 series C 5 per 
cent. receivers certificates, to be dated January 1, and pay- 
able within three years. 

VIRGINIA & SOUTILWESTERN.—Redmond & Co., New York, are 
-offering the unsold portion of $1,000,000 first consolidated 
mortgage 5 per cent. bonds of 1908-1958, of which there is 
$4,570,000 outstanding. 








Equipment and Supplies. 


LOCOMOTIVE BUILDING. 

The Wharton Steel Co. has ordered one locomotive from the 
Baldwin Locomotive Works. 

The Porto Rico Railway has ordered one locomotive from 
the Baldwin Locomotive Works. 

Pickands, Mather & Co. have ordered four locomotives from 
the Baldwin Locomotive Works. 

The Adirondack & St. Lawrence has ordered one locomotive 
from the Baldwin Locomotive Works. 

The Cuban-American Sugar Co. has ordered one locomotive 
from the Baldwin Locomotive Works. 

The Eastern & Western Lumber Co. has ordered two loco- 
motives from the Baldwin Locomotive Works. 


The Roscoe, Snyder & Pacific, Roscoe, Tex., has ordered one 
locomotive from the Baldwin Locomotive Works. 


The Mississippi Central has ordered two locomotives from | 


the Schenectady Works of the American Locomotive Co. 


The Cuba Eastern has ordered through J. G. White & Co., 
New York, one 105,000-lb. locomotive, with 92,000 Ibs. on 
drivers, from the Hicks Locomotive & Car Works. 

The Colorado, Texas & Mexico, W. J. Gates, Purchasing 
Agent, 517 Liggett building, St. Louis, Mo., reported in the 
Railrvuad Age Gazette of Nov. 27 as in the market for three 
locomotives, will definitely ‘decide upon its complete equip- 
ment order soon after Jan. 1. 

The Chicago, Rock Island & Pacific, reported in the Rail- 
road Age Gazette of November 27 as soon to purchase 35 
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Pacific locomotives, has ordered 35 locomotives of this type 
from the American Locomotive Co. These will have cylinders 
23 in. x 28 in., and a total weight of 217,000 Ibs. 


The Chicago, Cincinnati & Louisville, reported in the Rail- 
road Age Gazette of November 20 as’soon to be in the market 
for locomotives, has ordered five consolidation locomotives 
from the Baldwin Locomotive Works. These will have cylin- 
ders 22 in. x 20 in., and a total weight of 268,000 Ibs. 


The Wabash-Pitisburgh Terminal Co., which was reported 
in the Railroad Age Gazette of November 27 as being in the 
market for 12 consolidation locomotives, expects to place this 
order in the next few days. They will have cylinder dimen- 


99 


sions of 22 in. x 32 in. and a total weight of 233,000 Ibs. 


The Curolina, Clinchfield & Ohio, previously reported in the 
market, bas ordered a total of 20 locomotives from the Bald- 
win Locomotive Works. The apportionment is as follows: 
15 simple consolidation; 4 simple 10-wheel locomotives, 
and one Mallet (2-6-6-2) articulated compound locomotive. 


The Union Railroad has ordered six six-wheel switching 
locomotives having cylinder dimensions of 20 in. x 26 in. and 
a total weight of 149,000 lbs., from the American Locomotive 
Co., and four simple consolidation locomotives with cylinder 
dimensions of 24 in. x 32 in., having a total weight of 250,300 
lbs., from the Baldwin Locomotive Works. 


The Virginian Railway, reported in the Railroad Age 
Gazette of October 30 as being in the market for 15 Mallet 
compound freight locomotives and 3 switching locomotives, 
has placed an order with the Baldwin Locomotive Works for 
12 simple Mikado (2-8-2) locomotives, and an order with the 
American Locomotive Co. for 4 compound Mallet (2-6-6-0) 
locomotives, 3 simple eight-wheel (0-8-0) switching locomo- 
tives and one simple consolidation locomotive. 





CAR BUILDING. 





The Bellingham Bay & British Columbia has ordered one 
steel gasolene motor car from the McKeen Motor Car Co. 


The Louisiana Central has ordered from the Beaumont Iron 
Works, Beaumont, Tex., 15 standard gage logging cars of 
60,000 Ibs. capacity. 

The Salt Lake & Ogden (flectric), Salt Lake City, Utah, ex- 
pects to be in the market soon for a number of electric cars 
and accessory equipment. 

The Pittsburgh & Lake Erie has ordered 500 fifty-ton steel 
hopper cars from the Standard Steel Car Co. These are in 
addition to the 1,500 ordered from the American Car & Foun- 
dry Co. 

The Cuba Eastern has ordered, through J. G. White & Co., 
New York, twenty 36-ft., 50,000-lb. flat cars, with bulkheads, 
for sugar cane transportation, from the Hicks Locomotive & 
Car Works. 

The Delaware, Lackawanna & Western, reported in our issue 
of Dec. 4 as being in the market for 300 forty-ton steel hopper 
cars and 500 box cars, has ordered this equipment from the 
American Car & Foundry Co. 

The Virginian Railway has ordered 12 steel underframe 
eight-wheel cabooses from the American Car & Foundry Co., 
and 8 coaches, 4 parlor cafe cars, 4 mail and baggage cars 
and 2 baggage cars from the Barney & Smith Car Co. 


The Colorado, Texas & Mexico, W. J. Gates, Purchasing 
Agent, 517 Liggett building, St. Louis, Mo., reported in our 
issue of Nov. 27 as in the market for 10 box, 15 flat and 4 
combination passenger cars, will definitely decide upon its 
complete equipment order soon after Jan. 1. 





IRON AND STEEL. 





The Isthmian Canal Commission has ordered 1,100 tons of 
rails from the Lackawanna Steel Co. 


The St. Louis Merchants’ Bridge Terminal has ordered 3,000 
tons of rails from the United States Steel Corporation. 


The Chicago, Rock Island & Pacific is in the market for 
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1,000 tons of structural steel for track elevation at Oak Park, 
Ill. 


The Crane Co., Chicago, has asked prices on 2,700 tons of 
structural steel for a new plant at Oakmont, near Pittsburgh, 
Pa. 

The Laramie, Hahn's Peak & Pacific has ordered from the 
Colorado Fuel & Iron Co. 60-lb. rails sufficient to lay 70 miles 
of track. 


Denver, Colo.—The contract for the superstructure of the 
Twentieth street viaduct, including 3,900 tons of structural 
steel, has been given to the Milwaukee Bridge Co. (See 
Denver, Colo., under Railroad Structures.) 


The Chicago, Burlington & Quincy has ordered 40,000 tons 
of 90-lb. open hearth rails, 30,000 tcns of which was placed 
with the United States Steel Corporation to be rolled at Gary, 
Ind., and 10,000 tons with the Colorado Fuel & Iron Co. These 
rails are to be made in accordance with the new Type “A” 
specifications of the American Railway Association. 


RAILROAD STRUCTURES. 








AMARILLO, TEx.—-The Chicago, Rock Island & Gulf has given 
the contract to the Texas Building Co., Fort Worth, Tex., for 
the erection of a two-story passenger station. It will be of 
stone construction and will cost $15,000. The plans were pre- 
pared by Lang & Witchell, Dallas, Tex. (Sept. 4, p. 883.) 


Brannon, Man.---The Canadian Northern will, it is said, 
start work soon on its proposed new station and freight sheds. 
The sheds will cover a full block of 500 ft. and occupy the 
site of the present sheds. The cost of the improvements will 
be about $45,000. 


BuFFaLo, N. Y.—-Newspapers report that the railways inter- 
ested in the Union passenger station at Buffalo, rather than 
comply with the city requirements, have abandoned the pro- 
ject. 


CALIFORNIA STATIONS.—The Western Pacific, according to 
press despatches from San Francisco, has definitely decided 
upon the points along its road where stations will be built. 
It is stated that contracts will be placed within the next few 
days for all the passenger stations that will be built in Cali- 
fornia. The number along the entire route will be 48. 


DaLLAs, TeEx.—The plans for the new union passenger sta- 
tion to provide passenger terminal facilities for all-the roads 
entering Dallas, except the St. Louis Southwestern and the 
-Texas & Pacific, are being completed. (Dec. 11, p. 1563.) 

The Chicago, Rock Island & Gulf and the Trinity & Brazos 
Valley will build joint freight depots on the companies’ prop- 
erty west of the St. Louis Southwestern passenger depot. 
There will be an inbound and an outbound depot. The cost 
will be approximately $400,000. 


DENVER, CoLto.—The contract for building the Twentieth 
street viaduct has been given to the Milwaukee Bridge Co. 
It is to carry highway traffic across the tracks and yards of 
the Union Pacific, the Colorado & Southern, the Chicago, Bur- 
lington & Quincy, and the Denver, Northwestern & Pacific. 
The contract calls for 3,900 tons of structural steel. The 
work is to be completed in ten months and to cost $300,000. 
Herbert S. Crocker, 434 Empire building, Denver, is the Con- 
sulting Engineer. (Oct. 16, p. 1168.) 


Ruston, La.—-An officer of the Chicago, Rock Island & 
Pacific writes, regarding newspaper reports that this company 
will build a combined freight and passenger station here, that 
nothing has yet been decided regarding the construction of 
such a building. 


Santa Fr, N. Mex.—An officer of the Atchison, Topeka & 
Santa Fe writes that contract has been given for building a 
passenger station here. The difficulty of securing a location 
has delayed construction work. 


Tacoma, Wasu.—Bids will be asked by the Chicago, Mil- 
waukee & St. Paul soon after Jan. 1 for the erection of large 
warehouses. A little later bids will be asked on docks and 
related buildings. The contract for the new freight sheds, 
bids for which were recently received, has not been awarded. 
(Nov. 27, p. 1460.) 
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TEMPLE, TEX.—The Gulf, Colorado & Santa Fe will spend 
approximately $450,000 in rebuilding its terminals and in- 
creasing its facilities. The proposed work includes a new 
passenger station 40 ft. x 196 ft., two stories high, of brick 
construction and to cost $75,000; new freight yards costing. 
$200,000, including 1514 miles of track to be laid with 65-lb. 


rail; a brick storehouse 50 ft. x 200 ft., with concrete base- 


ment for handling of oils, etc., costing $28,500; additional 
main line double-track to cost $30,000; new track scales 46 ft. 
long with a capacity of 100 tons, to cost $7,750; yard office,. 
24 ft. x 80 ft., to cost $3,500; air cleaning plant, water sys- 
tem and necessary appliances, to cost $6,500; bridges and 
drainage, $1,500; additional land to be purchased, estimated 
at $75,000. It is also estimated that about $15,000 will be: 
spent in moving oil and water tanks and other changes. It 
is expected that active work wiil begin in about 30 days. 


(Dec. 4, p. 1507.) 





Regulation of Car Lighting in Canada. 





The Canadian Board of Railway Commissioners has made 
an order in regard to the lighting of passenger cars on Cana- 
dian railways requiring that henceforth all cars must be 
lighted by the Pintsch compressed oil gas system, or by 
acetylene gas under the absorbent or Commercial acetylene 
system, with exceptions as noted below. The order requires. 
that the working pressure shall not exceed 150 Ibs. to the 
square inch. The test pressure for the Pintsch system is 
300 lbs., and for acetylene the test pressure is to be four 
times the working pressure. There are elaborate rules for 
inspection. Exceptions permit the use of electricity for light- 
ing and the use of oil in cars having installed lamps for using. 
mineral seal lamp oil. A penalty of $100 is fixed for each 
violation of the order by railways and $2 for violation by 
employees. 





The Wyanacme Company. 





The Wyanacme Company has been incorporated at Chicago 
to conduct the selling of the products of the Wyandot Re- 
fineries Company, Cleveland, Ohio, and the Acme Supply Com- 
pany, Chicago, together with certain railway specialties here- 
tofore sold by the president of the new company, Fred F. 
Bennett, formerly representative of the Railroad Gazette im 
the west, and subsequently identified with the Chicago Pneu- 
matic Tool Company, the American Steel Castings Company 
(now the American Steel Foundries), the Acme Supply Com- 
pany, etc. 

The specialty of the Wyandot Refineries Company is @ 
long-time burner oil made by a new and patented process. 
owned by the Wyandot Refineries Company, by which in the 
first stage of treatment of crude oil, all mineral and vegetable 
impurities are removed by the first process. 

The company owns 1,868 acres of producing oil lands in the 
proven oil district surrounding Carey, Ohio, Crawford, Ohio,. 
ete. It has its refinery at the latter point, situated on the 
Hocking Valley Railroad. 

The oil was first used for poultry purposes in incubators. 
and brooders, ordinary kerosene having proven unreliable and 
deadly to the newly hatched chicks. It was found that with 
the Wyandot oil there was no necessity for touching the 
wick from the setting of the hatch until same was completed 
three weeks later. 

The local representatives of the Hocking Valley, learning 
of this, conceived the idea that an oil that would accomplish 
these results would be suitable for long-time burning signals. 
for which no suitable or reliable oil had up to the time been 
found. After exhaustive tests it was found that signal lamps 
required the attention of the signal men one day each week 
instead of every day as previously, and it was even found 
that the lamps were giving good service for a much longer 
period. From this small beginning the larger railway sys- 
tems became interested and many of them have made exhaust- 
ive tests, as the resuit of which the oil is selling regularly in 
carload lots. 

The headquarters of the Wyanacme Company will be at 
Cleveland, Ohio, and the company will also have offices at New 
York and Chicago. 
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Supply Trade News. 


Chas. W. Tubby, St. Paul, Minn., dealer in railway supplies 
and machinery, has removed his office from room 510 to room 
415, Pioneer Press building. St. Paul. 


W. J. Gates, Purchasing Agent, Colorado, Texas & Mexico 
Railroad, 517 Liggett building, St. Louis, Mo., wants catalogues 
relative to devices and articles pertaining to the purchasing 
‘department of a railway. 


F. H. Niles, President and General Manager of the Blue 
Island Car & Equipment Co., Chicago, and the Sheffield Car 
& Equipment Co., Kansas City, Mo., was married on December 
16 to Miss Edith Willson, of Chicago. 


Allen Gray, President of the Gray Tie & Timber Co., Evans- 
ville, Ind., has been elected President of the St. Louis Car 
Wheel Co., St. Louis, Mo., succeeding the late John W. Nute. 
J. J. Morse, Secretary-Treasurer, has been made also General 
Manager. 


The Carborundum Company, Niagara Falls, N. Y., will open 
an office at 365 Frick annex, Pittsburgh, Pa., January 1. W. 
W. Sanderson has been appointed manager of the Pittsburgh 
district. He has been with the company many years and 
is generally known in the southern states as “Grindstone Bill.” 


Willis C. Squire, 209 Western Union building, Chicago, has 
been made agent of the Fails Hoilow Staybolt Co., Cuyahoga 
Falls, Ohio, handling its products for the railway trade in 
Chicago territory. Alex. S. Mitchell, 45 Broadway, New York, 
has been made agent for the railway and boiler trade in New 
York territory. 


The Strauss Self-Balancing Window Co., Chicago, has been 
incorporated to do a general manufacturing and merchandise 
business, with special attention to the making and sale of a 
self-balancing window device for passenger cars. The incor- 
porators are Joseph B. Strauss, Jesse Lowenhaupt and Jacob 
W. Loeb. Capital stock, $50,000. 


The American Car & Equipment Co., Chicago, is making 
<xtensive improvements and additions to its plant at Chicago 
Heights. It has just completed a large new blacksmith and 
forge house and is now constructing a new mill building. 
This will give the company an increased capacity of at least 
50 cars over its present output. . 


Gulick-Henderson & Co., Inspecting Engineers and Metal- 
lurgists, Pittsburgh, Pa., are contemplating opening offices in 
New York, Chicago and Philadelphia the early part of next 
year. The firm reports a large number of inquiries covering 
inspection work, and their testing and metallurgical work is 
not falling off as was expected during the opening of the 
holiday season. 


L. J. Viersen, Secretary of the Kellogg Car & Equipment 
Co., Kankakee, Ill., has been elected President, succeeding 
Edwin M. Kellogg. H. Schwartzenburg has been elected 
Treasurer, succeeding F. W. Kellogg, and E. H. Ward has 
been elected General Manager. The company has planned to 
increase the capacity of its plant by the installation of addi- 
tional machinery and tracks, as it has considerable work 
booked which guarantees such improvements. 


The Raymond Concrete Pile Co., New York and Chicago, 
has been given the contract for placing Raymond concrete 
piles in the foundations of the new postoffice which is being 
built at St. Louis, Mo. About 55,000 ft. of piling will be re- 
quired in this work. Another contract calls for the placing 
of Raymond concrete piles in the foundations of a warehouse 
for E. D. Depew, wholesale grocers, New York. This will be 
a six-story structure but the foundations are designed to sup- 
port three additional stories if necessary. 


J. G. White & Company, New York, through their purchas- 
ing and inspection departments are especially equipped to 
purchase and inspect all sorts of railway equipment and sup- 
plies for foreign properties. Their experience in operation 
and construction of properties abroad fits them for this busi- 
ness and they are now paying particular attention to it. 
Their purchasing department is under the direct charge of 
EH. N. Chilson, who has had many years experience in pur- 
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chasing for steam and traction properties, having been former- 
ly connected with the Delaware, Lackawanna & Western and 
the Chicago, Rock Island & Pacific. 

Anti-Pluvius skylights and sidelights have recently been 
ordered and are now nearing completion for the Bush type 
trainshed at Scranton, Pa., for the Delaware, Lackawanna & 
Western. This is the second order The G. Drouve Co., Bridge- 
port, Conn., has received for Anti-Pluvius skylights and side- 
lights from the Lackawanna for new passenger trainsheds, 
the other being at the Hoboken terminal. The 1908 edition 
of the Anti-Pluvius skylight catalogue recently received from 
the German manufacturers describes the new railway station 
at Hamburg on which Anti-Pluvius skylights were used. This 
station is one of the largest in the world. A few of the im- 
portant installations of these skylights, recently made in Ger- 
many and Belgium, are: Municipal electric power station, 
Charlottenbourg, Berlin; railway station, Liibeck, Belgium; 
locomotive works, Darmstadt, Germany; industrial plant of 
the G. Schiele Company, Frankfort-on-Main, etc. In the 
United States, recent installations include the Lackawanna 
station at Scranton, Pa.; American & British Mfg. Co.; N. 
Y. C. & H. R.; Chicago City Railway; New York City Ry.; 
Purdue University; C. R. R. of N. J. ferry terminal, etc. 
This type of puttyless skylight meets the demand for an 
easily acgessible construction. It permits of repainting of 
the steel supporting bars and cleaning of the inside glass 
surface without much trouble and with ordinary labor. It 
can be sent anywhere and is easily erected with the aid of 
a screw-driver and a wrench. The Drouve continuous clip 
(protected by patent) is an improvement in skylight construc- 
tion which secures a tight and proper fit of skylight to the 
curb. 





TRADE PUBLICATIONS. 





Pneumatic Tools.—-The Independent Pneumatic Tool Co., 
Chicago, has just issued a two-page folder illustrating and 
describing the various pneumatic tools which it manufactures, 
including air drills, riveting hammers, chipping and calking 
hammers, etc. 

Folding Doors.—Catalogue No. 2 just issued by the Ritter 
Folding Door Co., Cincinnati, Ohio, contains several half-tone 
illustrations showing their folding doors installed in depots, 
roundhouses, machizie shops, etc. These doors are made of 
wood, wood and glass, or of steel. 

Car Heating.—The Parker Car Heating Co., Ltd., Detroit, 
Mich., has just issued catalogue No. 3, which contains infor- 
mation regarding the Parker anti-freezing and hot water sys- 
tem of railway car heating by steam from the locomotive. 
Three double-page line-drawn plates show the application of 
the Parker system to railway passenger train cars. 

Milburn Light.—The Alexander Milburn Co., Baltimore, Md., 
has just issued a catalogue which describes in detail the Mil- 
burn light. The apparatus mainly comprises three parts: an 
outer tank holding water, and an inner receptacle holding 
the chemical, and a burner sand pipe. it is said to be 15 
times more powerful than coal gas. This light is for use 
especially in night operations in railway shops and construc- 
tion work. 





Testing and Assémbling Bettendorf Truck Frames. 
{ ° 

The method of testing Bettendorf one-piece cast-steel truck side 
frames is illustrated in the accompanying views. A 975-ton hydraulic 
press is used. The first operation is straightening the spring seat, 
after which the frame is suspended on the spring seat as in Fig. 1, 
ready for the false journals to be slid into the journal boxes. The 
frame is then squared and tested as-shown in Fig. 2. The wedge 
bearing of the journal box must be in line with the spring seat. 
This is tested by gages after the load has been taken off and the 
false journals withdrawn. The maximum load applied to the frame 
by the press is equal to the capacity of the car under which the 
frame is to be used, a 40-ton-car frame, for example, being given a 
load of 40 tons. 

The frame is next straightened transversely to bring the lugs for 
the brasses, on the insides of the journal boxes, and the column guide 
faces in proper relation to each other. ‘The transverse straightness 
is likewise tested by gages. 

From the testing machine the frames are removed by a 3-ton 
traveling crane to the finishing and inspecting department. An in. 
spector gages the wheel base and tests the frame for squareness. In 
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this department pneumatic tools are used to chip to gage the column 
guides and dust-guard openings and to face the journal box openings 
for a good fit between box and cover. After finishing, the frames 
are painted and then taken by the traveling crane to the assembling 
department. E : 

In assembling, all parts of the truck—side frames, bolsters, brake 
beams, etc.—are placed near the assemblers, and handled by a 1,000. 
lb. traveling hoist. A pair of mounted wheels is run up on an ele- 














Fig. 1. 


vated track and one side frame put in position. ‘The wedges and 
brasses are then inserted in the journal boxes and the truck bolster 
set in position, after which the second side frame, and the brasses 
and wedges, are added. The bolster is then raised against the top 
arch-bar and the spring plank and springs slipped into position. With 
the addition of the brake beam and brake rigging, the truck is 
assembled and ready for a car. It requires about 8 min. to assemble 








Fig. 2. 


a truck and 9 min. to dismantle it after it has been placed under a 
ear. The plant of the Bettendorf Axle Co. is at Davenport, Iowa. 


Latimer Switch-Point Lock, 





The Latimer switch-point lock, which was invented by J. B. Lati- 
mer, Signal Engineer of the Chicago, Burlington & Quincy, was 
devised to afford protection from the dangers of facing point switches 
and thereby prevent accidents caused by lipping switches, worn parts 
of stands, demolishing of switch stands, ete. The use of these locks 
has met with success for reasons which are stated as follows: 
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1. It is impossible to lock the switch unless the points are per- 
fectly closed. There can be no half-way locking. 

2. The lock being independent of the stand insures against all 
accidents to switch stands, and even though the stand be demolished 
the switch is still locked and safe. 

8. It is very little higher than the rail and is therefore practically 
indestructible. 

4. It cannot be left unlocked without the handle projecting up- 








Latimer Switch-Point Lock. 


wards, thus indicating danger and calling the attention of employees 
to the fact. 

These locks are equipped with a circuit breaker for automatic 
signal territory, enabling the position of the switch to be indicated 
by the block signals. The switch is locked in either position, whether 
for main or side track movement. The Latimer lock is made by 
W. K. Kenly Company, Chicago. 





All-Steel Trap Door. 





The accompanying illustrations show an all-steel trap door and 
lifting device for platforms of passenger coaches, recently placed on 
the market by the O. M. Edwards Company, Syracuse, N. Y. This 
door has been designed especially to meet the requirements for a prac- 

















Edwards All-Steel Trap Door. 
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tical high grade device, at a moderate cost, for cars of both wood and 
steel construction. 

Cheapness of application and maintenance of this door are special 
features. The door is furnished assembled complete, with hinge, 
bindings, truss ribs, etc., all that is necessary to attach to the car 
is to screw the two-hinge brackets to the car body, apply the two 
is to screw the two hinge brackets to the car body, apply the two 
of this door is less in the matter of work than any other, and a 
great saving over the fitting, applying hinges and bindings necessary 
with the wood door. The advantages over the wood door are very 
The door, being exposed to the changes of temperature 
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supports the plate at the edge where it is attached to the car. 
2d. The truss ribs riveted beneath the door, which are provided 
instead of depressing the plate, give strength and stiffness, as these 
ribs actually truss the plate. 3d. The stiffness and strength ig also 
materially increased by the form of binding used at the three edges. 
A deep angle is riveted to the edges at a point where needed, and 
provides the edging or binding to receive the rubber floor covering. 
This design of door stiffened in the manner mentioned, and sup- 
ported by the hinge, prevents any tendency for the door to dish or 
bend downward at the center, and will positively retain its shape. 
The flat unbroken surface of the plate provides a true surface for 
















































































































































































apparent. 
and weather, is constantly swelling and changing, if of wood, render- y 
ing the doors more or less inoperative. The steel door corrects these TS] 
troubles. i’ 
Torsional spring bars within the hinge are used. The desirability A 
of these torsional spring bars over other designs of springs for 
actuating the door has been amply proven in service, and this feature 
: P i? 
is now standard upon most of the leading railways. 1 / 
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Edwards Metal Trap Door, as Applied to Wood Platform. 


This design of spring action is perfect in its working, noiseless in 
operation, is easily and perfectly adjusted according to the results 


preferred, either to open the door automatically, or partially open 
to a point where the remaining movement can be operated by hand. 
The use of the torsional spring also does away with any exposed 
spring mechanism for operating the door, does not require oiling, 
and there is no possibility of soiling the clothes of passengers. 

The stiffness, strength and rigidity of this door causes it to retain 
its shape when placed in service. This is due to the following 
reasons: ist. The design of hinge used materially strengthens and 


the attachment of rubber tiling or matting, without filling any de- 
pressions with wood or other material. 

The locks used in connection with this door are designed with 
pivoted bolts, permitting the door to be closed easily with the least 
punishment on the bolt, and renders the lock more positive in its 
action. The price of this steel door complete, assembled, is actually 
less than the cost of the necessary fixtures to equip a wood door. 
Its use is therefore an economy upon wood cars as well as steel— 
to say nothing in regard to the greater efficiency and lesser cost and 
annoyance in maintenance. 
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Motor Driven Pipe or Tube Cutter. 


Machines for cutting off pipe or boiler flues are often placed in a 
pipe shed or any location where power from a line shaft is not avail. 
able so that a motor drive becomes especially advantageous. The 
motor-driven pipe-cutting machine shown herewith is of special interest 
for this line of work. 

The machine is the No. 6 Fox pipe or tube cutter equipped with 
a 3 h.-p. Westinghouse motor, type C.C.L., alternating current, for 
440-volt circuit, 60 cycle, 3 phase. The machine with motor drive 
ig compact in arrangement, and the motor is mounted with almost 
no change from the standard machine, except that the bed is provided 
with two pads for bolting the motor on and in place of the regular 




















Fox Tube and Pipe Cutter. 


tight and loose pulleys is placed a large sprocket for the Morse silent , 


chain drive. Two of these machines were recently furnished to a 
large railway system for its locomotive boiler shop for cutting off 
boiler flues, safe ends, etc. The machine will cut off a 4-in. boiler 
flue in about eight seconds. 

Power from the motor is transmitted through the Morse silent 
chain and a series of gears to the cutter shaft. The flue to be cut 
rests on the two rollers under the cutting disc and the hand whee} 
shown below adjusts the position of the rollers for different size 
pipe or flues. The cut is accomplished by depressing the lever which 
raises the rollers, bringing the flue against the cutter disc and sever- 
ing it quickly. In fact, 114-in. standard wrought iron pipe can be 
cut in about three seconds in this manner. It will be noticed that 
the machine is regularly equipped with an oil pump and tank for 
supplying the lubricant to the cutting disc. 

These machines are manufactured by the Fox Machine Co.. Grand 
Rapids, Mich. 

Jessop High Speed Tool Steel. 

The steel shaving shown herewith was cut from the tread of a 
steel car wheel. The shaving measured 2454 in. in length and is a 
good illustration of the work done by the lathe tool made of Jessop’s 
high speed tool steel, especially since this same tool was used con- 
tinuously in ‘truing 23 old car wheels with one grinding. This tool 
steel is made, it is said, of the best brands of Swedish iron, probably 
the best raw material obtainable for making machine tools. The 
relatively high first cost of tools made of Jessop’s high speed steel 
is due, first to the above fact, and also since the transformation 
of the iron into tool steel is an expensive operation. Notwithstanding 
this high first cost, these machine tools yield higher efficiency than 
cheaper ones, the increase being due to the fact that less grinding is 
required. The time lost in the machine being idle and the mechanic’s 
spending time at the grinding wheel rather than the machine is a 
considerable item and must be accounted as due to the tool steel. 

The manufacturer of tool steel has within the past few years been 
compelled to meet the demands for tools having a cutting edge that 
will withstand usage at high rates of speed. It is claimed that 
Jessop’s high speed steel will permit usage at several times the 
usual speed of machine tools and with no more regrinding than is 


‘about half the cost of a wooden handle tool 


Vor. XLV., No. 30. 


necessary with high grade carbon steel. This performance is possible 
on account of the particular ingredients of which Jessop steel is 
made, rather than from any special treatment by the tool maker. 
Machine tools of this steel should be ground on a wet emery wheel, 
using an abundance of water, since a dry wheel heats the cutting 
edge of the tool to an annealing point. No fixed rule will apply in 
hardening and tempering this tool and die steel, the process being 





Shaving Cut With Jessop High Speed Steel. 


essentially a matter of skill. To harden the steel, the heat must 
be extracted as soon as possible. The forged tool is placed in clean 
water until chilled, when the steel turns black. It is then plunged 
into oil, where it remains until cold. Thin pieces, as in small tools, 
should be removed from the oil when still hot and the strain removed 
by slightly heating, after which they should be excluded from the 
air until cold. Wm. Jessop & Son, Ltd., makers of this steel, claim 
absolute uniformity as one of its chief characteristics. The railway 
business of this firm is handled at 91 John street, New York. 





Tubular Handle Shovels. 


The tubular tool handle and coupling here shown were devised 
by a railway track man because of the trouble he had from breakage 
of wooden handles. His first handle was made from gag pipe, and 
the coupling is the result of efforts to pro- ; : EE 
duce a fastening for it that would not pull 
loose. The scheme was patented and tools 
are now being put on the market. 

The handles of these tools are made from 
light steel tubing, stiff enough not to break 
or bend in service. The shank of the tool 
is square next to the shoulder to prevent 
its turning in the handle. A casting threaded 
on its upper end is put over the square 
shank and fastened by a nut. The handle 
is secured to this casting by an ordinary 
Pipe coupling. Should the tool be broken 
or worn out it may be removed readily from 
the handle and replaced by a new one at 





of the same character. The tools are made 
by the Tubular Handle and Tool Co., Salina, 
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Tubular Handle Shovel. 


Detail of Coupling. 


Kan. They include forks, spades, etc., in addition to the various 
kinds of shovels. 
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